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HOCH-SMITH RESOLUTION 

One of the most clever of the briefs and statements 
that have been filed with the Interstate Commerce Com- 
mission in accordance with its request for suggestions 
as to its procedure in Docket No. 17000, made necessary 
by the Hoch-Smith resolution of Congress, is that filed 
this week by the Southern Traffic League. We do not 
know whether or not it meant its suggestion as one for 
strategic action, but it certainly puts forward a line of 
strategy. It points out that, in the South, there are a 
number of important rate cases pending. It would de- 
plore delay in deciding any of these cases or deciding 
them in accordance with anything but the evidence al- 
ready submitted; it, therefore, suggests that the Com- 
mission proceed with their disposition, showing in the 
record that they are disposed of in connection with 
Docket No. 17000 and thus, of course, under the instruc- 
tions of Congress expressed in the Hoch-Smith resolu- 
tion. Congress could pat itself on the back, complacent 
in the thought that the Commission was proceeding in 
accordance with orders given to it, and no harm would 
be done. This, of course, is a sectional suggestion and 
might not apply in other territories so aptly or so ex- 
tensively, though it would apply everywhere to at least 
some degree. 

We have no idea, however, that the Commission will 
be influenced by this or any other suggestion that is not 
consistent with some kind of special investigation con- 
deducted in compliance with the Hoch-Smith resolution. 
We say this because, as we have said before, we believe 
the Commission is sensitive to the will of Congress and 
to the opinions of the administration, and there is no 
doubt that Congress had in mind an investigation that 
would result in reduced rates on agricultural commodi- 
ties, and there is no doubt, either, that President Coolidge 
and Herbert Hoover, Secretary of Commerce, have fa- 
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vored an investigation of the rate structure with a view 
to general readjustments. The President’s Agricultural 
Conference also favored such a course and even spoke 
favorably of the Hoch-Smith resolution. We see little 
hope, therefore, of the Commission adopting any course 
that might look like evasion, nor would we even suggest 
that it ought to adopt such a course. It must, we think, 
as a matter of duty, act as it believes Congress intended 
it to act, and it will, we think, also be inclined to such a 
course aS a matter of policy, however unwise it may 
believe the Hoch-Smith resolution to be and however 
much it may lean to interpretations of that resolution 
placed before it by individuals and organizations inter- 
ested. Even if it believed that the Hoch-Smith resolu- 
tion directed it to no course that it was not bound to 
follow under the law already existing, it would, we think, at 
least go through the motions of an investigation. 

That is only our opinion, of course, but we think it is 
sound, and it is certainly based on past performance of 
the Commission. Does anyone, for instance, chance to 
remember the long and expensive investigation of the 
Transcontinental Freight Bureau made by the Commis- 
sion under a resolution of Congress adopted because 
some member of that body had heard that the bureau 
was controlled by the railroads and no one else in Con- 
gress had interest or information enough to tell him 
that, of course, being a railroad bureau, it was controlled 
by the railroads? But the Commission went ahead and 
held hearings all over the country to establish what 
everybody who knew anything about our transportation 
system already knew and what the Commission itself 
knew. Why, then, should it be expected to adopt a dif- 
ferent course in this case, where no one knows anything 
and in which opinions differ so widely? 

In view, then, of the uncertainty and varying views 
as to what the Hoch-Smith resolution means and the 
doubt as to what the Commission may do in accordance 
with it, does it not seem that all interested in sound 
transportation policies ought to get together in an ef- 
fort to bring about repeal? Of course, there is no par- 
ticular harm done—other than the waste of time that 
might be employed in public education for the purpose 
of bringing pressure to bear on members of Congress— 
if organizations like the National Industrial Traffic 
League prefer to sidetrack the matter of repeal for the 
present and devote their efforts to inducing the Com- 
mission to take a view of the resolution that will not 
work harm. The Traffic League is a mobile organization 
that can act immediately if it finds that its view is not 
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accepted by the Commission or if any other develop- 
ment makes repeal seem to it wise. But an organization 
like the Associated Traffic Clubs of Ameirca is rather 
unwieldy and cannot be brought together for emergency 
action. It must and does, because of the nature of its 
organization, as well as because of its underlying pur- 
poses, deal with fundamentals. In this case the funda- 
mental thing is the unsoundness of the Hoch-Smith 
resolution and the danger of improper rate regulation 
under it. 


The Traffic League and others who take its view 
may not yet support the traffic club plan for themselves 
but, certainly, there ought to be no serious opposition 
on their part to the association’s proposed course. They 
admit, at least, that the Hoch-Smith resolution ought 
never to have been adopted and they would be pleased 
if it were not on the books. Many of them individually 
believe that the League ought really to have taken 
definite action for repeal at this time and be putting out 
that sort of propaganda. Many others of them believe 
that, eventually, the League will have to take a position 
in favor of repeal. It opposed the resolution by action 
taken at its meeting in New York last November, before 
the resolution was adopted, and it acted at Indianapolis 
last month in favor of action by the U. S. Chamber of 
Commerce against political rate making, which is one of 
the objectionable principles involved in the Hoch-Smith 
resolution. There is no doubt as to the feeling of Traffic 
League members toward the resolution. The only way 
in which they differ from the proposed position of the 
traffic clubs is that they do not see fit at this time to 
move for repeal, hoping that they may get what they 
want by other means. They ought, at least, then, to be 
willing to let the traffic club program go through as 
dealing with the fundamental question involved. We 
can see no good reason for the aggressive opposition that 
has been shown by some League members, as such, 
toward the traffic club plan. The two positions are not 
at all inconsistent. A man active in both organizations 
might support both actions and, in fact, there are men 
who are doing just that thing. They believe the League 
is right in its position as to what the Hoch-Smith reso- 
lution means—or, at least, that it is wise to try to con- 
vince the Commission that that is its meaning—but that 
it is well to go further and move for repeal, and that 
now is the time to put the machinery in motion. 


The Associated Traffic Clubs of America, by the 
way, is not the only organization that is proposing re- 
peal. In The Traffic World of April 25, for instance, 
we recorded a resolution of this sort adopted by the 
Pulp and Paper Traffic League. Doubtless there are or 
will be others. At any rate, it seems to us the thing to 
do and, certainly, the. only argument that can be raised 
is as to whether it is best to do it now or wait for de- 
velopments. There may be reasons for waiting that 
seem good to organizations that are able to act quickly 
when emergencies arise, but it seems to us that even 
such arguments as they may advance are more than 
outweighed by the advantages of a campaign that would 
begin now for the purpose of getting public sentiment 
behind a movement for repeal of the Hoch-Smith resolu- 
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tion when Congress reconvenes next December. 


If, in 
the meantime, we are so fortunate as to have an interpre- 
tation of the resolution by the Commission that works 
no harm and if the situation is, then, such that we may 
expect no resentment and consequent further action from 
Congress, then, of course, it would not be necessary to 


press the demand for repeal. But we have little hope 
of such a happy outcome and we believe it would be 
better to use the time between now and next December 
in preparing public sentiment for what is likely to come, 
even at some risk of having had our work for nothing, 
than to be confronted in a few months with the situa- 
tion that we believe is likely to come about without hav- 
ing done anything to get ready to meet it. 

There has already been too much laxness about that 
Hoch-Smith resolution and too little appreciation, in a 
practical way, of its dangers. The Traffic League, 
though opposing it last November by resolution, did 
nothing of a practical kind in Washington to stop it, 
though it was most active against some other proposed 
measures and was largely instrumental in their defeat. 
We do not know the reason for this, but it it true. The 
railroads also, though active against other ‘proposed 
legislation, did nothing against the Hoch-Smith resolu- 
tion, though they like it as little as do the shippers. Here 
is one thing, at least, on which there is no division be- 
tween shippers and carriers, as such. Not only did they 
do nothing against the resolution—they actually, when 
asked, said they were not opposing it. Their reason for 
this was generally understood. They were fighting other 
things that they thought more dangerous or, at least, 
more pressing, and they feared to scatter their fire— 
to make themselves too disagreeable to the makers of 
the laws. We think they made a mistake in policy. The 
time to fight a thing is when it first rears its head. It 
is always more difficult to stamp out an evil after it has 
a foothold than when it is first conceived, and, besides, 
it is always difficult to explain an attitude of inactivity 
when an objectionable thing was proposed and make it 
consist with opposition after the objectionable thing be- 
comes a fact. 

Let’s have the Hoch-Smith resolution repealed and 
let’s be about the business now. 


POLITICAL RATE MAKING 


The National Industrial Traffic League, in a circular to mem- 
bers, says: 

“The following resolution was adopted by the members, at 
the spring meeting of the League, held in Indianapolis, April 
29 and 30: 


It being the long established policy of The National Industrial 
Traffic League to urge that the legislative and executive departments 
of the government should leave the adjustment of transportation rates 
to the Interstate Commerce Commission, and pressure upon the Com- 
mission having recently tended to increase, the League observes with 
satisfaction that numerous commercial bodies are recommending to 
the Chamber of Commerce of the United States, which meets in 
Washington May 20, resolutions reiterating that the independence of 
the Commission should be respected. The officers of the League are 
authorized to inform our members of this opportunity and suggest 
that they arrange for business bodies affiliated with the United States 
Chamber to consider addressing that body on this subject. 


“In the discussion of this resolution it developed that the 
Chicago Association of Commerce had passed a resolution of 
similar purport, and that the subject of legislative and execu- 
tive interference with the Interstate Commerce Commission was 
docketed for consideration by the Chamber of Commerce of the 
United States at its 13th annual meeting, to be held in Wash- 
ington on May 20-22. 

“President Ripley brought our resolution to the attention 





1246 | THE TRAFFIC WORLD 


of President Grant, of the Chamber of Commerce of the United 
States, and suggested that if it would be helpful we would call 
upon our members to urge the local organizations—members of 
the Chamber of Commerce of the United States—with which 
they are affiliated, to support the Chamber’s position. We are 
just in receipt of a letter from President Grant in which he says: 


A resolution in similar terms has been offered by a number of 
other associations and probably our Resolution Committee will try to 
combine them in one resolution for action. 


Your desire to be helpful, by submitting this resolution to your 
individual members, is very much appreciated. Personally, I think 
it would help the situation if your members were thinking about it 
and had their ideas crystallized before they went to Washington. I 
do not want to urge you to do this, but I am sure that it is con- 
structive and helpful, if you feel that you wish to do it. 

I can assure you that I very much appreciate the spirit of in- 
terest and co-operation which you manifest in your letter, 

“The League has repeatedly gone on record as being opposed 
to legislative rate making, or to legislative or executive inter- 
ference with the Interstate Commerce Commission. The Com- 
mission—the body created to administer the interstate com- 
merce act—should be left free to administer the act in the light 
of the facts developed at formal hearings, where witnesses sub- 
mit their testimony under oath, or as developed in investigations 
initiated upon its own motion, unhampered and uninfluenced by 
political pressure or other influence. The Interstate Commerce 
Commission is a quasi-judicial body, dealing with questions of 
vital interest to the commerce of the country, and should be no 
more subject to legislative, political, or executive interference 
than are our federal courts. The purpose of the League’s resolu- 
tion is to urge its members to give such support as they may 
to a similar resolution which it is expected will be framed by 
the resolutions committee of the Chamber of Commerce of the 
United States. 


“For convenient reference, a copy of the resolutions adopted 
by the Chicago Association of Commerce is hereto attached. 

“Our members are respectfully urged to bring our resolution 
to the attention of their local commercial organizations affiliated 
with the Chamber of Commerce of the United States, and to ask 
that their delegates to the annual meeting of the Chamber be 
instructed to support the resolution of the Chamber, which, pre- 
sumably, will cover the same ground as is covered by the reso- 
lution of the League and of the Chicago Association of Com- 
merce.” 

The Chicago Association of Commerce resolution referred to 
was published in The Traffic World, April 18, page 1012. 


BARGE LINE EXTENSION 


Plans by which freight traffic, now moved up and down the 
Mississippi River from New Orleans to St. Louis, by the Inland 
Waterways Corporation, operated under the direction of the Sec- 
retary of War, may be carried as far as north as St. Paul and 
Minneapolis, and on the Illinois River to Chicago, are the subject 
of a survey being made by Halleck W. Seaman, member of the 
advisory board of the corporation, Chicago. 


The advisability of this proposed extension of water carrier 
service is being gone into deeply by Mr. Seaman, who is com- 
municating with chambers of commerce, boards of trade munici- 
palities, and other organizations in an effort to enlist their co- 
eperation in obtaining an estimate of the probable tonnage that 
could be moved on the barge line. Brig. Gen. T. Q. Ashburn is 
executive head of the service under the Secretary of War, and Mr. 
Seaman is in charge of the Mississippi and Illinois Rivers com- 
pilation. A similar survey is being made for the Ohio River by 
Wilmer M. Jacoby, the Pittsburgh member of the advisory board. 

Under federal supervision and control the barge service is 
already operating a fleet of carriers on the Mississippi River from 
New Orleans to St. Louis and on the Warrior River in Alabama. 

“News of this survey has already become known throughout: 
the states of Illinois, Iowa, Wisconsin, and Minnesota,” Mr. 
Seaman said. “As a result, many inquiries have been directed to 
the Inland Waterways Corporation from interests in those states 
that would be affected and benefited by the lower freight rates 
this carrier would afford. A report issued by the War Depart- 
ment last week disclosed the following facts regarding these 
cheaper rates: In the period from January, 1924, to January, 
1925, there was a drop in the cost of handling freight by inland 
waterways of 37 cents a ton. The 1925 tonnage cost at New 
Orleans was 59 cents as compared to 93 cents in 1924; at Mem- 
phis $1.58, as compared to $1.75; and at Cairo, 53 cents as com- 
pared to 90 cents. 

“Because of the increase in the amount of tonnage being 
hauled by the lower river service, new boats and barges are 
being constructed. Even these are not adequate to handle the 
present demands and, as speedily as new terminals, connecting 
with the railroads for final distribution, are completed, the serv- 
ice will add more rapidly to its fleet.” 

Mr. Seaman points out that army engineers have already 
submitted their reports as to the navigability of the upper Mis- 
sissippi and have reported favorably on such a plan. Their 
reports show that there is a channel depth at the present time 
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that will permit of navigation at the lowest stake of water for 
boats drawing 414 feet, up to Prescott, which is 20 miles south of 
St. Paul. These army experts have further shown that boats, under 
a skillful pilot may go above Prescott to the Twin Cities with 
safety, even under present channel conditions. 

“If the business interests of the sections affected realize 
the benefits they will reap,” Mr. Seaman adds, “and get back of 
the proposition of the government to extend this service to them, 
they will learn that the plans call for a six foot depth of the 
river for its entire course north, making traffic assured at all 
times, during the navigation season. 

“This service offers a dependable waterway facility for 
moving all manner of freight on rates established by the Com- 
mission at 80 per cent of the rail rates. The barge line will work 
in cooperation with the railroads, not in competition, as a supple- 
ment to their service and will serve an extended territory in the 
upper Mississippi and on the Illinois rivers in the economical 
distribution of its products. 


“Traffic on the upper River has been dormant for so many 
years that even many of the larger river towns have no adequate 
means of handling modern boat and barge tonnage. In order 
that the Federal Barge Line, or any other river transportation 
agency, may perform its service at 80 per cent of the rail rate, 
it must be able to load and unload freight by mechanical power 
rather than by the old time strong-arm method. Suitable dock- 
age, warehouse, and terminal facilities, including rail connection, 
are indispensable to the success of the present day river service. 


‘It is the purpose of the survey now being made by the 
special committee to obtain all necessary data as to existing 
terminal facilities, and to offer its services by way of suggestions 
as to the proper installations. It is desirable that terminals 
be of uniform design, so far as local conditions will permit. The 
committee has available the services of competent terminal en- 
gineers, which will be offered free of charge to municipalities 
by way of suggestions. 


“The upper river—that is, the river above the mouth of the 
Missouri—is not subject to the great floods that play such havoc 
on the lower river. Whereas at lower river points terminals 
must contend with 40 feet and upwards of spread between high 
and low water, it is only necessary to make provision for around 
an 18 foot stage on the upper river, and even that extreme height 
lasts but a few days at the most—so that the terminal problem 
in the upper river stretch is by no means serious. At St. Louis, 
Cairo, Memphis, Vicksburg and Baton Rouge, because of the 
great extremes in the stage of water, they must use expensive 
incline approaches to movable barge docks. Above St. Louis 
perpendicular stationary wharves answer all purposes. They 
may be constructed at low cost with piling, or more permanently 
by the use of concrete or masonry. 


“A municipal dock for local package freight should be as 
close as possible to the business center, and generally speaking, 
need not be of great length. But a dock that is to be used for 
transfer from barge to cars, espeecially where such commodities 
as coal are to be handled, should have length as well as breadth, 
but can be located at some convenient point farther away from 
the business center. Of course, it is desirable for purposes of 
administration to combine the two wherever practicable.” 


EFFECT OF ST. PAUL RECEIVERSHIP 
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Additional legislation providing for regulation of the rail- 
roads will be sought at the next session of Congress as the result 
of the Chicago, Milwaukee & St. Paul going into receivers’ hands, 
it is understood on reliable authority. Those who are proposing 
such legislation decline to discuss the matter for publication, but 
admit that plans are under way to ask Congress to enact legisla- 
tion designed to give the owner of railroad securities greater pro- 
tection than he now has under the law. 


One bill that is being prepared, it is understood, will provide 
that, before a board of directors of a railroad may decide that it 
should be placed in receiver’s hands, the facts must be put before 
the stockholders and bondholders of the road with the directors’ 
recommendations as to what must be done to save the property 
from a receivership. The charge has been made in connection 
with the St. Paul receivership that the stockholders did not have 


an opportunity to take action that might have prevented the 
receivership. 


Another bill, it is understood, will provide that, when a rail- 
road issues new securities, the stockholders and bondholders 
shall first have the opportunity to buy the securities and that the 
remaining securities shall be sold at competitive bidding. 


A third bill, it is understood, will require each railroad 
company to file with the Commission a complete list of all stock- 
holders and the amount of stock held by each. 


These bills, it is said, are being prepared as a direct result 
of the St. Paul having been placed in receivers’ hands, It is 
also understood that certain members of Congress will propose 
legislation as the result of the receivership. 
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Era of Monumental Terminals Ending.—Almost anything one 
might say about the frightfully expensive terminals of railroads 
in the congested centers of population would be trite. However, 
it is accurate to say that the proposed reports of the Kansas 
City Terminal row, precipitated by the effort of the Katy to 
break away from the obligation that was on the predecessor com- 
pany and the application of the Oklahoma commission for an 
order directing the railroads to build something at Oklahoma 
City that would stir the pride of that state in its capital, have 
served to focus attention on what, it is believed, may be said 
to be a serious national matter. Fine passenger stations do not 
bring money into the treasury. They do not add to the efficiency 
of a carrier. Too often, it has been suspected, a station project 
affords opportunities for the disbursement of corporate funds 
among contractors who are at least not mortal enemies of high 
officials. The Kansas City Terminal, costing $50,000,000, will be 
something of a charge on the rest of the country, regardless of 
whether the project was undertaken without careful enough 
counting of the cost or whether the vast cost over estimates 
was due to things that could not have been foreseen. The money 
that will be spent in keeping it up will have to come out of the 
rates paid, not merely by Kansas City or its tributary territory, 
but by the whole country. In passing, it may be said that it is 
impossible to recall an instance in which a traffic man, railroad 
or shipper, has appeared as a strong booster for a monumental 
passenger station in connection with terminals. They know that 
money can come only from rates and that a granite or marble 
palace in connection with passenger terminals, even if occupied 
by railroad officials, cannot increase the revenue. People do not 
travel because the common carriers provide stations that please 
the eye. Many a fine passenger station is often the result of civic 
pride pressure on railroad officials. It is a fact that persons who 
would jeer at a suggestion that they should build Greek temples 
or Roman forums in which to do part of their business, have 
no hesitancy in espousing enterprises of that kind at the ex- 
pense of the no more prosperous, and generally less prosperous, 
railroads. The terminal that is being built in Cleveland, it is 
understood, carries out a plan for civic center beauty around 
the Public Square. Cleveland is to obtain the uplift therefrom, 
but the rest of the country must help pay for it in every rate that 
must be kept up or increased to pay the carrying charges on an 
investment of something like the $60,000,000 estimated as the 
cost of that work. If it does not run more than that, human 
experience in building will be set at naught. According to the 
plain implication in Attorney-Examiner Keeler’s report on the 
Oklahoma City project, civic pride is a large factor in that pro- 
posal. Kansas City also disliked that station under the bluff, 
which, in a way, reminded one of the station under the bluff 
at Cleveland. Cleveland fought for forty years for a station 
better than the one on the lake front. The newspapers, always 
were receptive toward any new way of expressing the grouch 
the city felt against the dingy old granite structure on the lake 
front that antedated the Civil War, yet the city continued to 
grow like a green bay tree. Stations in keeping with their sur- 
roundings and with the purposes they are to serve, made of 
steel, glass and concrete, but not of granite and marble, it might 
be suggested, will be no burden on the country, but monumental 
structures will be. Ruins are interesting but (Rome and Athens 
would probably have continued more interesting as going con- 
cerns, which they might have continued to be had the burdens 
placed on them by ‘their ‘monument-building rulers left any 
ambition in their inhabitants to fight for the homes they might 
have had, had there been fewer monumental structures to per- 
petuate the glories of the rulers. 





Heavy Loading Brings No Joy.—It is a mistake to assume 
that the heart of the railroad man is always made glad by heavy 
loading. It is true that the railroads have spent thousands to 
cajole the shipper into putting all he could into a freight car. 
But there is the heavy loading the Post Office Department began 
doing just as soon as Postmaster-General Burleson persuaded the 
Commission to change from the weight to the space basis in 
the matter of compensation for carrying the mails. At the time 
that change was advocated, the railroads insisted that, the 
minute the change was made, the Post Office Department would 
discover that it could put more mail into a given space than 
ever before. Burleson protested that he never would resort to 
such trickery. Those who had had political experience with him 
crossed their fingers and assented to his proposition that he was 
without guile. Well, in their petition for a re-examination of 
the 1919 decision in the railway mail pay case, the railroads told 
the Commission that the loading in the storage cars had been 
about doubled and that, in the other units of space recognized in 
mail pay terminology, the loading had increased about two- 
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thirds—with but little increase in pay for the railroads. The 
railroads pointed out that the mail revenue had increased from 
$329,000,000 in 1917 to $573,000,000 in 1924. In the same period 
the railway mail pay increased from $74,000,000 to $97,000,000, 
while the loading had increased as before set forth; that is to say, 
while the minimum increase in loading was about 66 per cent, 
the increase in pay had been considerably less than 30 per cent. 
The railroads hope the Commission will take cognizance of the 
fact and make the government, as a shipper, bear its just share 
of the burden of keeping up the transportation machine—even 
if it makes necessary more ludicrous book-keeping gymnastics on 
the part of the Postmaster General to enable him to claim a 
“surplus,” or a deficit so small as not to be worth remembering. 





Speaking of Irony.—It has been impossible on the part of 
some who have read the Commission’s decision in the North 
Dakota sand and gravel case, in which the regulating body pre- 
scribed rates lower than the North Dakota scale for application 
on road-building materials from Minnesota into North Dakota, to 
refrain from remarks on the irony in such a situation. The 
idea of making the Northern Pacific carry materials for the 
making of state highways that will be somewhat competitive 
with it, for rates which Commissioner Cox indicates are low, 
would be paralelled by requiring a cement manufacturer to 
sell his cement for the making of a road to a deposit of asphalt, 
at or below cost. In the end, it has been suggested, if North 
Dakota should build up because of the good roads the railroads 
help provide, they will receive some benefit from their sacrifice. 
However, just at this time, the northern transcontinental roads 


are not in position to make investments from which returns 


may not be expected in the immediate future. It would not be 
surprising were the carriers to go to court about the matter, 
especially inasmuch as four commissioners disented flatly and 
the other left the impression that the rates would be low by 
offering reparation. A suggestion is that it would not look so 
lop-sided if the employees of the affected roads, living in North 
Dakota, were asked or required to make some sacrifices for the 
upbuilding of the state’s highway system. A natural inquiry 
would be why the owners of the railroads alone should be called 
on to help the North Dakota farmers, by means other than by 
paying taxes, obtain roads enabling them to get their crops to 
market. Of course, should it turn out that everybody was in 
error in assuming that the ordered rates would be low, then 
there would be no foundation for the suggestions that have been 
made respecting the ironical nature of the order. 





Rich American Universities.—Million-dollar endowments are 
among the assets of no fewer than 121 American universities. 
Only eighteen of them, however, are state universities—from 
which it might be argued that those able and willing to endow 
schools are not much smitten with the idea of supporting state- 
operated institutions. Harvard, the oldest of the schools, has 
also the largest endowment—something in excess of $53,000,000. 
It has also the largest investment in plant—$22,800,000. Although 
Yale stands next in value of plant—a bit over $21,000,000— 
Columbia stands second in endowments, with $41,300,000. Among 
the technical schools, Carnegie stands first in endowment, unless 
Cornell be classed as a technical school on account of the large 
part technology plays in its curriculum. Massachusetts Institute 
of Technology, however, stands at the head of the list of tech- 
nical schools in the value of its plant, though it is not one of the 
twelve most heavily endowed. The University of Texas is the 
rich one among state institutions, with an endowment of more 
than $11,000,000, followed by California with $8,407,000, then 
Washington, Minnesota, and Oklahoma. These data were gath- 
ered by the Bureau of Education, a branch of the Interior De- 
partment, which makes it a part of its business to have facts 
about every educational institution in the country. 





Using the Pulmotor.—Dr. Hubert Work, Secretary of the In- 
terior, has just returned from a month’s call on an ailing patent, 
the same being the reclamation work of the government. It is 
not doing well. His diagnosis is that, unless settlers can be 
attracted to the reclaimed lands, no one will be benefited by the 
building of the projects and the government will not get back 
its money. In passing, some crusty money-grubber may observe 
that that is the rule in all enterprises. If they do not attract 
customers, the undertaker thereof does not get back his money. 
This failure to attract customers, the doctor said, was a cause 
for anxiety. Being a Vermont man by birth, it could be suggested 
that Dr. Work was not unlike Calvin Coolidge in thinking it 
necessary, when one put out a dollar, that that dollar should 
return to its owner bringing some increase with it. Dr. Work, 
however, apparently, has not been worried so much about the 
increase as by the far greater question of the original dollar 
coming back. Not only are farmers not being attracted to the 
reclamation projects, but settlers on them are leaving. Theodore 
Roosevelt was the great promoter of reclamation projects. His. 
enthusiasm put glamor on them. But he is gone. Therefore, Dr. 
Work, governors of states, and railroad immigration agents have 
been putting their heads together “trying to discover some new 
land settlement program” as the doctor said. He was the one 
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that called for help from the governors and the railroad agents 
The doctor is determined to make the reclamation project work, 
declaring it to be the policy of the administration. But, in a 
statement made after he had made his visit to the patient, he 
said it had to be remembered that no new project was feasible 
unless the land reclaimed could be settled and that no old project 
from which the settlers were going, could survive. In some 
cases, he said, he found blanket applications from the settlers on 
the reclaimed lands to be relieved of their obligations to pay, the 
application being signed by hundreds of settlers on certain irri- 
gation projects. Blanket relief, he said, could not be granted. 
Each case in which there is an application to be freed from the 
obligation of paying now is being considered and relief is being 
given to those who show they cannot pay, now. The government 
may not have intended to remain in the land business except for 
a limited number of years, but, apparently, it is in for a long 
and indefinite period. If it turns the settlers off their farms, the 
ditches and other works for which it paid, expecting to be reim- 
bursed shortly, will fall into disrepair and the last state of the 


government as a real estate promoter will be worse than the 
first. 





Would Limit Reserve Banks.—Representative McFadden of 
Pennsylvania, chairman of the House committee on banking and 
currency, when legislation for an extension of the life of the 
reserve banking system comes along, if not sooner, will propose 
limiting the issue of reserve notes so that only commercial paper 
will be fit for a foundation. He objects to the power of the 
central bank to take gol, left with it by member banks as re- 
serve, mix it with commercial paper bought in the open market, 
and then use the mixture as a foundation for notes. It tends 
to inflation, he thinks, which, of course, makes money “easy” 
and invites speculation. His idea is that the only real function 
of banks is to furnish credit for the production and transfer of 
commodities—that is, working capital—rather than capital for 
the founding of a business, or the transfer of the evidences of 
such foundation capital, from one to another. The privilege of 
issuing notes on a foundation composed of reserve gold and com- 
mercial paper bought in the market, in his eyes, is too great a 


ex over business to place in the hands of one set of men — 
A. E. H. 


COMMISSION ORDERS 


The Commission, on its own motion, has reopened I. and S. 
No. 1953, lignite coal from North Dakota to stations in North 
Dakota, South Dakota and Minnesota, for further hearing to 
determine the reasonable rates for the future. 

The Commission has modified its order of March 14 in No. 
15551, J. S. Kloeber et al. vs. Northern Pacific Ry. et al., s> as 
to permit defendants to establish the prescribed rates upon five 
days’ notice, but has denied the defendant’s petition for re- 
argument and for extension of the effective date of the order. 

The Commission has denied reopening and modification of 
its order in No. 14454, Wyoming Coal Company et al. vs. Vir- 
ginian Railway et al., and No. 13832, Gulf Coal Company vs. 
Virginian Railway et al. 

The Commission has reopened for further hearings its pro- 
ceeding in No. 14472, Dolese Brothers Company et al. vs. Santa 
Fe et al., to determine whether defendants have complied with 
the findings of the Commission and the manner in which the 
rates beyond the key points specified in the report should be 
progressed. 

Deere & Company has been authorized by the Commission 
to intervene in No. 15550, Board of R. R. Commissioners of Iowa 
vs. Ann Arbor R. R. et al. 

The Commission has modified its order in No. 13513, Stutt- 
gart Rice Mill Company et al. vs. A. & V. Ry. et al., so as to 
make it become effective July 8 instead of on June 8. 

The Texas Company, the Guif Refining Company of Lou- 
isiana, and the Standard Oil Company (Kentucky) have each 
been permitted to intervene in the proceedings in No. 16684, 
Florence Chamber of Commerce vs. A. & V. Ry. et al. 

By a supplemental order in No. 9702, Memphis-Southwestern 
Investigation (and consolidated cases), the Commission has or- 
dered the defendants and respondents therein to establish, on 
or before June 25, 1925, upon fifteen days’ notice, and to main- 
tain and apply the following uniform commodity description: 
Salt, common (sodium chloride), in packages, in blocks, or in 
bulk, C. L., in connection with their rates on salt from and to 
the points of origin and destination involved. 

On petition of the Manhattan Oil Company, intervener, the 
Commission has reopened for further hearing its proceeding in 
No. 14953, A. B. A. Independent Oil & Gasoline Co. et al. vs. 
Santa Fe et al. 

The Western Union Telegraph Company has been permitted 
to intervene in Valuation No. 408, in re St. Louis, San Francisco 
& Texas Railway Company. 

The Green Bay Association of Commerce has been permitted 
to intervene in No. 16826, the Ann Arbor R. R. Co. et al. vs. 
B. & O. R. R. Co. et al. 

The Commission has modified its order in No. 13954, Alton 
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Mercantile Company et al. vs. A. & W. Ry. et al., so as to make 
it effective July 8 instead of June 10. 

The Colorado and New Mexico Coal Operators’ Association 
has been authorized by the Commission to intervene in No. 16738, 
Old Ben Coal Corporation vs. A. & V. Ry. et al. 

The Commission has denied the petition of the Illinois Cen- 
tral Railroad asking for further extension of the time specified 
for fulfillment of the order entered in No. 13413, in the matter 
of automatic train control devices. 

On receipt of advice that the respective complaints have 
been satisfied, the Commission has dismissed the proceedings 
in the following: No. 15930, J. & G. Lippmann, Inc., vs. A. C. L. 
R. R. et al.; No. 16210, Arthur H. Bryant vs. B. & O. R. R. et al.; 
and No. 16386, Walter A. Zelnicker Supply Co. vs. Director- 
General et al, 

On the respective complainants’ requests that their com- 
plaints be dismissed, the Commission has dismissed the following 
proceedings: No. 14901, Members of the Waste Merchants’ As- 
sociation of New York vs. B. & A. iR. R. et al.; No. 16410, the 
Pittsburg & Shawmut Railroad Co. vs. Erie R. R. Co.; No. 16358, 
Colgate & Company vs P. R. R. et al.; No. 16620, Burlington 
Shippers’ Association et al. vs. C. B. & Q. R. R. et al.; No. 
16650, Colgate & Company vs. P. R. R.; No. 16784, Speas Vinegar 
& Manufacturing Company vs. C. & A. R. R. et al.; No. 16871, 
Armour and Company vs. C. & N. W. Ry.; and No. 16879, E. J. 
Lavino & Company vs. Reading Company et al. 


SUSPENDED TARIFFS 


In I. and S. No. 2406 the Commission has suspended from 
May 15 until September 12 schedules as published in Sup. No. 10 
to Jones’ Tariff I. C. C. No. 1594. The suspended schedules pro- 
pose to cancel the application of 83.33 per cent of the sixth- 
class rating on plaster, plasterboard and gypsum rock, carloads, 
from various Central Freight Association points, including 
Grand Rapids, Mich., to Canadian territory, and to apply the 
Official Classification basis of sixth class in lieu thereof. The 
following is illustrative of resulting increases in rates: 


From Grand Rapids, Mich., to 


London, Ont. 


Present. 
18.5 
Toronto, Ont. 


Proposed. 

Pie Cea Raa R Ene eaauMeaaneaees : 22.6 

Casati Thr ers auiortien a <i a wlan Siva! weareralelgtelele 21 25.5 
The Commission, in I. and S. 2408, has suspended, from 
May 15 until September 12, Speiden’s supplements proposing a 
seven-cent reduction in rates on iron and steel articles from 
Birmingham and Atlanta to Memphis and Mississippi Valley 
points. Steelmakers at Pittsburgh, St. Louis, and Ohio points 
protested that the reduction would place them at an undue dis- 
advantage. The railroads said they proposed the reductions to 
meet the competition caused by rail and barge line rates from 


Pittsburgh to Memphis, effective in April, which were not sus- 
pended. 


PETITIONS FOR REHEARING, ETC. 


F. A. Leffingwell, attorney for the West Texas Chamber of 
Commerce and others, has filed a petition with the Commission 
asking for reopening and further hearing in No. 12244 (and con- 
solidated cases, Nos. 13518 and 14927), Corporation Commission 
of Oklahoma vs. Abilene & Southern Ry. et al., in the light of 
the Hoch-Smith resolution. 

The complainant in No. 14852, F. M. Jones et al. vs. P. R. R. 
et al., have filed a petition with the Commission asking for 
reconsideration on the record as made and for further argument. 

The complainant in No. 14953, A. B. A. Independent Oil & 
Gasoline Company et al. vs. Santa Fe et al., has requested a 
rehearing therein. 


TRANSIT CONFERENCE RULING 


The Commission, in conference, has adopted the following 
ruling: 

Transit Provisions Not Retroactive.—Under section 6 of the in- 
terstate commerce act any provision for transit must be made by 
tariff. Such provisions are deemed to apply properly only to ship- 
ments which originate while the provisions are in effect, and no new 
or amended transit provision is to be made applicable by tarff to 
shipments which originated before the effective date of that tariff. 
Conference rulings 6, 77 and 166 rescinded. 


This latest ruling amounts to no more than a condensation 
of the three prior rulings. The others were made in reference 
to particular questions submitted for rulings and contained par- 
ticulars not needed in a general statement of the law, such as 
the latest ruling is. 


CORRECTION IN TRAIN CONTROL ITEM 


The item in The Traffic World of May 2, page 1112, to the 
effect that the U. S. District Court for the Southern District 
of New York had denied the petition of the Delaware & Hud- 
son for an interlocutory injunction against the order of the 
Commission requiring the railroad to install automatic safety 
devices along a certain part of its line was incorrect, due to 
misinformation given out by a court attache. What happened 
was that the Sprague Signal Company applied for permission 
to intervene and the court denied this application. 
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COAL TO MISSOURI RIVER 


Rates on coal, from Colorado and northern New Mexico to 
Missouri River points and destinations in Kansas, Nebraska and 
western South Dakota have been found unreasonable in No. 
14855, Colorado & New Mexico Coal Operators’ Association vs. 
Denver & Rio Grande Western et al., mimeographed, the report 
in which was written by Commissioner Hall. Bases for new 
rates were set forth in the report, but no order was issued. 
The carriers were given 90 days from the service of the report 
in which to revise their rates in conformity with the findings. 
A rate of $5 per ton to Missouri River points seems to be the 
central fact in the report. 

By complaint filed in April, 1923, as amended, the association 
alleged the rates on coal, including anthracite, bituminous and 
lignite, from all Colorado and northern New Mexico producing 
districts to destinations in South Dakota west of the Missouri 
River in Nebraska and in Kansas, and to Sioux City, Council 
Bluffs and Pacific Junction, Ia., and Kansas City, were unrea- 
sonable and unduly prejudicial to complainant and unduly pref- 
erential of competing districts in other states. The Commission 
was asked, said Mr. Hall, to prescribe just, reasonable and non- 
prejudicial rates from the mines of the complainant’s members, 
and a definite basis of rate-making from those mines and from 
competing districts. 

The districts in which complainants operated at the time of 
the filing of the complaint were: In Colorado, Walsenburg, 
Trinidad, Canon City, Cameo-Palisade, Bowie-Somerset, Crested 
Butte-Baldwin, Routt county (Oak Hills), northern Colorado, 
Pikeview and Coalmont; in northern New Mexico, Raton and 
Dawson. The coal districts alleged to be preferred were: In 
Wyoming, Rock Springs-Kammerer, Hanna, Sheridan, Kirby and 
Hudson; in Kentucky, Harlan-Hazard; in Illinois, Southern Illi- 
nois, and Springfield-Peoria; in Kansas, Pittsburg; in Oklahoma, 
McAlester; in Arkansas, Spadra; in Missouri, Bevier; in Iowa, 
Boone; and districts in eastern states which ship into South 
Dakota from Duluth and Superior, generally termed “Head-of-the- 
Lakes Coal.” ° 

Prior to the hearing in this case, the Southern Wyoming 
Coal Operators’ Association filed a petition of intervention al- 
leging the existing rates from the Rock Springs-Kammerer dis- 
trict covered by the complaint, on the Burlington and North 
Western were unreasonable and unduly prejudicial to the Rock 
Springs-Kammerer district and unduly preferential of “all com- 
peting districts and the producers therein” to the extent they 
exceeded the rates contemporaneously maintained from the Wal- 
senburg district. It sought affirmative relief. Mr. Hall said 
evidence introduced by that intervener had to be considered as 
in opposition to the complainant’s allegation of undue preference 
of the Rock Spring-Kammerer district. Any other construction, 
he said, would clearly broaden the issues raised by the complaint. 

Mr. Hall said the locations and descriptions of the districts 
and of their Wyoming competitor were given in Western Coal 
Rates, 80 I. C. C. 383. He said the territory of destination was 
devoid of coal in commercial quantities except in the Pittsburg 
district in Kansas, on its southeastern boundary, but that coal 
was mined in all the surrounding states, to some extent. Much 
of the destination territory, he said, was common to more than 
one producing district, resulting in keen competition between 
producing districts, the capacities of which greatly exceeded any 
present demands. He said carriers competed for the traffic. 
Some maintain rates designed to afford mines on their lines a 
favorable opportunity to dispose of their coal, although such 
mines might be at a greater distance from common territory 
than their competitors, or might produce coal of an inferior 
quality. Producers and carriers alike, he said, strove to reach 
the important Missouri River markets. That, he said, was par- 
ticularly true of the complainant’s members and of their Wy- 
oming competitors, and of the lines serving them because of 


the light demand for coal in the western half of the territory of 
destination. 


The complainant has three sets of rates, on lump, nut and 
slack. Some of its competitors also have three sets, some only 
two, and still others only one rate, applicable on all kinds of 
coal. From some, he said, the slack coal rates also applied on 
screenings produced by passing the coal over screens, the speci- 
fications for which differed widely. Some of them were under 
attack. While anthracite coal was mentioned, there was no real 
attack upon its rates, fifty cents higher than on soft coal. 

Mr. Hall divided the complaint into sections and stated the 

finding of the Commission in connection with the discussion on 
each phase. 
_ Under the caption, “rates to Missouri River cities and des- 
tinations in Nebraska and Kansas, except to points in north- 
western Nebraska, considered under a separate heading, the 
finding” was as follows: 
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We find that the present rates on lump coal, in carloads, from 
the Walsenburg district to the destinations named or designated be- 
low are and for the future will be unreasonable to the extent that 
they exceed or may exceed the rates in amounts per net ton set op- 
posite said destinations, which we find will be for the future rea- 
sonable maximum rates for application on that traffic, viz.: 

Destination: Union Pacific—Barton, Neb., $4.15; O’Fallons, Neb., 
$4.35; Kearney, Neb., $4.70; Grand Island, Neb., $4.85; East of Grand 
Island to Missouri River, $5; Council Bluffs, Ia., $5; Oakley, Kans., 
$3.75; Zurich, Kans., $4.25; Victoria, Kans., $4.25; Burlington—San- 
born, Neb., $3.90; Culbertson, Neb., $4.20; Holdrege, Neb., $4.60; Or- 
leans, Neb., $4.60; Hastings, Neb., $4.85; Superior, Neb., $5; East of 
Superior to Missouri River, $5; Sioux City, Ia., $5.25; Venango, Neb., 
$4.10; Curtis, Neb., $4.60; Imperial, Neb., $4.60; Rock Island—Kan- 
arado, Kans., $3.30; Colby, Kans., $3.75; Norton, Kans., $4.25; Man- 
kato, Kans., $4.85; East of Mankato to Missouri River, $5; Santa Fe— 
Coolidge, Kans., $2.90; Garden City, Kans., $3.30; Dodge City, Kans., 
$3.75; Great Bend, Kans., $4.25; Hutchinson, Kan., $4.60; ewton, 
Kans., $4.60; Wichita, Kans., $4.60; Kingman, Kans., $4.60; McPher- 
son, Kans., $4.60; Emporia, Kans., $4.85; East of Emporia to Mis- 
souri River, $5; Anthony, Kans., $4.85; Arkansas City, Kans., $4.85; 
Coffeyville, Kans., $5; Chanute, Kans., $5; Concordia, Kans., $5; Mis- 
souri Pacific—Scott City, Kans., $3.30; Great Bend, Kans., $4.25; 
Geneseo, Kans., $4.40; Salina, Kans., $4.60; Herington, Kans., $4.60; 
East of Herington to Missouri River, $5. 

We find that the rates on lump coal, in carloads, from the north- 
ern Colorado district to the Missouri River territory are and for the 
future will be unreasonable to the extent that they exceed or may 
exceed rates 75 cents less per net ton than the rates herein before 
prescribed to Missouri River points, and to other points taking $5 
rates from Walsenburg. 


Under the caption, “rates to destinations in northwestern 
Nebraska and western South Dakota,” the Commission said: 


We find that the rates on lump coal, in carloads, from northern 
Colorado to these grouped destinations are not and will not be un- 
reasonable except that the rate to Northport on lump coal will be 
——— for the future to the extent that it may exceed $3.40 per 
net ton. 

Summing up this phase of the situation we find that the rates 
on lump coal, in carloads, from the Walsenburg and northern Colo- 
rado districts to the destinations named below are and for the future 
will be unreasonable to the extent that they exceed or may exceed the 
following rates which we find will be reasonable maxima: 

From From 
Walsen- Northern 
burg Colorado 


To District District 
Sidney, Neb. * 


leis taxt.atlo.Ws aiwi@iaye Pr erwaaee Wincor ween Alek ethers Temalonile .00 

I PMNS ining. os cibin id oraioanewieiie asinine @ewewoaoneen 4.30 $3.40 
EIN 35.5106 0 eawieeenig Cewhenwied tab eeeasennee 4.50 si 
PE EN, ea wiraiele waist a-e wre dle aanwewce ae cinereeiegenels 4.80 bg 
CI ceca wick cri aielidole eipanmaienia @niteiolots anes eelaiat 5.00 * 
NINN UM. BP Gia ere:4 i5)5s9:056)9'* yalelanearein iio wine aw wile ioG estes 5.25 ® 
os oN ers fers. <u.4- are are sin Sinig Spal eee ORIEN OSE 5.50 * 
RMI Ns oiy 5 acl taracarrailbia-Srehalwiave Catenin ears areata 5.50 4.50 
RI MR Roos. 1010.4 0:0.4-ssermaisinienele eine ea eielalale wide 5.50 - 
SI, Eo BS 5.0 00a abide ew.ewwesie een saneeaeat® 5.75 5.00 
NIN NS ai cacrsiowiens erase 6 sora ewig wien eiaia'a edie wero 5.75 5.00 
eth oe Se ES ee ie ren ee 6.25 5.50 
I SR icechinbivieS behinds ce caieawweegu see oneases~ee 5.75 5.00 
ee Sere ee een et eee or 6.00 5.25 
NE UN aiccrs acts edness aaaiweeied- mae vam weld oioneneiesiek 6.25 5.50 
IG oo doirs.559- da cc ew ainaiganrorecneia own reas enews 5.25 4.25 
a ere re Oe ne en ret ne ees 5.50 4.50 





* Present rate not unreasonable. 


In respect of screening specifications governing rates from 
northern Colorado to northwestern Nebraska and the Black Hills 
region, the report said: 


We find that the screening specifications maintained by defend- 
ants in connection with their rates on coal to destinations in north- 
western Nebraska and the Black Hills region of South Dakota on 
the Burlington and Northwestern from the northern Colorado district 
are and for the future will be unduly prejudicial to coal operators 
in that district, and unduly preferential of operators in the Sheridan 
and Kirby districts to the extent that they permit the latter to 
ship coal of a size larger than may be shipped from the northern 
Colorado district under the corresponding rate. 


Respecting rates from Routt county (Oak Hills) district, 
the report said: 


Taking into account the unusual transportation conditions on 
the Moffat road we are constrained to find that rates on lump coal 
from the Routt County (Oak Hills) district are and for the future 
will be unreasonable to the extent that they exceed or may exceed 
the rates hereinbefore prescribed from Walsenburg by more than the 
present differences between the existing rates. 


The finding in regard to rates from other districts in Colo- 
rado and New Mexico was as follows: 


We find that rates on lump coal from the Canon City district 
are and for the future will be unreasonable to the extent that they 
exceed or may exceed the rates hereinbfore prscribed from Walsen- 
burg. We further find that rates on lump coal from the Trinidad, 
Raton-Dawson, Cameo-Palisade, Bowie-Somerset and Crested Butte 
districts are and for the future will be unreasonable to the extent 
that they exceed or may exceed the rates hereinbefore prescribed 


from Walsenburg more than the present differences between the ex- 
isting rates. 


The Commission declined, after considering the question of 
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the relationship of nut and slack coal rates to lump coal rates, to 
prescribe specific rates for slack. It said: 


The record shows that from Walsenburg to all these destinations 
the rates on nut and slack are in varying amounts lower than the 
corresponding rates on lump, except to points on the Northwestern 
and the Milwaukee in western South Dakota. To destinations in 
Nebraska and Kansas the rates from Walsenburg on nut coal, with 
a few exceptions, range from about 85 to 88.5 per cent, and since 
January 4, 1924, on slack coal from approximately 58 to 81 per cent, 
of the corresponding rates on lump coal. Complainant’s alleged pre- 
ferred competitors, except those in the Wyoming districts, generally 
have only one rate, covering all sizes of coal. Some have different 
rates on lump and on slack but the latter rates will in many in- 
stances move coal of a size slightly larger than under the screening 


— governing the rates on slack from complainant’s dis- 
ricts. 


The present rate on slack from Walsenburg to the Missouri River 
territory is $1.05 less than the rate we have prescribed on lump coal. 
We find that this rate on slack is not unreasonable. Considering the 
rates on lump coal which we have prescribed some readjustment of 
the rates on nut and slack will become necessary. Nut coal is used 
for practically the same purposes as lump coal and it would seem 
that the rates should be closely related. As slack moves to com- 
paratively few points and is subject to special influences we will not 
now_undertake to prescribe for it specific rates. 

We have prescribed rates on lump coal to the most important 
points covered by the complaint. Rates to other points, particularly 
branch-line points, should be revised, using the prescribed rates as 
a guide. In revising all rates defendants should follow the rules for 
the convenient statement of coal rates announced in Western Coal 
Rates, supra, at page 465. 


No order will be entered at this time, but defendants will be 
accorded 90 days from the service of this report within which to re- 
vise their rates in conformity with the findings herein. 


SAVANNAH COTTON ADJUSTMENT 


In disposing of No. 14978, Savannah Traffic Bureau, Inc., vs. 

Aberdeen & Rockfish et al., opinion No. 10307, 96 I. C. C., 749-59, 
written by Commissioner Lewis (See Traffic World May 9) the 
Commission condemned one point in the adjustment. That was 
the imposition of an additional charge of 3 cents per 100 pounds, 
made by the Central of Georgia, for the privilege of concentra- 
tion at Savannah. It held that it was and for the future would 
be unreasonable for the Central of Georgia to exact any charge 
for the concentration, at Savannah, of cotton originating on or 
moving over its line, uncompressed, at its election, at carriers’ 
privilege rates, from a compress point or through compress 
points, to Savannah and reshipped to cotton-mill points in North 
Carolina and South Carolina. 

Specifically the findings were that rates on cotton from 
designated points on the Central of Georgia, Seaboard Air Line, 
and the Louisville & Nashville, concentrated at Savannah, were 
not unreasonable or unduly prejudicial; that their rules, regula- 
tions and practices governing transit at Savannah on cotton from 
points in the southeast, Mississippi Valley, and territory west of 
the Mississippi, when destined to cottcn mills in the Carolinas, 
or for export, were not unreasonable or unduly prejudicial, ex- 
cept as to that charge for cotton that moved past a compress 
point without being compressed. 

According to the Central of Georgia that charge of three 
cents was intended to be partial compensation for the additional 
service performed when uncompressed cotton was moved beyond 
the first available compress point. Mr. Lewis said that unques- 

“tionably more equipment was used in moving flat than in moving 
compressed cotton. But, he pointed out, the cotton was moving 
on carriers’ privilege rates and that the movement of the cotton 
into Savannah flat or uncompressed, from or through a compress 
point, was not requested by the complainant. He said it would 
appear to be within the discretion of thé defendant whether or 
not cotton going to Savannah moved through a compress point, 
uncompressed. The charge is to be removed not later than 
July 15. 





ARTIFICIAL SILK RATE 


As a reason for dismissing No. 15494, Viscose Company vs. 
Pennsylvania et al., mimeographed (see Traffic World, May 9), 
on a finding that the first class, any-quantity rate on artificial 
silk was not unreasonable, as alleged, the Commission said that 
artificial silk was a high-grade article and that the freight 
charges bore a small ratio to its value. The complainant asked 
for a carload commodity rate of 78.5 cents, which is the same 
amount as the third class rate, from Roanoke, Va., to Marcus 
Hook, Pa., points at which it has plants. The complaint, the 
report said, did not attack the rating on artificial silk or the 
— of the first class rate. The first class rate is 

1.14. 

In further explanation of the order of dismissal, the Com- 
mission said the present rates had not been shown to discourage 
movement or to impose an undue burden on the traffic, which, it 
said, was of a special character, between two of the complain- 
ant’s plants. It said that the fact that the rate assailed was 
an any-quantity publication did not, in itself, prove that it was 
unreasonable as applied to carload shipments, citing in support 
of that, U. S. Farm Sales Co. vs. A. T. & S. F., 92 I. C. C. 19. 

The any-quantity rate assailed is applicable when the com- 
modity is released to a value of $1 per pound. That which is 
shipped from the Roanoke plant is the yarn, shipped to the 
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Marcus Hook plant in carloads, averaging 45,107 pounds per 
car, with an average revenue of $514 per car. The commodity 
rate sought, the Commission said, was that applicable on arti- 
ficial silk waste, released to a value of ten cents per pound. 
The Commission said that, because of the value of the ship- 
ments and a desire to reduce to a minimum the danger of loss, 
damage and theft, the Virginian traced each of complainant’s 
shipments by wire, and that delivery from Roanoke to Marcus 
Hook, usually, was accomplished in 72 hours. 


BEDDING RULE CHANGES 


The Commission, in a mimeographed report on I. and S. No. 
2302, Bedding Live Stock in Central Freight Association terri- 
tory, has condemned the proposed changes in the rules govern- 
ing the bedding of live stock in Central Freight Association ter- 
ritory, ordered the schedules cancelled and discontinued the pro- 
ceeding. The chief changes sought to be made, the Commis- 
sion said, were to strike out the words “suitable bedding” in 
rule (a) and substitute therefor “suitable bedding to enable the 
animals to retain their footing” and to define what constituted 
suitable bedding, limiting the bedding to about 100 pounds of 
sand, hay or straw. 

In section 2 of the proposed rule (a) the tariff declared that 
the carrier did not hold itself out to furnish bedding of a differ. 
ent kind than, nor in excess of the amount mentioned. It pro- 
vided, however, for a continuance of the charge of $1 for a single 
deck car and of $1.50 for two decks. The rule now, the Com- 
mission said, was for suitable bedding without limitation. 

The Commission said that the purpose of the carriers, ap- 
parently, was to nullify, if that could be done by tariff provi- 
sion, the requirement that they must furnish cars suitably 
bedded. They sought that, it said, by a provision saying they 
would place in the car only a stated amount of material and 
that the shipper had to determine how much more was needed 
and obtain it where he could. That effort, coming so soon after 
its decisions in National Live Stock Exchange vs. A. T. & S. F.,, 
80 I. C. C., 747, and 87 I. C. C., 157, it said, together with the 
emphatic declaration of their witness that “regardless of what 
the Commission said there, it is not the duty of the carriers to 
bed live stock,” showed a mistaken policy. 


SAND AND GRAVEL SCALE 


A: distance scale to be used in making rates on sand, gravel 
and crushed rock, which also includes crushed stone, to be used 
not later than July 20, in making rates from Minnesota into 
North Dakota, has been prescribed in No. 14068, Hopeman Mate- 
rial Company et al. vs. Northern Pacific et al., mimeographed, 
to enable North Dakota to obtain materials for carrying on a 
road-making program. The scale is lower than a North Dakota 
intrastate scale shown in the report written by Commissioner 
Campbell. Existing rates were condemned as unreasonable and 
reparation on past shipments awarded. 

Four commissioners, Hall, Esch, Lewis and Woodlock, dis- 
sented on all points. Commissioner Cox dissented on the award 
of reparation. The scale is for single-and multiple-line applica- 
tion, one cent per 100 pounds being added for multiple-line hauls. 

In his dissent, Commissioner Hall said the North Dakota in- 
trastate scale, lower than the one prescribed, would seem to 
have been a better guide for the future. As to the past, he said 
the majority awarded reparation, where, to his mind, he said, 
none was due. 


Commissioner Cox, in his dissent on reparation, said North 
Dakota had to-procure its sand and gravel for road-building and 
other constructive work in Minnesota. In order that the low 
grade commodities might be delivered in North Dakota at a price 
which would enable that state to carry out its important road- 
building projects low freight rates were essential. He said the 
North Dakota farmers had difficulty in reaching the rail lines 
with their produce because of bad roads. In the circumstances, 
he said, he was willing to go with the majority in prescribing 
the proposed rates for the future. He said, however, he was not 
convinced the rates assailed were unreasonable in the past, 
hence his dissent from the award of reparation. 


The report also covers I. and S. No. 1674, Gravel and Sand 
from Barnesville, Downer and Downer Pit, Minn., to Fargo, N. 
D.; and No. 14162, Industrial Commission of North Dakota vs. 
Northern Pacific. 

The findings in the two formal cases were that the rates 
from Muskoda, Detroit, Melvin and Downer, Minn., to Fargo and 
other points in North Dakota were unreasonable; likewise the 
rates on crushed rock from Duluth, Saint Cloud, and Sauk Rap- 
ids, Minn., to Emerado, Fargo and other points in Minnesota; 
and likewise as to rates on gravel, from Melvin, Minn., to Grand 
Forks, N. D., in which reparation was also awarded. In the sus- 
pension docket case the finding was of non-justification for pro 
posed increased rates on sand and gravel. 

Commissioner Campbell, discussing the Minnesota intra- 
state scale, operating conditions in Minnesota and the part of 
North Dakota involved, said the record warranted the conclu- 
sion that there was no justification for any higher level of rates 
in the one state than in the other. The complainants contended 
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the Minnesota intrastate rates had to be held to be a reasonable 
level for rates on these commodities from Minnesota into North 
Dakota. Mr. Campbell said their contention would be correct 
if the Minnesota rates were on a reasonable maximum basis. 
The Minnesota scale was also the North Dakota scale up to the 
time of General Order No. 28. But Mr. Campbell said the Com- 
mission took into consideration intrastate rates in reaching a 
conclusion as to the reasonableness of interstate rates in the 
same general territory, but that it was not bound to adopt the 
intrastate level as proper for application to interstate traffic. 

The scale to be used in the making of new rates on sand, 
gravel and crushed rock, is as follows; 


Distance Cents Distance Cents 
50 miles and under......... 3.5 160 miles and over 145...... 8 
60 miles and over 650...... 4 175 miles and over 160...... 8.5 
70 miles and over 60...... 4.5 200 miles and over 175...... 9 
80 miles and over 70...... 5 225 miles and over 200...... 9.5 
90 miles and over 80...... 5.5 250 miles and over 225...... 10 
100 miles and over 90...... 6 275 miles and over 250...... 10.5 
115 miles and over 100...... 6.5 300 miles and over 275...... 11 
130 miles and over 115...... 7 325 miles and over 300...... 11.5 
145 miles and over 130...... 7.6 375 miles and over 325...... 12 


CONDEMNED WITHOUT PREJUDICE 


A finding of non-justification has been made in I. and S. No. 
2333, petroleum and petroleum products from southwestern 
points to points in Kansas and Oklahoma, mimeographed, as to 
proposed increased rates on petroleum and its products from 
Gates and Port Arthur, Tex., Ardis, La., and other points in 
Texas and Louisiana to destinations in Kansas groups 1, 2 and 
3, and to certain destinations in Oklahoma on the Rock Island 
and Northeast Oklahoma Railroad. The condemnation, how- 
ever, is without prejudice to the filing of rates properly related 
to the adjustment on petroleum and its products in this territory. 

The Commission said it deemed it unprofitable to state in 
detail the evidence of record. It said the carrier testimony con- 
sisted chiefly of the explanation that the present rates were 
established erroneously and that the present schedules repre- 
sented an effort merely to eliminate a tariff error. They were 
suspended upon protest of the Texas Company, a refiner of 
crude oil. The report said the carriers conceded the proposed 
rates might be too high, that is to say, higher than they would 
be if the railroads were given an opportunity to establish rates 
to the territory involved, upon a proper basis. It said that both 
sides conceded that the existing rates, according the Kansas 
City territory basis to the three numbered groups in Kansas, 
were not in harmony with the general class and commodity 
adjustment. The protestant, the report said, on brief suggested 
that the rate to group 1 be made 4 cents over Kansas City and 
to the other groups 7.5 cents over. This record, the Commission 
said, did not afford an adequate basis for fixing rates for the 
future. As to present and proposed rates, the report says: 


To the Oklahoma destinations under consideration the present 
rates are 34 cents from Gates, 32.5 cents from Ardis and Shreveport, 
and 42 cents from Port Arthur. From Gates the proposed rates range 
from 37.5 cents to 47 cents, the average being 41.2 cents, and corre- 
sponding increases are proposed from Ardis and Shreveport and 
from Port Arthur, The present rates to the Kansas destinations 
are likewise 34 cents from Gates, 32.5 cents from Ardis and Shreve- 
port, and 42 cents from Port Arthur. The average rates proposed 
are 51.38 cents from Gates, 53.6 cents from Ardis and Shreveport, 
and 55.3 cents from Port Arthur. 


TOMATO CASE DISMISSED 


The Commission has dismissed No. 15187, St. Louis Fruit 
and Vegetable Dealers’ Traffic Association vs. Louisville & 
Nashville et al. mimeographed. It found rates charged on 
tomatoes, carloads, shipped from St. Louis to New Orleans, in 
1920 and 1921, applicable. It further found that the complaint, 
alleging that one of the rates in question on specified ship- 
ments, was barred by the statute of limitations, because not 
filed until more than two years after the cause of action ac- 
crued. The matter was presented informally as one of tariff 
construction. Twice the Commission told the complainant the 
rates were applicable. Correspondence with the carrier was 
kept up by the Commission and the complainant regarded that 
as keeping the matter alive and tolling the statute. On that 
point and in its finding the Commission said: 


But clearly such correspondence by us with the carrier could not 
toll the statute of limitations and was not in any other respect 
equivalent to the filing of a complaint within the meaning of the 
interstate commerce act. The papers in the informal file contain 
no suggestion by Dacey & Co. or complainant of any violation of 
the act other than in the matter of tariff construction. If it was 
their desire to allege other violations of the act they should have 
taken some definite action to comply with the requirements of that 
act concerning the filing of complaints. They did not do so until 
the filing of the formal complaint, more than two years after the 
cause of action accrued. The claims covering these shipments are 
barred by the statute of limitations in so far as they are based on 
allegations that the rates charged thereon were unreasonable and 
unduly preferential. 

We find that the rates charged on the ten shipments made in 
1920 and 1921 were applicable, and that the complaint alleging that 
one of such rates charged on five of those shipments, as described 
Was unreasonable and unduly preferential is barred by the statute ot 
limitations. We further find that the 77-cent rate charged on the 
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eighteen shipments made in 1922 and 1923 was not, and that the 
present rate is not, unreasonable or unduly preferential. 


CYANAMID REPARATION 


A finding of unreasonableness, but not of undue prejudice, 
as alleged, has been made in No. 15825, Arthur H. Bryant vs. 
Michigan Central et al., mimeographed, as to rates on cyanamid, 
carloads, from Niagara Falls, Ont., to Alexandria, Va. The 
complaint alleged unreasonableness and undue prejudice in the 
rates since April 8, 1922, the undue preference alleged being in 
favor of Baltimore, Richmond and Norfolk in respect of rates 
on sulphate of ammonia in one instance and cyanamid in others. 
The Commission found the rates unreasonaable to the extent 
they exceeded 37 cents prior to July 1, 1922, and 33 cents on and 
after that date. 


OVERCHARGE REPARATION 


In a report on No. 15518, Klein-Simpson Fruit Company vs. 
Director-General, mimeographed, the Commission found that 
shipments of returned empty fruit boxes, carloads, from Los 
Angeles, to various points in California, between July 17, 1918, 
and February 25, 1920, were overcharged and awarded rep- 
aration. It was a question of classification construction. The 
Commission found that the shipments were overcharged to the 
extent that the charges paid exceeded the lowest charges under 
section 1 of rule 18 of Western Classification No. 55 prior to 
December 31, 1919, and section 1 of rule 15 of Consolidated 
Classification No. 1 on and after that date, subject in each in- 
stance to a minimum charge of $15 per car. 


SAND REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 14445, George A. Fuller Company et al. 
vs. Director-General, Norfolk & Western, et al., mimeographed, 
as to the rate and the charges thereunder on sand, from Ports- 
mouth, O., to Charleston, W. V., shipped in February, 1920. The 
complaint alleged the rate of $2.40 per net ton was in violation 
of the first section and the aggregate of intermediates part of 
the fourth section. The Commission found it unreasonable to 
the extent it exceeded $1.30. The Director-General contended 
that it was barred because the Libbey-Owners Company, on whose 
plant the sand was used, was not made a party except in the 
heading of the complaint which specified as to where the sand 
was used. The Commission awarded the reparation to the Ful- 
ler Company which, it said, was not reimbursed for the freight 
charges as such, but that the freight charges were counted in the 
cost of construction on which the complainant received a com- 
mission of eight per cent. 


FLOUR FACTOR UNREASONABLE 


The Commission has awarded reparation in No. 14966, Cone- 
jos Co-Operative Roller Mills and Manufacturing Company vs. 
Director-General, Denver & Rio Grande Western, et al., on a 
finding that the combination rates charged on wheat, shipped in 
the period of federal control, from various points in Colorado to 
Antonito, Colo., there milled into flour and reshipped via Mem- 
phis to Nashville, were not unreasonable except to the extent 
that the aggregate of the factors of the rates applicable on the 
outbound shipments of flour, from Antonito to Nashville, ex- 
ceeded 72.5 cents per 100 pounds. It awarded reparation to the 
basis of that finding. 


SUGAR BEET REPARATION 


An award of reparation has been made in No. 14973, Utah- 
Idaho Sugar Company vs. Director-General, mimeographed, on a 
finding of unreasonableness as to a rate of 71.5 cents on nine 
carloads of sugar beets from Talent Ore., to Toppenish, Wash., 
in November and December, 1919. The rate imposed was a 
combination of class C rates. The complaint alleged it was. un- 
reasonable to the extent it exceeded a rate of 20 cents which 
was in effect in the preceding shipping season. It, however, had 
expired by limitation. Toppenish was intermediate to the points 
between which the 20 cent rate had applied. The Director-Gen- 
eral made the emergency, sporadic movement argument against 
a finding of unreasonableness. The Commission, however, found 
the combination of class rates unreasonable to the extent it ex- 
ceeded 20 cents on an 80,000 pound minimum. The class rate 
minimum was only 36,000 pounds. The shipments averaged a 
bit over 70,000 pounds. 


FEDERAL CONTROL OIL RATE 


The Commission has awarded reparation in No. 15086, Con- 
tinental Oil Company vs. Director-General, on a finding that a 
rate of 75.5 cents on petroleum products, from Greybull, Wyo., 
to Belgrade, Mont., between July 24, 1918, and September 18, 
1919, was unreasonable to the extent it exceeded the subse- 
quently established rate of 64.5 cents. That lower rate was con- 
temporaneously in effect to points contiguous to Belgrade. The 
75.5 cent rate was alleged to be unreasonable and unduly preju- 
dicial. The complainant asked reparation and authority to 
waive undercharges to the basis of the 64.5 cent rate. The Com- 
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mission said nothing about any waiver of undercharges but 
awarded reparation, with interest, on a finding that the com- 
plainant had paid the unreasonable rate, on 18 tank carloads. 


ZINC CONCENTRATES RATE 


A finding of unreasonableness and an award of reparation 
have been made in No. 13739, Tulsa Fuel & Manufacturing Co. 
vs. Director-General, Atchison, Topeka & Santa Fe et al., mimeo- 
graphed, as to a class C rate of 50 cents imposed on zinc con- 
centrates, from Minnequa, Colo., to Collinsville, Okla., shipped in 
March, 1918. The complaint alleged the rate was unreasonable 
to the extent it exceeded a commodity rate of $2.70 per net ton 
contemporaneously in effect from Colorado common points, to 
Collinsville. The Director-General contended the complaint was 
barred because not filed in time. The complainant relied upon an 
informal complaint admittedly in time, filed by the New Jersey 
Zine Co., which owns all the capital stock of the complainant, 
in which the fact was mentioned that the complainant was its 
subsidiary. In addition the complainant filed an informal com- 
plaint with the Railroad Administration and alleged that the 
informal filing with the Commission was at the suggestion of a 
Railroad Administration official. The Commission held the rate 
unreasonable to the extent it exceeded $2.70 per net ton and 
awarded reparation to that basis, on seven carloads, 


REPARATION ON STEEL HOOPS 


Reparation has been awarded in No. 14389, Greif Brothers 
Cooperage Co. vs. Director-General, Baltimore & Ohio et al., 
mimeographed, on accoynt of an unreasonable rate on steel 
hoops, sixty carloads of them, shipped between October 29, 1918, 
and February 20, 1920, from Allegheny, Pa., to Cleveland, O. 
The complaint alleged the rate was unjust, unreasonable, unduly 
prejudicial and in violation of the aggregate of intermediates 
rule. The Commission held it unreasonable to the extent it ex- 
ceeded 15 cents, without disposing of the fourth section question, 
although throughout its report the Commission referred to the 
American Shipbuilding case, 89 I. C. C. 601, involving rates on 
iron and steel which were in disregard of the part of the fourth 
section mentioned. 


ALABAMA RATES STRICKEN 


In a mimeographed report on No. 15598, Pensacola Chamber 
of Commerce vs. Louisville & Nashville et al., written by Com- 
missioner Hall, the Commission found the rates maintained by 
the carriers for transportation in intrastate commerce of iron 
and steel articles and cast iron pipe, in carloads, from points in 
the Birmingham district, to Mobile, to result in undue prejudice 
to Pensacola, undue preference of and advantage to Mobile, and 
unjust discrimination against interstate commerce. It found the 
rates on the commodities mentioned from the Birmingham dis- 
trict to Pensacola not unreasonable. 

However, the Commission did not order the Alabama rates 
eliminated. It took cognizance of the fact that before intrastate 
rates can be raised in Alabama, the consent of the Alabama com- 
mission must be obtained, and that the carriers, after the issu- 
ance of fourth section order No. 7836, under which the railroads 
elected to raise the lower rates so as to make them clear the 
higher ones at intermediate points, did not apply to the Alabama 
authorities for authority to increase the rates to Mobile, herein 
found to be the cause of the discrimination against interstate 
commerce and undue prejudice against Pensacola. The Com- 
mission, therefore said, it was of the opinion that before any 
order requiring removal of the undue prejudice was entered, the 
authorities of Alabama should be given an opportunity to sanc- 
tion appropriate revision of the intrastate rates. It added that if 
the suggested method of procedure failed to result, within a 
reasonable time, in according the complainant the relief to which 
it was entitled, it might bring the matter to its attention for 
further consideration. 

The complainant alleged violation of the first, third, fourth, 
thirteenth and fifteenth sections of the interstate commerce law. 
Alabama authorities and Alabama shippers ranged themselves in 
opposition to the complaint. The American Cast Iron Pipe Co. 
intervened in favor of the complaint. 

Mr. Hall said the rate situation against which complaint was 
made had existed only since July 1, 1923, and resulted from the 
Commission’s fourth section order hereinbefore mentioned. 
In removing fourth section departures he said the carriers in- 
creased the interstate rates, so as to make them the same to both 
Pensacola and Mobile, except that on scrap iron and in some 
instances on cast iron pipe, the rates to Pensacola were higher 
than to Mobile, but did not similarly increase the state rates to 
Mobile. The state rates he said, were the same as, or less than, 
the interstate rates theretofore in effect. 

Mobile interests opposed any increase in the state rates and 
contended that the record would not support a finding of undue 
prejudice to Pensacola or unjust discrimination against inter- 
state commerce. The carriers, the report said, asserted there 
was no substantial difference in the transportation conditions 
as between Mobile and Pensacola such as would justify a differ- 
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ence in rates. All parties, it said, agreed, that the two cities 
should be on the same basis of rates. Their disagreement was as 
to which should be the basis, with the carriers contending for the 
higher rates they had put in to clear the fourth section violations. 
The carriers gave as their reason for not going to the Alabama 
commission for permission to raise the intrastate rates, the short- 
ness of time between the issuance of the order, June 13, 1924, and 
the effective date, July 1. In disposing of the case the Com- 
mission, speaking through division No. 3, said: 


We find that the interstate rates to Pensacola assailed are not 
unreasonable and, from points of origin other than Birmingham and 
points grouped therewith taking the same rates, are not otherwise 
unlawful. 

We further find that the transportation services under the rates 
here in issue from Birmingham, and points grouped therewith taking 
the same rates, to Pensacola and Mobile are performed by defend- 
ants under substantially similar circumstances and conditions. 

We further find that the maintenance by defendants of intra- 
state rates to Mobile on bar iron, manufactured iron, cast iron pipe, 
rails, track material, barbed wire, and nails, in carloads, from Bir- 
mingham, and points grouped therewith taking the same rates, 
lower than the rates which they contemporaneously maintain on 
the same commodities from the same points of origin to Pensacola 
results and will result in an undue prejudice to Pensacola, in undue 
preference of and advantage to Mobile, and in unjust discrimination 
against interstate commerce. : 

The chief rate expert of the Alabama commission testified that 
in the proceeding before it the Louisville & Nashville, the principal 
defendant here, did not join with the other carriers in their proposal 
with respect to the rates on iron and steel articles, but instead sub- 
mitted a separate proposal that the class rates should apply on those 
commodities. No application was made to that commission for au- 
thority to increase the intrastate rates to Mobile here found to result 
in undue prejudice to Pensacola and unjust discrimination against 
interstate commerce either before or after the interstate adjustment 
became effective. We are of the opinion, therefore, that before any 
order requiring removal of undue prejudice is entered the authorities 
of the state of Alabama should be afforded an opportunity to sanc- 
tion appropriate revision of the intrastate rates. If the suggested 
method of procedure fails to result within a reasonable time in ac- 
cording to complainant the relief to which it is entitled it may 
bring the matter to our attention for further consideration. 


RATES ON APPLES 


The Commission, in No. 14868, Portland Traffic and Trans- 
portation Association vs. Northern Pacific et al., mimeographed, 
has found unreasonable rates on apples from main-line points 
in the Yakima Valley in Washington to Portland, Ore. It found 
the rates on vegetables, from all points in the valley to Portland, 
not unreasonable. It found rates on both apples and vegetables, 
from all points in the valley, to Portland, unduly prejudicial to 
the extent that they exceed by more than ten cents the contem- 
poraneous rates to Seattle. It ordered the carriers to establish 
not later than June 10, rates from the valley to Portland, on 
apples, from main-line points, not exceeding 38.5 cents, on pres- 
ent minimum, but not more than ten cents higher than rates to 
Seattle. The report also covers No. 14954, Same vs. Same. 


STATE EXPRESS RATE CASES 


The Commission has discontinued eleven cases involving 
intrastate express rates, initiated by it in 1920, because the 
states involved have brought their rates into line with the bases 
made by the national authority. The discontinuance was at the 
suggestion of the American Railway Express Company. That 
company, in 1920, suggested thirteenth section proceedings 
because the states in question failed to bring their intrastate 
rates up to the level of the rates allowed or prescribed by the 
Commission for, corresponding hauls in commerce between the 
states. Texas is the only state the authorities of which have not 
adjusted the rates in accordance with the interstate standard 
but the Texas commission is expected to complete its work on 
the rates within that state in a short time and then that case 
will also be discontinued. 

The proceedings discontinued are: No. 13070, Utah; No. 
13069, Montana; No. 13068, Arizona; No. 13067, Nevada; No. 
13066, Idaho; No. 12093, California; No. 12892, North Dakota; 
No. 12891, Arkansas; No. 12754, South Dakota; No. 12745, Illi- 
nois; and No. 11991, Georgia. 


SALT CASE REOPENED 


The Commission has reopened, for further hearing, No. 
14250, Diamond Crystal Salt Company et al. vs. Aberdeen & 
Rockfish et al., in respect to the rates on salt from Chicago and 
Ohio and Michigan producing points to destinations east of the 
Buffalo-Pittsburgh line. It has postponed the effective date of 
its orders of October 14, 1924, in so far as they require change 
in a base rate from Chicago to New York; from Detroit, Sag- 
inaw, Akron, and Cleveland to Eastern Trunk Line territory; 
and rates from Akron and Cleveland to points on the Washing- 
ton & Old Dominion, until its further order. 


MODIFIED PROCEDURE DOCKET 


Suggestion has been made that No. 16938, E. I. duPont de 
Nemours & Co. vs. Baltimore & Ohio et al., and No. 16935, 
Apache Powder Company vs. Atchison, Topeka & Santa Fe et al., 
be placed upon the modified procedure docket. 
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Tentative Reports 





CEMENT INTO NEW ENGLAND 


A basis for making rates on portland cement from Hudson, 
N. Y., into New England has been proposed by Examiner John 
T. Money in No. 15516, Atlas Portland Cement Co. vs. Bangor & 
Aroostook et al. The basis is a mileage scale beginning with 
distances of thirty miles, because hauls for shorter distances 
would be intrastate, and running up to 635 miles and greater. 
Money said the Commission should find the existing rates unjust 
and unreasonable. 

The complaint, as amended, the examiner said, alleged the 
rates from Hudson to points on the lines of the defendants, in 
New England, and in New York east of the Hudson river, were 
unreasonable. The destination territory, Money said, included 
all points on the Boston & Albany, Boston & Maine, the New 
York, New Haven & Hartford, Maine Central, Central New Eng- 
land, and on the Grand Trunk lines of New England, including 
Atlantic & St. Lawrence, Canadian National, Champlain & St. 
Lawrence, United States and Canada, named in Boston & Albany 
I. C. C. Nos. 8707, 8749, 8751 and 8783, and all stations on the 
Bangor & Aroostook. The New York Central, Rutland, and Cen- 
tral Vermont, the examiner said, were not parties to the case. 

Cement manufacturers in Pennsylvania and New Jersey and 
railroads serving them and manufacturers in the Hudson district 
also intervened, the examiner said, in-opposition to the com- 
plaint. Complainant contended, the examiner said, that the rates 
from Hudson to all points on the lines of the defendants, except 
the Bangor & Aroostook, were unreasonable to the extent they 
exceeded rates based on the scale of distance rates prescribed 
in Allentown Portland Cement Co. vs. Baltimore & Ohio, 49 
I. C. C. 420, from Troy, N. Y., to all points on the Boston & 
Maine, as revised since its prescription. 

The examiner said the effect of the rates proposed by the 
complainant was a matter of much importance. He said it was 
apparent that any scale that would be reasonable for application 
to points on the Boston & Maine, to points on the Boston & Al- 
bany and the New Haven, might be somewhat too low for appli- 
cation to points on the Bangor & Aroostook and perhaps to other 
points in northern New England. The complainant, the examiner 
said, conceded that the rates to Bangor & Aroostook points 
should be higher than to points on other lines, and based, on the 
traffic density of the various New England lines, it would seem 
that whatever basis was prescribed for application on the Bangor 
& Aroostook should also be applied to points on those ports of 
the Maine Central, east of the Bangor & Aroostook, the traffic 
density of both those lines being substantially less than of the 
lines of other defendants. His recommendations are as follows: 


The commission should find that the rates assailed are and for the 
future will be unjust and unreasonable to the extent that they ex- 
ceed and may exceed rates based on the distance scales set forth 
below which will be just and reasonable rates for application from 
Hudson; Scale A to be applied to points on the lines of all defendants 
except the Bangor & Aroostook and that portion of the Maine Central 
east thereof, and Scale B to points on the Bangor & Aroostook and 
such lines of the Maine Central east of the Bangor & Aroostook. 


Rates in cents per 
100 pounds? 





Seale A Scale B 
250 miles and over 9.5 10.5 
70 miles and over 11.5 
90 miles and over 12.5 
110 miles and over 13 
130 miles and over 14 
150 miles and over 14.5 
170 miles and over 15 
1990 miles and over 16 
210 miles and over 16.5 
235 miles and over 17.5 
260 miles and over 18 
285 miles and over 18.5 
310 miles and over 19.5 
335 miles and over 20 
360 miles and over 21 
385 miles and over aaa = 22 
ea: UB | ree 20.5 23 
435 miles and over 410..............00-- 21 24 
460 milea and over 486.......ccccccceees 21.5 25 
485 miles and over 460.............05.5. 22 26 
oe 2. See 23 27 
635 miles and over 510.................. 24 28 
560 miles and over 535...........se-+0:- 25 29 
585 mileg an@ over 560...........cccceee 26 30 
co pee eo Eee eee 27 31 
Cop Wires Gne OVEP GIO. . 0. ccc cc cccceses 28 32 
PUR COU MMO. oe silo oiie eS cet tyer eee 29 33 





1For application in connection with a carload minimum weight of 
50,000 pounds, subject to marked capacity of car, but not less than 
40,000 pounds. 

*Hauls for shorter distances are intrastate. 

Scale A is for application to points on all lines of defendants 
except Bangor and Aroostook, and such portions of the Maine Central 
as are east thereof and Scale B for application to all points on the 


Bangor and Aroostook and Maine Central east of the Bangor and 
Aroostook, 
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The commission should further find that in applying the rates 
proposed herein the distances should be computed over the shortest 
possible routes embracing as a maximum the lines, or parts of lines, 
of not more than three carriers via existing connections for the inter- 
change of carload traffic, except that to points on the Bangor and 
Aroostook the distances to the junction points should be based on 
the foregoing formula and to the distances thus obtained there should 
be added the distances over the Bangor and Aroostook. Lines under a 
common ownership or control should be considered as single lines in 
applying the rates prescribed. 

Such defendants as operate circuitious routes should be permitted 
to meet the rates of the short lines at competitive points and main- 
tain higher rates not in excess of the scales herein prescribed at 
intermediate points, provided such longer routes are not over 170 
per cent of the short line. The rates herein recommended from 
Hudson should not be exceeded from Hudson Upper. The scale A 
rates recommended as reasonable from Hudson to points on defendnats’ 
lines, except as noted, might with propriety be established to points 
on all other lines in New England not only from Hudson but from 
the other producing points in the Hudson district, either based on 
the distances from each shipping point or from Hudson, and such 


rates might also be established from Hudson over the New York 
Central and connections, 


ENTITLED TO COAST RATES 


Attorney Examiner John McChord, in No. 16070, V. Eriksen 
and F. H. Lundblade et al. vs. Ann Arbor et al., said the Commis- 
sion should find rates on automobiles and automobile parts, in 
carloads, from eastern defined territory to all points on the 
Northwestern Pacific north of Willits, Calif., unjust, unreason- 
able and unduly prejudicial to the extent they exceed the rates 
on the same commodities, from the same territory, to California 


coast group points. He said the Commission should also award 
reparation. 


The rate to Eureka, the examiner said, was the principal 
one of interest to the complainants although all those north of 
Willits were assailed. The rates to Eureka are combinations on 
San Francisco. McChord pointed out that blanket rates applied 
at points of origin and over large areas of destination. In dis- 
posing of the case the examiner said: 


Defendants insist that though the rates assailed may be considered 
unreasonable, the record shows that the complainants reimbursed 
to themselves the freight paid by making the selling price of their 
automobiles high enough to cover'the freight paid and a profit in addi- 
tion, and that therefore complainant has not been damaged. 

While complainants in all instances estimated the amount of 
freight paid on automobiles in establishing sales prices, they paid the 
charges assessed and took their chances on making advantageous 
sale. The majority of the sales of new automobiles were made by 
taking from purchasers at an agreed price old automobiles as part pay- 
ment for the new machines. In such cases the proposition of being 
reimbursed for the freight is entirely dependent upon the chances 
incident to barter and trade which is the controlling element that 
enters into the purchase and sale of all commodities that are shipped 
for sale on the market at destination. Neither the courts nor the 
Commission have ever departed from the principle announced by the 
Supreme Court of the United States in Southern Pacific Co. vs. Dar- 
nell-Taenzer Co., 245 U. S. 533, where it is said: 

“The question before us is that to which we have hinted: 
Whether the fact that the plaintiffs were able to pass on the 
damage that they sustained in the first instance by paying the 
unreasonable charge, and to collect that amount from the pur- 
chasers, prevents their recovering the overpayment from the 
carriers. The answer is not difficult. The general tendency of 
the law, in regard to damages at least, is not to go beyond 
the first step. As it does not attribute remote consequences 
to a defendant so it holds him liable if proximately the plain- 
tiff has suffered a loss. The plantiffs suffered losses to the 
amount of the verdict when they paid. Their claim accrued at 
per a the theory of the law and it does not inquire into later 
events.”’ 

Following the opinion in the latter case and the Commission’s 
report in the lumber case supra,—The Commission should find that 
the rates assailed on passenger, and freight automobiles, and 
automobile parts, in carloads, from Eastern defined territory to 
points on the Northwestern Pacific Railroad north of Willits, Califor- 
nia, were and are unjust, unreasonable, and unduly prejudicial to the 
extent that they exceed or may exceed the rates contemporaneously 
in effect from the same points of origin to California grouped points; 
that complainants H. W. Jewett, G. H. Fulton, Jewett Rhodes-Motor 
Company, Charles Green Company, O. L. Knudson Company, E. J. 
Reed, Reed and Fanning, The Eureka Studebaker Sales, Fred H. 
Lundblade, Lundblade and Jewett, A. E. Hermanson, and Ferndale 
Iron Works Garage, made shipments as described, and paid and bore 
the charges; that they have been damaged thereby to the extent of the 
difference between charges paid and those which would have accrued 
at = — herein found reasonable, for which reparation should be 
awarded. 


Complainants and interveners should comply with Rule V of the 
Rules of Practice. 


PER DIEM CHARGES 


Dismissal of the complaint in No. 16473, Kosciusko & South 
Eastern Railroad Company vs. Illinois Central Railroad Com- 
pany, has been recommended by Examiner J. Edgar Smith on a 
proposed finding that charges under the code of per diem rules 
paid by complainant for the use of detention of foreign freight 
cars while on its line are not unjust or unreasonable. 

From a connection with the Illinois Central at Kosciusko, 
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Miss., the railroad of the complainant extends 16 miles to Zama, 
Miss. By complaint filed October 29, 1924, complainant alleged 
that it and defendant had joint rates between the points served 
by complainant and interstate destinations; that approximately 
90 per cent of all traffic handled by complainant was its outbound 
tonnage of lumber and forest products; that for the handling of 
this traffic to interstate destinations defendant supplied all the 
cars; that defendant exacted from complainant a charge of $1 
per car per day for all equipment delivered to complainant, and 
that such charge was unjust and unreasonable. Complainant 
averred that the rules prescribed by the Commission in Birming- 
ham Southern R. R. Co. vs. Director General, 61 I. C. C. 551, and 
in Valley and Siletz R. R. Co. vs. S. P. C. Co., 80 I. C. C. 724, 
would be reasonable for application to it. 

The examiner said the capital stock of the complainant was 
owned by W. P. Brown and Sons Lumber Company of Louisville 
and that complainant was clearly an industrial common carrier. 
After reviewing in detail the circumstances surrounding the 
operation of complainant’s line, the examiner said: 


This case bears a closer analogy to the proceeding reported as 
Virginia Blue Ridge Ry. vs. S. R. Co., 96 I. C. C, 591, decided March 
31, 1925, than it does to the Birmingham Southern case. In the latter 
report, 61 I. C. C, 551, the Commission condemned per diem with re- 
claims as applied to an industrial common carrier. The per diem 
plan with reclaims applies to carriers, which perform a switching serv- 
ice as distinguished from a line-haul. No reclaim is allowed when 
a short line, whether industrially, owned or otherwise, performs a line- 
haul service as distinguished from a switching service and here the 
Kosciusko & South Eastern railroad performs line-haul service 
primarily. 


UPHOLDS STATE RATES 


A proposal that the Commission condemn interstate rates 
on lumber, from stations on the Savannah & Atlanta as unreason- 
able to the extent they exceed the Georgia state rates has been 
made by Examiner J. O. Cassidy in No. 16016, Savannah Traffic 
Bureau vs. Savannah & Atlanta Railway Co., Charles E. Gay and 
Thomas D. Felder, receivers. The complaint alleges the rates 
on lumber from stations on that line, to Savannah, since July 1, 
1923, have been unjust, unreasonable and in violation of the 
fourth section. The road is about 145 miles long and lies wholly 
within Georgia. 

Commenting upon a table showing the rate situation as of 
various dates the examiner said it would be noticed that prior 
to November 20, 1922, the state and interstate rates, in all in- 
stances, were the same and that the rates subsequently estab- 
lished, November 20, 1922, and June 30, 1923, represented mate- 
rial increases, in some instances as much as 100 per cent. The 
complainant, he said, contended that not only were the rates last 
mentioned unreasonable per se but that they were relatively 
unreasonable in comparison with rates maintained by other 
carriers in the same general territory. Witnesses for the com- 
plaint testified that the rates were so high, after the last in- 
crease, that lumber could not be bought at mills on that line for 
interstate shipment through Savannah and that the high rates 
caused mills thereon to be torn down and taken to points on 
other railroads in that territory. The justification offered was 
that the road was in need of money, in the last six years there 
having been an actual deficit after the payment of the operating 
expenses. The road asserted Georgia lumber rates were low and 
that Georgia carriers had asked for an increase. The examiner 
said that just what had been submitted to the Georgia commis- 
sion in justification of an increase was not put into the record. 
In disposing of the case the examiner said the defendant had 
not shown that the old rates were unreasonable or that the 
present rates were reasonable. Continuing he said: 


The record shows that for more than 20 years the intrastate and 
interstate rates on iumber in Georgia have been practically the same. 
While there is no requirement that they should remain the same, it 
is an ideal condition which should be encouraged and the Commission 
should bear in mind the fact that the Georgia Commission still has 
under consideration the proposals of the carriers concerning increases 
in the intrastate rates on lumber. Without approving or condemn- 
ing the interstate rate applicable on lumber over defendant’s line 
prior to November 20, 1922, which happens to be the same as the 
intrastate rate then and now in effect, the Commission should find 
that in the instant case defendant has failed to justify the increases 
made and the present rates should be found unreasonable to the 
extent that they exceed the present intrastate rates applicable from 
stations on defendant’s line to Savannah, Ga. 


KANSAS CITY TERMINAL CASE 


Attorney-Examiner F. H. Barclay, in a report on No. 15682, 
Missouri-Kansas-Texas Railroad Company vs. Kansas City Ter- 
minal Railway Co., has made a recommended finding, in effect, 
holding the merits of the question involved in abeyance until 
litigation in the federal courts involving the contractual liability 
of the complainant, if any, can be disposed of. He said that upon 
the petition of the complaining company seeking the entry of 
an order, pursuant to section 3 (4) of the interstate commerce act, 
according the petitioner the right to use, upon compensation 
determinable wholly upon a user basis designated portions of the 
union passenger and freight terminals at Kansas City, Mo.-Kans., 
owned and operated by the respondent terminal company, and 
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upon the intervening petitions of certain so-called small-user pro- 
prietary lines seeking similar relief as to them, the Commission 
should find, as follows: 


The intervening small users, still parties to the operating agree- 
ment governing the use and operation of the terminals, and entitled 
thereunder to the use thereof, are not within the contemplation of 
section 3 (4) of the act, and as to them the Commission not em- 
powered to grant the relief sought. Intervening petitions dismissed. 

If, in a cause still pending in the federal courts, petitioner, Mis- 
souri-Kansas-Texas Railroad Company shall be finally adjudged to 
be bound by the operating agreement, the desired relief cannot be 
granted; if adjudged not to be so bound, further proceedings may be 
had looking to an entry of an order according petitioner a right of 
user, and thereupon, if the parties cannot agree, a determination of 
the terms thereof and the compensation to be paid or secured therefor. 


Mr. Barclay said the proceeding arose upon the petition of 
the Missouri-Kansas-Texas seeking an order under the fourth 
paragraph of section 3, giving it the right to use, upon equitable 
terms, designated parts of the union passenger and freight ter- 
minals at Kansas City, owned and operated by the terminal com- 
pany. The petition, filed March 10, 1924, in substance alleged 
that the terms imposed upon the petitioner, for its present use 
of the terminals, were unjust, inequitable, and burdensome in 
that, under the operating agreement, each of the proprietary lines 
parties thereto, was required to pay one-twelfth of the interest 
on the terminal company’s bonds and one-twelfth of the taxes, 
without regard to the use made by each proprietary company. 
It was further alleged that the petitioner, which purchased at 
judicial sale, most of the railway lines of the Missouri, Kansas 
& Texas Railway Company, and the line of the Wichita Falls & 
Northwestern iRailway Co., was a small user of the terminal 
facilities, and that its payments for interest and taxes were out 
of proportion to its use. Wherefore the petitioner said it had 
elected not to become one of the proprietaries of the respondent 
company or to adopt the operating agreement to which the old 
Katy was a party, and that it had given appropriate notice of 
its election. 


The prayer was for an order prescribing the terms, upon user 
basis, upon which the petitioner should have the right to use 
the terminals, including main-line tracks, lying within designated 
zones, 


Owing to threat of a discontinuance of relations, the Com- 
mission, March 27, 1924, issued an emergency order directing, in 
effect, the continuance of the arrangements under the operating 
agreement payments to be made, however, to be not the final 
measure Of compensation for use in the period of emergency, the 
total compensation ultimately to be paid to be upon such terms 
as the carriers might agree upon, or, failing such agreement, 
such compensation, as the Commission, after hearing, might 
find just and reasonable. 


When the matter came on for hearing, the proprietary inter- 
ests divided into two camps, designated by Mr. Barclay as the 
small and the large users. The small users wanted relief sim- 
ilar to that which the Katy had asked. The proprietors became 
interveners in the case. The Santa Fe, Burlington, Rock Island, 
Missouri Pacific and the Union Pacific intervened in opposition 
to the Katy and became known as the large users. The others 
— and asked for relief similar to that desired by the 

aty. 

Motions to strike the intervening petitions of the Kansas 
City Southern, Frisco, Great Western, Wabash and Milwaukee 
were made by the respondent. No such motion was made, Bar- 
clay said, as to the intervening petition of the Alton. The Alton, 
he said, vigorously contended for the relief sought by the Katy 
and it was vigorously opposed. Beyond filing its petition of in- 
tervention, he said, the Milwaukee took no part in the case. 
The Union Pacific and the Missouri Pacific, he said, intervened 
at the hearing. 

The Santa Fe moved to strike the initiatory petition. It 
moved to strike upon the grounds that it sought the reformation 
of a contract, which was within the exclusive province of a 
court of equity; that to assume to give relief would cast upon 
the Santa Fe and others having proprietary interests a financial 
burden wholly different from that contemplated in the execution 
of the operating agreement; and that such action would be in 
direct conflict with the ordinances of Kansas City enacted in 
aid of the creation of the terminal facilities and for the financial 
protection of the proprietary companies which undertook the 
task of providing for the public, adequate facilities. 

Mr. Barclay set forth the main facts about the conception 
and construction of the terminals, among which was the fact 
that whereas an expenditure of about $25,000,000 was contem- 
plated, the cost has run almost double that figure and the ter- 
minals had not yet been completed; also that the operating 
agreement was made in contemplation of that lower estimate of 
cost. He said it would seem to be an admissible, although not 
conclusive inference, from the record that but for the greatly 
increased cost of the terminals over the original estimates the 
present controversy would not have arisen. No charge of bad 
faith or negligence, he said, had been made, but that some of 
the smaller users asserted or implied that had the ultimate cost 
been foreseen they would not have joined in the project. The 
big users pointed out that at all times the small users were in 
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a majority in the board of directors and therefore in a position 
to control the adoption of plans and subsequem® expenditures. 
He said while the Chicago Great Western appeared to have been 
invited to join in the project, the Kansas City early and peremp- 
torily demanded admission. He said the grave concern with 
which the interested parties regarded the present proceeding 
was evidenced by the fact that, among other witnesses, the 
presidents of eight of the interveners, the operating vice pres- 
ident of another, one of the receivers of the Alton, the oper- 
ating vice president of the petitioner and several of the respond- 
ents officials appeared and testified, for, or in opposition to the 
relief sought, as their respective interests appeared. 

The election of the petitioner, not to become one of the pro- 
prietaries of the terminal company, the examiner pointed out, 
was based upon the decree of the court ordering the foreclosure 
sale of the old Katy. The terminal company and some of the 
interveners in this case intervened in the foreclosure proceed- 
ings. The court declined, he said, the prayer of the interveners 
that the final decree should provide that upon sale of the proper- 
ties, the purchaser should take them subject to the operating 
agreement. On the contrary the decree provided that the pur- 
chaser, within a year, might elect to adopt or reject any exe- 
cutory contract to which the old company was a party; no mere 
conduct or user of rights within that period to conclude the pur- 
chaser in respect of such election. Upon appeal, Kansas City 
Terminal Ry. Co. vs. Central Union Trust Co., 294 Fed. 32, the 
Circuit Court of Appeals for the eighth circuit, sustained the 
court below. It came to the conclusion that the original and 
supplemnetal operating agreements were only in the nature of 
personal promises, and that they were not covenants running 
with and binding the properties in the hands of whomsoever 
they might come. It said it was true they were contracts of the 
old company but that they did not follow the property and were 
not binding upon the purchasers, upon a foreclosure sale. Mr. 
Barclay said that a petition for certiorari was denied by the 
Supreme Court of the United States, 264, U. S. 588. The respond- 
ent and others however, have prosecuted a further appeal which 
is still pending, hence the recommended finding, holding in 
abeyance, in effect, this proceeding until its determination. In 
conclusion, Mr. Barclay said: 


That petitioner’s continued use of the terminal facilities in fur- 
therance of the transportation services which it renders, and is in 
duty to bound to render, would be in the public interest, and would 
not substantially impair respondent’s ability to handle its own busi- 
ness, is virtually conceded, the only points of difference between the 
parties being in respect of the terms and conditions of use, and the 
commission should find it so to be. Upon final determination of the 
cause pending in the courts, before mentioned, respondent or petitioner, 
as the case may be, may appropriately certify the result to the Com- 
mission. If the court shall reverse its conclusion and hold petitioner 
bound by the operating agreement, respondent may move for a dis- 
missal of the petition. If, on the other hand, petitioner is finally held 
not to be so bound, it may move for the entry of an order according 
it a right of user of the specified zones, upon such terms and for such 
compensation as the parties may then agree upon. If they are un- 
able so to agree, the commission may be petitioned to reopen the 
proceeding for further hearing looking to a determination and pre- 
scription of terms and compensation in accordance with the provisions 
of the act, subject to payment or security therefore as provided. 


OVERCHARGE REPARATION 


Examiner J. P. McGrath, in a report on No. 15008, Cudahy 
Packing Co. vs. Director-General, said the Commission should 
find that a carload of coconut oil, shipped from San Francisco to 
South Omaha, in October, 1918, reconsigned at Winslow, Ariz., 
and again at Kansas City and finally delivered at South Omaha, 
was overcharged to the extent of $202.84, for which the com- 
plainant should have reparation, including interest, from Febru- 
ary 26, 1919. The complaint alleged the rate applied was un- 
reasonable. It also alleged the defendant’s rules and charges for 
diversion and reconsignment were unreasonable. 

The car was reconsigned, diverted, stopped and sent on 
again instead of sent forward directly on account of the rule of 
the Santa Fe designed to keep tank cars on its own rails. To 
that end the rules provide for the, transfer of contents from one 
tank car to another. Coconut oil coagulates at certain tem- 
peratures and cannot be transferred from one tank car to 
another unless it is heated. There was a question as to 
whether the car in question was equipped with steam coils en- 
abling the lading to be heated, hence the uncertain movement. 
It finally went to South Omaha. Charges were collected on the 
Wellington, Kans., combination of $1.715, plus a reconsignment 
charge of $2 and another of $5. Informal complaint was made 
February 28, 1921, in which the complaint was that the ship- 
ment was overcharged. The question of the reasonableness of 
the rate was raised May 26, 1923, or two days less than ninety 
days after the Director-General had begun suit, in Chicago, 
alleging an undercharge on the ground that the proper com- 
bination was $2.50. 

Complainant contended, in substance, that its right of action 
under the allegation of unreasonableness was revived by the 
suit for undercharges under section 16 (3) giving a shipper such 
a right against a carrier. 


The examiner said the Commission should say it was with- 
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out jurisdiction to entertain the complaint because of the deci- 
sion in DuPont de Nemours & Co. vs. Davis, 264 U. S., 465, in 
which the court said the Director-General was not a carrier 
within the meaning of the term as employed in the interstate 
commerce act and that the provisions of that section could not 
have any application to him. McGrath said the Commission 
should say that that decision was controlling upon it as to the 
status of the complainant. 

But the examiner loocked at the Santa Fe tariff governing 
diversion or reconsignment and the Santa Fe’s contention tnat 
the applicable rate on the shipment was a combination of a 
fifth class rate of $1.875 to Winslow, Ariz., and a commodity rate 
of $1.125 beyond, plus the reconsignment charges. The examiner 
said the Commission should find that delivery of the car at 
South Omaha was not a stoppage short of billed destination on 
the lines of the Santa Fe, because South Omaha is not on the 
Santa Fe, and the part of the rule pertaining to stoppage short 
of billed destination did not apply. He said the diversion of the 
car was clearly covered by paragraph (b) of the rule and that 
made the Kansas City combination applicable. 


NO NEW STATION NEEDED 


Attorney-Examiner John B. Keeler, in No. 15995, Corporation 
Commission of the State of Oklahoma et al. vs. Atchison, Topeka 
& Santa Fe et al., has recommended dismissal on the finding 
that public convenience and necessity have not been shown to 
require the building of a union station at Oklahoma City, Okla., 
with the attendant re-routing of the main line of the Rock 
Island, as prayed by the complainants. 

The complaint as filed and amended by the state regulating 
body and fifteen citizens, alleged that the passenger station facil- 
ities of the Santa Fe, Rock Island, Katy, and the Frisco, were 
inadequate to serve the needs of the traveling public entering, 
leaving and transferring at Oklahoma City; that the lines of the 
defendants traversing and bisecting the city at grade, interfere 
with communication between the different sections of the city, 
and constitute a menace, not only to pedestrian and vehicular 
traffic using the streets of the city, but also to passengers utiliz- 
ing and employes operating the trains over the grade crossings, 
and that public safety, convenience and necessity require the 
erection of a-union passenger station and the elimination of 
grade crossings. The prayer was for an order requiring the con- 
struction of a union passenger station, realignment and exten- 
sion of lines and elimination of dangerous grade crossings. The 
City Planning Commission intervened and supported the com- 
plaint. It did not insist that the erection of a union station 
constituted the only adequate solution of the problems presented. 
It suggested that the federal body exercise its own judgment. 

Counsel for the Rock Island contended the Commission had 
no jurisdiction to require the carriers to provide a union station. 
However, he said, it was unnecessary to pass upon that ques- 
tion, for it was sufficient in this case that a means of control 
over such matters resided in the Commission, where, as in com- 
plainant’s plan, the providing of the facilities necessitates the 
extension of the main lines of any of the carriers at interest, or 
the use, by one or more roads of the terminal facilities of other 
roads. Los Angeles Station Case, 264 U. S., 331. 


Keeler said the record strongly indicated that those who 
were the stanchest supporters of the union station plan were 
influenced more by a desire to relieve the business district of 
the Rock Lsland tracks than a belief that a union station was 
essential to the convenience and necessity of the traveling pub- 
lic. In fact, he said, some of the complainant’s witnesses frankly 
admitted that the ultimate removal of Rock Island tracks was 
the principal desideratum. The plan did not provide for removal 
of the objectionable tracks but the complainants hoped, if suc- 
cessful in this case, to have the use of the tracks restricted by 
municipal ordinance to night switching service and ultimately to 
obtain their entire removal as the warehouse and industries 
along the present right of way sought less valuable locations. 
Back of the desired removal of the Rock Island tracks was anx- 
iety to bring about a balanced development of the retail district 
of the city. In disposing of the complaint, Keeler said: 


If the railroads were required to provide a union station at 
Oklahoma City to satisfy civic pride and enhance the beauty of the 
city there is no reason why many other cities throughout the country 
should not be given equal consideration. The result of such a program 
on the finances of the carriers is apparent. There is an insistent 
demand for lower transportation charges on many classes of traffic. 
Especially is this so on the products of agriculture, and if rates are 
to be maintained on a level which will permit of the free movement 
of traffic strict economies in railroad expenditures, especially for non- 
productive properties, must be invoked. Oklahoma is an agricultural 
state and upon the prosperity of its farmers depends, in large measure, 
the prosperity of its cities. Farming and other interests of the 
state are now before this Commission seeking readjustment of rates 
on commodities which they ship, and the maintenance of rates which 
will enable the products of the state to move freely is of far 
greater importance to the state and to Oklahoma City than the 
inauguration of a program such as complainants demand. It is 
significant that, with minor exceptions, those who pay the trans- 
portation bill are not active in support of complainants’ plan. In fact 
many large shippers of the city appeared by counsel and upon brief 
oppose those plans. The providing of adequate passenger station 
facilities in many of the larger cities presents a serious problem to 
the railroads and regulatory bodies. The utilization of air rights 
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offers a partial solution of this problem. The plans of the railroads 
would place upon the air rights the burden of furnishing the sta- 
tion facilities which the city so much needs. The plans of com- 
plainants would place that burden upon the general traffic of the 
carriers. The Commission has no jurisdiction to require the elimina- 
tion of grade crossings. : 

The amendment to the original complaint and the intervening 
petition of the City Planning Commission broadened the issues, sp 
that the Commission might consider whether a union station at some 
point other than that suggested by complainants should be provided, 
and upon request of the presiding Commissioner and examiner some 
evidence was introduced with regard to the possible location of a 
combination union station and office building at the intersection of 
the Rock Island and Santa Fe. Many objections were voiced to this 
location both by the complainants and the railroads, and some of these 
objections possess merit. Therefore, further consideration will not 
be given to this location, and no other location has been suggested 
which appears as available as that suggested by complainants. The 
Frisco is willing to accommodate the Rock Island_at its proposed 
station, and, as before pointed out, at one time the State commission 
ordered a joint station for these two roads. Some economies of oper- 
ation might result from such an arrangement, but the record does not 
show what these would be. It would also add somewhat to the con- 
venience of those transferring between the Frisco and Rock Island 
if these roads used one station. However, the present record would 
not support a finding that public convenience and necessity require 
such an arrangement. Furthermore, this would seem to be a matter 
which might well be handled by the state authorities without inter- 
ference from this Commission. 

Upon consideration of the material facts of record, and the argu- 
ments of the various parties as set forth in their briefs, the examiner 
is of the opinion that it has not been shown that public convenience 
and necessity justify the granting of complainants’ prayers. The 
complaint should be dismissed. 


CELERY -CARLOAD MINIMUM 


Attorney-Examiner F. C. Hillyer, in No. 16177, Railroad Com- 
missioners of the State of Florida vs. Aberdeen & Rockfish et al., 
has recommended a finding that the carload minimum number 
of crates of celery applicable in connection with rates from 
Florida producing points to interstate destinations is and has 
been unreasonable for cars of less than standard lengths and 
of small bunker capacity. His recommendation is as follows: 





The commission should find that the carload minimum of 350 
crates where applicable in connection with the rates on celery shipped 
in short refrigerator cars from producing points in Florida to inter- 
state destinations was, is and for the future will be unjust and un- 
reasonable to the extent that it exceeded, exceeds or may exceed the 
following: 

When for carriers’ own convenience there is placed for loading 
of celery: 

(1) Refrigerator cars less than 32 feet 5 inches, and over 30 feet 
3 inches in length inside measure, having bunker capacity of less 
than 7,500 pounds of ice, the carload minimum shall be 315 crates; 

(2) Refrigerator cars less than 30 feet 4 inches in length inside 
measurement and having bunker capacity of less than 7,500 pounds 
the minimum shall be 294 crates; 

(3) Subject to the following terms and conditions, which the car- 
riers may incorporate in their tariffs in appropriate language: 

Carriers will not hold themselves out or agree to furnish refriger- 
ator cars less than 32 feet 6 inches (5 and % inches) in length, in- 
side measurement between bunkers, having bunker capacity of less 
than 7,500 pounds. The above prescribed minima will apply only 
when such cars are furnished for carriers’ convenience. The measure- 
ments stated are inside of cars and between the inward sides of ice- 
bunkers. Fractions of an inch will not be counted in computing 
length of cars. For length of cars see Official Railway Equipment 
Register, I. C. C. R. E. R. No. 148 and re-issues thereof. (See Rule 
34 Consolidated Classification.) 

"The commission should further find that the following named 
interveners made shipments of less than 350 crates in short re- 
frigerator cars as described, from Florida points to interstate des- 
tinations subsequent to January 1, 1923, and prior to the date of 
hearing, namely, November 10, 1924, and paid and bore freight charges 
thereon based upon the carload minimum of 350 crates herein found 
to have been unreasonable; that said interveners have been damaged 
thereby to the extent that the freight charges paid exceed those 
which would have accrued had the rates per crate been applied to 
the number of crates actually loaded in the said short cars but not 
less than the number of crates herein found to be reasonable as 
minima for short cars of different lengths as specified in the above 
conclusions: F. D. Dutton & Co., a corporation, Sanford, Fla., Chase 
& Co., a corporation, Sanford, Fla.; the American Fruit Growers, 
a corporation, Sanford, Fla., Manatee County Growers’ Association, 
a corporation, Bradentown, Fla.; Sanford Fruit Grower, a corporation, 
Sanford, Fla. 

These interveners should comply with Rule V of the Rules of 
Practice. Claims on shipments made subsequent to the hearing should 
be accompanied by affidavits that the respective interveners paid 
and bore or bore the freight charges; if this form of proof is objected 
to by defendants interveners may, after the tariffs have been changed 
in accordance with the conclusions herein, petition for further hear- 
ing with respect to reparation on all shipments made subject to 
the hearing. 

In certain instances Chase & Co. was damaged only to the ex- 
tent of the difference between the minima herein found reasonable 
and 336 crates, the difference between the charges on 336 and 350 
crates having been borne by the consignee. The claims of this in- 
tervener should show these shipments (listed on Ex. 7) separately 
and should be limited to 336 crates instead of 350. 

In instances where rates per crate applied as factors in com- 
bination with rates in cents per 100 pounds to interstate destina- 
tions the claim for reparation should be calculated only upon the por- 
tions of the through charges derived under the rates per crate. 


An order for the future should be entered prescribing the minima 
herein found reasonable. 


RATES INTO ARIZONA 


A finding of unreasonableness as to rates and carload min- 
imum weights on dried beans, peas, lentils, canned goods, dried 
fruits, beverages and tonics, rice, soap, soap powders, fresh 
fruits and vegetables, edible nuts, canned salmon and oleomar- 
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garine, and an order prescribing new rates and minima have 
been recommeffded by Examiner C. I. Kephart in No. 15377, 
Arizona Corporation Commission vs. Arizona Eastern et al. The 
complaint alleged the commodity rates between points in Cali- 
fornia and points in Arizona were unjust, unreasonable, unjustly 
discriminatory and unduly prejudicial and preferential. This 
case was said to be closely related to that in No. 14999, of the 
same title, in which the reasonableness of the class rates is 
under consideration. Kephart said there was little or no move- 
ment on the rates under attack westward, hence he said he 
would deal with them only eastbound. 

After reviewing a lot of rate exhibits and other cases in 
which Arizona rates were involved Kephart said the Commission 
should reach the following conclusions and make the findings 
suggested by him: 


On this record, it is apparent that the justification for commodity 
rates on some of these products, such as dried fruits, paper bags 
and wrapping paper, edible nuts, and oleomargarine, rests not on 
the volume of the movement but largely on the fact that they were 
originally voluntarily established by the carriers and have been on 
this basis for a long time. The reason for this situation seems to 
have grown out of the high level of the class rates, which are now 
under review in Docket No. 14999, before referred to. With respect 
to canned salmon, no reason is advanced why it properly should not 
take the same rates as the other commodities included in the canned 
goods list, and this basis has been adoped here. 

The record also justifies the conclusion that the rates across 
Arizona should be graduated on a fair basis and bear little relation 
to the transcontinental rates. Application of the latter west of points 
at which they are reasonable per se places an undue burden on the 
people of Arizona. El Paso, as a transcontinental gateway on the 
routes from south Pacific coast points, corresponds roughly to Salt 
Lake City and Ogden on the central routes and the Montana com- 
mon points on the northern routes, and it seems reasonable to infer 
that the transcontinental rates should not be applied to shorter 
hauls on the southern route than on the other routes under com- 
parable circumstances and conditions. 

It also seems advisable, in order that the maximum competition 
among Arizona distributors may be afforded, that reasonable groupings 
of these various destination points should be maintained in prescrib- 
ing commodity rates here. This has been done, with due regard to 
relative location of the various points. 

_ The evidence is inadequate to sustain the allegations of unjust 
discrimination or undue prejudice or preference. 

_The commission should find the rates and carload minimum 
weights assailed are and for the future will be unreasonable to the 
extent that they exceed or may exceed the rates and minimum 
weights set out below for the respective commodities named. These 
findings should be without prejudice to the determinations that may 
be reached in Docket No. 14999, ‘Arizona Corporation Commission vs. 
Arizona Eastern Railroad Company et al., supra, or to any necessary 
modifications herein in consequence of that case. 


The rates and minima are as follows: 


FROM LOS ANGELES TO 


(1) (2) (3) (4) (5) (6) (7) 

Beans, peas and lentils, dried.. 40,000 51 64 67 70 86 
i” ee aS 40,000 48 60 62 65 79 
DIOE EFUIR, DORKS... ccccsccs - 40,000 65 81 84 88 107 
Beverages and tonics........... 30,000 64 80 82 86 105 
ED Weciaws Busine cin dish sie wisieas-eeere - 40,000 48 60 62 65 79 
Soap and soap powders....... - 40,000 56 69 72 76 91 
*Fresh fruits and vegetables.... 30,000 i io a aad a 
Paper, bags and wrapping...... 40,000 60 75 78 81 99 
Ae eae ae 30,000 89 111 116 122 148 
FCORNCE GONMIOM 6 6.66. oie siciccs cow dics 40,000 ~ a ae he ea 
CISGIBAPHATEIG: 6 606.00 6-viciesccewe t { 20,000 * of oh se as 
30,000 89 111 116 122 148 

FROM SAN FRANCISCO TO 

(1) # (2) (3) (4) (5) (6) (7) 

Beans, peas and lentils, dried.. 40,000 77 86 94 98 107 
COU PEE: caw osere visa srcateews 40,000 70 79 86 91 99 
DIFIG TPES, BORO, ... ..ecrcess 40,000 96 107 117 123 135 
Beverages and tonics............ 30,000 94 105 115 121 132 
ee unebren pw eatels ot ite a/o ne 40,000 70 79 86 91 99 
Soap and soap powders....... - 40,000 83 91 101 106 116 
*Fresh fruits and vegeétables.... 30,000 ae siete ste bee as 
Paper, bags and wrapping..... - 40,000 88 99 107 114 124 
ee nee eee aie 30,000 132 149 162 170 186 
TCORBIOE GUAT 8860. vei: ccc csecien 40,000 ie as oa ah ae 
CHOCMIRT APUG 6. 6.60.0.0:0:050:0 0 60 vor t § 20,000 sare we ols T os 
{ 30,000 132 149 162 170 186 





(1) Commodity; (2) Minimum weight, pounds; (3) Kingman, Park- 
er, Yuma; (4) Ash Fork, Williams, Flagstaff, Prescott, Phoenix; (5) 
Winslow, Holbrook, Tucson; (6) Willcox, Bowie, Nogales, Bisbee, 
Douglas; (7) Globe, Miami; * Same as Class C rates; + Canned goods 
rates; {Class 3 rates. 





ACID RATES PREJUDICIAL 


Examiner Harris Fleming, in No. 15506, Kennedy & Parsons 
Company vs. Chicago & North Western et al., said the Com- 
mission should find rates on sulphuric and muriatic acids, in 
tank cars and carboys, from Grasselli, Ind., to Sioux City, Ia., 
not unreasonable, but unduly prejudicial to the extent pointed 
out by him in the report. He said the case should be held open 
for 90 days to afford the carriers an opportunity to correct the 
adjustment. He said there was no basis for reparation. The 
complaint alleged the rates to be unreasonable and unduly preju- 
dicial and asked for reparation on shipments made since De- 
cember 20, 1921. 

It was pointed out that the rates into interior Iowa were 
relatively lower. The carriers said that; inasmuch as they were 
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published in separate tariffs. they were overlooked when rates 
were increased in 1917. They said the interior Iowa rates were 
too low and should be increased. The examiner said: 


The commission should find that the rates assailed are not shown 
to be, or to have been, unreasonable; that as compared with rates to 
certain of the contiguous territory they are unduly prejudicial to com- 
plainant; but that upon this record no basis is afforded for definitely 
determining the exact territory accorded a preferential adjustment; 
also that no basis is afforded for awarding reparation. The case 
should be held open for a period not. to exceed 90 days from the date 
of service of the final report in order to afford defendants opportunity 
to make the readjustment indicated. If such readjustment is not 
made, or does not remove the cause of complaint in so far as based 
on undue prejudice, the matter, if brought to the commission’s at- 


tention in an appropriate manner, should then be given further con- 
sideration. 


IRON AND STEEL RATES 


In a report written by Examiner Alfred S. Knowlton on No. 
15876, Columbia Steel Co. et al. vs. Baltimore & Ohio et al., he 
said the Commission should find the carload rates on iron and 
steel articles from the Pittsburgh, Buffalo and Wheeling groups 
to Cleveland, Elyria and Lorain, O., unreasonable and award 
reparation. He said the present rates should be found not un- 
reasonable for the future except from Buffalo. He suggested 


a rate. The report also covers No. 14663 Columbia Steel Co. 
vs. Baltimore & Ohio et al. 


The allegation was that the fifth class rates from Buffalo, 
Johnnstown, Pittsburgh, Wheeling and points grouped therewith, 
to the Ohio points hereinbefore mentioned had been and were 
unjust, unreasonable, unjustly discriminatory, unduly preferen- 
tial and prejudicial and in violation of the aggregate of inter- 
mediates part of the fourth section. 

After considering these complaints in the light of the Amer- 
ican Shipbuilding Company case, 77 I. C. C. 439, and 89 I. C. C. 
601, and I. and S. No. 1929, 89 I. C. C. 606, Knowlton said: 


The commission should find that the through fifth class rates 
charged on shipments of complainants during the statutory period 
from Pittsburgh and Wheeling and points taking the same rates such 
as Apollo, Pa., and Junction Transfer, to Cleveland, Elyria and Lorain, 
were unreasonable to the extent they exceeded 21 cents prior to July 
1, 1922, and 19 cents subsequent thereto, and, from Buffalo and re- 
lated points to the extent that they exceeded 23 cents after July 1, 
1922, no shipments within the complaint having been shown to have 
moved from the Buffalo district prior to that date; that_the com- 
plainants, the Columbia Steel Company and the Cleveland Welding & 
Manufacturing Company, made the shipments alleged and paid and 
bore the freight charges, that they have been damaged thereby to 
the extent of the difference between the rates paid and the rates herein 


found reasonable; and are entitled to reparation. A Rule V state- 
ment should be submitted. 


NAPHTHA RATES CONDEMNED 


In a report on No. 16147, Procter & Gamble Company vs. 
Atchison, Topeka & Santa Fe et al., Examiner Burton Fuller 
said the Commission should find rates on naphtha, from Tulsa, 
Okla., Wichita Falls, Tex., and Shreveport La., to Cincinnati, un- 
duly prejudicial, and rates on like traffic from Tulsa and Wichita 
Falls, to Cincinnati, not unreasonable in the past, but unreason- 
able for the future to the extent they may exceed 46 and 48.5 
cents, respectively. He said the rates mentioned should be pre- 
scribed for the future, but that the finding was not to be taken 
as a justification for different rates on naphtha than on other 
refined oils. He said that in Indiana State Chamber of Com- 
merce vs. Atchison, Topeka & Santa Fe et al., 96 I. C. C. 485, 
the Commission prescribed rates on refined oil, from Tulsa to 
destinations in western and eastern Indiana, for average dis- 
tances of 664 and 740 miles of 42 and 45.5 cents, respectively, but 
held that case open for readjustment of rates the carriers have 
under contemplation. He said this Commission should be dis- 
posed of in accordance with the following: 


In Indiana State Chamber of Commerce vs. A., T. & S. F. Ry. Co., 
96 I. C. C. 485, the commission prescribed rates on refined oil, in tank- 
carloads, from Tulsa to destinations in western and eastern Indiana, 
for average distances of 664 and 740 miles, of 42 and 45.5 cents, re- 
spectively. The commission further states that the present adjust- 
ment as between Indiana and Illinois is unduly prejudicial to the re- 
ceivers and consumers of petroleum products in the former state, 
and that the case would be held open pending disposition of Dockets 
Nos. 15584, 15585, 16065, and 16066, in which the carriers propose a 
general revision of rates from the midcontinent field to points west of 
the Indiana-Illinois state line, for such action at that time as may 
seem appropriate. 

Following the case cited and upon this record, the commission 
should find that rates on naphtha, in tank-carloads, from Shreveport, 
La., to Cincinnati, Ohio, were, and are not unreasonable; that the 
rates on this traffic from Tulsa, Okla., and Wichita Falls, Tex., to 
Cincinnati, Ohio, were not unreasonable, but are, and for the future 
will be, unreasonable, to the extent they exceed 46 and 48.5 cents per 
100 pounds, respectively. The commission should further find that 
rates on this traffic are, in so far as the same carriers participate in 
the transportation, unduly prejudicial to complainant, and unduly pre- 
ferential of complainant’s competitors at Chicago, Ill. Complainant is 
not shown to have been damaged by reason of any undue prejudice 
that may have existed hitherto. The undue prejudice herein found to 
exist will be removed in part by the establishment of the rates herein 
Prescribed to Cincinnati. It can not be determined on this record 
what rates should be established to Chicago in order that such undue 
Prejudice may be entirely removed. ‘The case should be held open 
pending disposition of the cases above referred to for such further 
action at that time as may seem appropriate. The findings in this 
report are without prejudice to any different conclusions which may 
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hereafter be reached on this or any other record. They are not to 


be construed as a justification for different rates on naphtha than on 
other refined oils. 


OVERCHARGE ON COTTON 


Examiner Burton Fuller, in No. 16245, Lake County Manu- 
facturing Company vs. Director-General, Nashville, Chattanooga 
& St. Louis et al., said the Commission should find shipments 
of cotton from Union City to Gibbs, Tenn., thence reshipped or 
reconsigned to Dyersburg, Tenn., there compressed and subse- 
quently shipped to New Orleans for export, in 1919 and 1920, were 
overcharged for the movement from Union City to Dyersburg, but 
not for the handling at Dyersburg, or for the movement beyond. 
The allegation was the charges were illegal. The Director-Gen- 
eral asked for dismissal on the ground that the complaint was 
not filed in time because its final correction was not made until 
after the expiration of the period. The examiner said the applic- 
able rate from Union City to Dyersburg, was 39 cents. 

The question was as to whether the cotton originated at 
Union City or Gibbs; if at the latter place the transit tariff 
of the Illinois Central allowed it to move at a through rate of 
70.5 eents from Gibbs to New Orleans. The cotton, however, 
originated at Union City. The local rate of 27 cents from Union 
City to Gibbs was prepaid to the Nashville, Chattanooga & St. 
Louis. At Gibbs the shipments were rebilled to Dyersburg over 
the Illinois Central, in the original cars, except in one instance. 
The shipments were billed for undercharges, the charges being 
27 cents from Gibbs to Dyersburg, plus a handling charge of 3 
cents, plus the local of 65 cents from Dyersburg to New Orleans. 

The complainant admitted that it was its intent at the out- 
set to ship the cotton from Union City to Dyersburg but con- 
tended that so far as the Illinois Central was concerned, Gibbs 
was the point of origin, there being no difference between cotton 
brought to Gibbs by the N. C. & St. L. and cotton brought by 
wagon. The examiner quoted several cases showing that the 
intent determined the true character of a shipment by rail and 
not mere billing or contracts with the carrier. He said Union 
City and not Gibbs was the point of origin within the meaning 
of the transit tariff. 


REPARATION TO 1922 BASIS 


A finding of unreasonableness and an award of reparation 
have been proposed by C. I. Kephart in No. 16062, National 
Petroleum Association et al. vs. Chicago & Alton et al., as to 
rates on petroleum and its products, from Coffeyville, Kans., and 
Tulsa and Boynton, Okla., to points in Indiana, Ohio, Michigan 
and Pennsylvania, between July 1 and July 12, 1922, inclusive. 
He said the rates, proportional, applicable, from East St. Louis or 
Kankakee, were unreasonable to the extent they exceeded the 
proportionals made operative July 13, 1922, and that the Com- 
mission should award reparation to the National Refining Co. 
and the Transcontinental Refining Co. to that basis. 

The case grew Out of the failure of the carriers to reduce 
the proportionals 10 per cent in accordance with the rule laid 
down in Reduced Rates, 1922, 68 I. C. C. 676. That failure grew 
out of the fact that on January 1, 1922, the carriers east of the 
Mississippi had made a reduction in the local rates generally 
equal to 10 per cent and proposed to abolish the proportitonals 
on the theory that the reduced local rates would apply both 
locally and proportionally. But the Commission disapproved 
their proposals to cancel the proportionals. They made reduced 
proportionals effective July 13, in accordance with the terms 
in the general rate case. 


REPARATION ON LUMBER 


Examiner Paul O. Carter, in No. 16375, Northeast Missis- 
sippi Traffic Bureau vs. Mobile & Ohio, has recommended a 
finding of unreasonableness as to a rate of 17 cents on lumber, 
from Tupelo, Miss., to Normal and Buntyn, Tenn. He said it 
should not be held either unjustly discriminatory or unduly 
prejudicial. No evidence of allegations of that kind, he said, was 
introduced. He said the Commission should find it unreason- 
able to the extent it exceeded 14 cents and that the complainant 


was entitled to reparation. The shipment was made in October, 
1923. 


EARLIER FINDING AFFIRMED 


Examiner David T. Copenhafer, in No. 13288, Mississippi 
Valley Iron Co. vs. Chicago & North Western et al., and a sub- 
number thereunder, Same vs. Same, on further hearing, has 
recommended affirmance of the finding in the original report, 
74 I. C. C. 369, that the rates on iron ore from Ironwood, Mich., 
and Baraboo, Wis. to Carondelet, Mo., the latter a suburb of St. 
Louis, between August 26, 1920, and July 6, 1921, were not un- 
reasonable or. otherwise unlawful. 


LINTERS NOT SHAVINGS 
An order of dismissal has been recommended by Examiner 
J. Edgar Smith in No. 16277, H. S. Kohl vs. Louisville & Nash- 
ville. The question was as to the commodity shipped, in 1923, 
one carload from Newton, Miss., and the other from Gretna, La., 





1258 


to Mobile. The shipments were described as cottonseed hull 
fiber or shavings. The carriers, after the shipments arrived at 
Mobile, said they were cotton linters. The first mentioned com- 
modity takes class A rates and the latter sixth. The carrier 
collected the higher charges applicable under sixth class. The 
complaint was that the charges were unjust, unreasonable and 
in violation of the sixth section. Smith said that samples sub- 
mitted at the hearing showed a staple of five-eighths of an ineh 
or more in length. No one acquainted with the dark brown 
color o. cottonseed hull would expect to find much hull fiber or 
hull shavings therein, and that careful examination disclosed 
very little of the hull in the samples. 


PREPARATION ON NEWSPRINT 


An award of reparation has been recommended by Examiner 
Alfred S. Knowlton in a proposed report in No. 16470, News 
Publishing Company et al. vs. Santa Fe et al., on a finding that 
rates on newsprint paper from International Falls, Minn., to 
Arkansas City, Kans., shipped between January 19 and April 6, 
1922, were unreasonable to the extent that they exceeded 60 
cents per 100 pounds, subject to a minimum of 40,000 pounds. 
Complainants paid a rate of 77.5 cents. The examiner said that 
subsequent to the shipments and in compliance with the decision 
in Minnesota & Ontario Paper Co. vs. N. P. Ry. Co., 66 I. C. C. 
571, the rate on newsprint paper from International Falls to 
Arkansas City was reduced from 77.5 cents to 60 cents. On 
July 1, 1922, the rate became 54 cents. Reparation was sought 
to the basis of 60 cents. The examiner said the circumstances 
here were substantially the same as in a number of cases where 
reparation had been awarded to the basis found reasonable in 
the Minnesota & Ontario case. 


NEWSPRINT REPARATION 


Examiner Myron Witters, in No. 15903, San Antonio Paper 
Co. vs. Director-General, Chicago, Burlington & Quincy et al., said 
the Commission should find the rates charged on newsprint and 
wrapping paper, in carloads, from Nekoosa and Port Edwards, 
Wis., to San Antonio and Austin, Tex., in January and June, 1919, 
not applicable and award reparation. The Director-General 
pleaded the statute of limitations in so far as the allegation of 
unreasonableness was concerned. The examiner said an allega- 
tion of overcharge was not barred. The question was as to the 
applicability of rates based upon declared value. Witters said 
the Commission should find the limitations were void and that 
the commodity rates to which they were attached, 86.5 cents on 
printing paper, unprinted, and on wrapping paper were the 
lawful and applicable rates and award reparation to that basis. 
Rates of 93 and 99 cents were imposed upon papers shipped with- 
out declaration of value. There was also a question as to 
whether the term “printing paper, unprinted,” would cover 
newsprint. Witters said the Commission should hold it descrip- 
tive enough to cover newsprint. 


TWO-FO R-ONE-RULE CASE 


Examiner C. I. Kephart has advised the Commission to 
dismiss No. 16206, Ohio Body & Blower Co. vs. Akron, Canton & 
Youngstown et al., on a finding that the refusal of the carriers, 
in Official Classification territory, to apply the two-for-one rule 
with respect to the height of box cars as well as to length, has 
not been shown to be unreasonable under present conditions. 
The complainant, an automobile body manufacturer, wanted the 
rule applied in instances in which, on account of the lack of 
height, automobile bodies could not be stowed in such a way as 
to be conducive to the lowest transportation charges. Forty-foot 
cars with a height of ten feet are the preferred type of equip- 
ment. That type permits double-decking and the utilization of 
practically the whole space in a car on which the minimum 
is 11,200 pounds. The usual height ranges from 7 feet 10 inches 
to 9 feet 3 inches. The examiner said that while cars of the 
type desired were in use, the question as to whether they are 
efficient will still be an open one, hence his recommendation. 


RATE ON BREWERS’ GRAIN 


An award of reparation has been recommended by Exam- 
iner Bronson Jewell in a tentative report in No. 16287, Penn 
Grains & Feed Company vs. Reading et al., on a finding that 
the applicable sixth class rate of 18.5 cents assessed on 36 car- 
loads of brewers’ grains, shipped between July 12 and August 
6, 1923, from Philadelphia, Pa., to Newark, N. J., was unjust and 
unreasonable to the extent that it exceeded a rate of 15.5 cents, 
a subsequently established rate. 


RATES ON GASOLINE, ETC. 


An award of reparation has been recommended by Examiner 
Burton Fuller in a proposed report in No. 16041, Texas Company 
vs. Texas & Pacific et al., on a finding that rates on gasoline and 
kerosene, in tank carloads, from Gates, Tex., to Port Arthur, 
Tex., for export, shipped between July 17 and October 26, 1923, 
were unreasonable to the extent that they exceeded 22 cents per 
100 pounds. The basis for charges on the shipments was the ap- 
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plicable joint export commodity rate of 24.5 cents, although a 
few minor errors of computation were made, resulting in a net 
overcharge of $33.79, the examiner said. Complainant asked for 
reparation to the basis of a rate of 20,5 cents. The examiner 
said the record clearly warranted the conclusion that the rea- 
sonable maximum rate to have applied on the shipments would 
have been somewhat less than 24.5 cents, on the one hand and 
somewhat more than 20.5 cents on the other. 


RATES ON SAND UNREASONABLE 


Examiner Alfred S. Knowlton has recommended an award 
of reparation in No. 16332, Wm. C. Meneely Company vs. C. I. & 
W. et al., on a proposed finding that rates charged on two car- 
loads of sand from Montezuma, Ind., to Buffalo, Ill., via Illiopolis, 
Ill., were applicable but that a reconsignment charge was unrea- 
sonable. The shipments were reconsigned at Illiopolis to Buf- 
falo. Charges of 88 cents per net ton to Illiopolis, plus a recon- 
signment charge of $6.30; plus the local rate of 95 cents from IIli- 
opolis to Buffalo, were assessed and paid. Following Chestnut 
Lumber Company vs. Director-General, 89 I. C. C., 236, and Na- 
tional Hay Association vs. A. R. R. R. Company, 91 I. C. C., 615, 
the examiner said the Commission should find that assessment 
of the reconsignment charge in addition to the local rates was 
unreasonable. 


REPARATION ON CABBAGE 


An award of reparation has been recommended by Examiner 
Warren H. Wagner in a proposed report in No. 13806, Meyer- 
Vasquez Produce Company vs. Director-General, as agent on a 
finding that unreasonable rates were charged on shipments of 
cabbage from points in the state of Washington to St. Louis, 
Mo. In the original report in the case, 89 I. C. C. 437, the Com- 
mission found that the rates were unreasonable to the extent 
that they exceeded 94 cents per 100 pounds, and that reparation 
was due, with interest. Upon petition of the Director-General, 
the case was reopened for further hearing solely with respect 
to the payment and bearing of freight charges on the shipments 
involved. The examiner recommended reparation to the basis 
of the rate found reasonable in the original report. 


REPARATION ON FUEL OIL 


Examiner Bronson Jewell has recommended an award of 
reparation in a proposed report in No. 16249, J. H. Ober, trustee 
of the estate of Indiahoma Refining Company, bankrupt, vs. Alton 
& Southern et al. on a finding that the rate on fuel oil, in car- 
loads, from Devol, Okla., to East St. Louis and Granite City, Ill. 
in August, 1922, was unreasonable and unduly prejudicial to the 
extent that it exceeded 31 cents. The complaint alleged that 
the rate of 35.5 cents charged on 50 carloads of fuel oil, shipped 
August 10, 1922, was unjust, unreasonable, unjustly discrimi- 
natory and unduly prejudicial. Reparation only was sought. 


COKE TO PACIFIC COAST POINTS 


A finding of undue prejudice and an order to remove it have 
been recommended by Examiner Paul O. Carter in No. 16234, 
Durham Coal & Iron Co. et al vs. Central of Georgia et al, as to 
a rate of 68 cents on coke, from Chickamauga and Durham, Ga., 
and Chattanooga and Alton Park, Tenn., to Pacific coast ter- 
minals, the undue prejudice against the points mentioned being 
caused by a rate of 60 cents on coke from the Birmingham dis- 
trict, in effect since April 16, 1923. On that day the parity that 
had existed since 1915 was broken. In 1915, the Commission, in 
Durham Coal & Iron Co. vs. Central of Georgia, 34 I. C. C. 10, 
found the rates from the complaining points unduly prejudicial 
to the extent they exceeded those from the Birmingham district. 

The parity was broken by the publication of the 60-cent rate 
over the route of the Louisville & Nashville and the Southern 
Pacific in an effort on the part of the coke producers and the 
roads mentioned, to put American coke into the Pacific coast 
terminals in competition with foreign coke, which, at a number 
of points, had displaced the domestic article. Transcontinental 
earriers connected with railroads other than the L. & N., 
originating coke, refused to join in a like reduction. At the 
hearing the origin roads stood with the complainant, while the 
non-assenting transcontinental roads objected to the proposed 
rate on the ground that the divisions to them would be too small. 
A Southern Railway witness, the examiner said, testified that 
while his company desired parity, the earnings under the 68-cent 
rate were not unreasonable, being much less than 7.5 mills 
per ton-mile, the equivalent, the examiner said; to the five mills 
considered, pre-war, the minimum limit of carload revenue. He 
said the finding should be that the 68-cent rate was not un- 
reasonable, but unduly prejudicial to the extent it exceeded the 
concurrent rate from the Birmingham district. 


L. C. L. RATINGS PROPOSED 
Examiner Alfred S. Knowlton, in No. 16301, National Com- 
mercial Fixtures Manufacturers Association vs. Ann Arbor et al, 
has recommended a finding that the Official Classification rat- 
ings on soda fountain counter interiors, on soda fountain coun- 
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ters, and on work boards, bar or counter, are unreasonable for 
less than carloads but not unreasonable for carloads. The alle- 
gation in the complaint was that the ratings, both carload and 
less than carload, were unjust, unreasonable, unjustly dis- 
criminatory, unduly prejudicial and unduly preferential of com- 
peting manufacturers of artificially refrigerated ice cream 
cabinets. Reasonable ratings for the future were requested. 

Soda fountains, composed of a number of separately 
enumerated articles, are rate 1% times first, less than carloads, 
and R25 carloads. The ratings sought were first and third. They 
are the ratings, the examiner said, in Western and Southern 
Classification territories. 

Ice cream cabinets, which the examiner said were strongly 
competitive of the salt and ice soda fountain interiors, were 
rated, as refrigerators, second class ‘less than carloads, and 
fourth in carloads, minimum 18,000 pounds. If small refrigerat- 
ing machines were included in them he said they took first class 
less than carloads and fourth class carloads, 24,000 pounds mini- 
mum. 

Knowlton said the Commission.should find the present rat- 
ings, less than carloads, on soda fountain counters or soda foun- 
tain interiors, fitted for or with fruit syrup containers, syrup 
pumps or work boards, and with or without refrigerator com- 
partments, in crates, and on work boards, bar or counter, in 
boxes or crates, are and will be unreasonable to the extent they 
exceed first class; but that the carload ratings have not been 
shown to be unreasonable or otherwise unlawful. 


FINAL VALUATION REPORTS 


In Valuation Docket No. 303, Shreveport, Houston & Gulf 
Railroad Company, opinion B-45, 97 I. C. C., 122-30, the Commis- 
sion has found the final value of the property of the carrier, 
owned and used for common carrier purposes, to be $92,578 as of 
June 30, 1918. The carrier reported a net increase in original 
cost of the property of $3,619.71 from July 1, 1918, to December 
31, 1928, both inclusive. The Commission said the report had 
not been audited. The Commission made final the tentative val- 
uation of the property, no protest having been filed by any of the 
parties. The carrier owns and operates a line of railroad from 
Prestridge to Manning, Tex., a distance of 8.943 miles. 

In Valuation Docket No. 124, Sugar Land Railway Company, 
opinion B-46, 97 I. C. C. 131-51, the Commission has found the 
final value, for rate-making purposes, of the property of the 
carrier, owned and used for common carrier purposes as of 
June 30, 1916, to be $467,500, and used but not owned, $5,714. 
The property consists of approximately 32 miles of main track 
between Cabell and Rotchford, Tex., and yard tracks and sidings 
aggregating approximately 9 miles. 


TENTATIVE VALUATION REPORTS 


In a tentative valuation report on the properties of the 
Louisville & Nashville and affiliated companies, as of June 30, 
1917, the Commission has found final value as follows: Wholly 
owned and used property, $297,106,000; owned but not used, 
$7,789,070; used but not owned, $24,063,838; total owned, $304,- 
895,070; total used, $321,169,838. 

In addition to the L. & N. the report covers the properties 
of the South East and St. Louis Railway Company, Nashville 
and Decatur Railroad Company, Owensboro and Nashville Rail- 
way Company, Henderson Belt Railroad Company, Morganfield 
& Atlantic Railroad Company, Maysville and Lexington Railroad 
Company, North Division; Maysville and Lexington Railroad 
Company, Southern Division; Swan Creek Railway Company, 
Long Branch Coal Railroad Company, Bay Minette and Fort 
Morgan Railroad Company, and Pontchartrain Railroad Company. 

On date of valuation, the L. & N. had outstanding a total 
par value of $242,779,615.83 in stock and long-term debt, of which 
$72,000,000 represented common stock, $170,422,825 funded debt, 
and $356,790.83 non-negotiable debt to affiliated companies. 

Investment of the L. & N. in road and equipment, including 
land, on date of valuation was stated in its books as $281,620,- 
323.95. With readjustments required by the Commission’s ac- 
counting examination, this amount would be reduced to $256,- 
798,838.18, the report said. 

Cost of reproduction new of total owned property was stated 
as $323,683,547, and less depreciation, $262,590,186. Cost of re- 


production new of total used property was stated as $339,364,507, 
and less depreciation $276,045,503. 


In a tentative valuation report on the properties of the 
Chesapeake & Ohio, and affiliated companies, not including the 
Hocking Valley, as of June 30, 1916, the Commission has found 
final value for rate-making purposes, as follows: Wholly owned 
and used, $182,494,800; owned, but not used, $192,375; used, but 
not owned, $6,762,989; total owned, $182,687,175; total used, 
$189,257,789. 

The report covers the properties of the Chesapeake & Ohio, 
Norfolk Terminal & Transportation Company, Covington & Cin- 
cinnati Blevated Railroad & Transfer & Bridge Company, Gauley 
& Meadow River, Elkhorn & Beaver Valley, Island Creek, Logan & 
Southern, and Cincinnati Inter-Terminal. 


On date of valuation, the report said, the outstanding 
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capitalization of the Chesapeake & Ohio was $244,770,143, made 
up of $62,784,800 of stock and $181,985,343 of funded debt. 

Investment in road and equipment, including land, on date 
of valuation, was stated in the books of the carrier as $213,130,- 
013. With readjustments required by an accounting examination, 
the report said, the investment would be reduced to $195,998,669. 

Cost of reproduction new of total owned property, exclusive 
of land, materials and supplies, was stated as $196,596,517, and of 
cost of reproduction less depreciation, $155,992,355. Cost of 
reproduction new of total used property, exclusive of land, etc., 
was stated as $202,153,901, and cost of reproduction less deprecia- 
tion, $160,198,429. 

Present value of land owned was stated as $11,852,006, and 
present value of land used, $13,870,934. Book value of material 
and supplies was stated as $3,231,713. 

In a tentative valuation report on the property of the Qua- 
nah, Acme & Pacific Railway Company, as of June 30, 1918, the 
Commission has found the final value of total owned property 
to be $1,669,358, and of total used property, $1,862,258. The 
owned mileage consists of a main line from Acme to McBain, 
Tex., and yard tracks and terminal facilities at Quanah. 

In a tenative valuation report on the properties of the Grand 
Trunk Railway Company of Canada and affiliated lines, as of 
June 30, 1917, the Commission has found final values, as follows: 
Wholly owned and used, $1,790,000; owned but not used, $2,642,- 
500; used but not owned, $21,537,346; total owned, $4,432,500; 
total used, $23,327,346... The report covers the properties of 
the Grand Trunk, Atlantic & St. Lawrence, United States and 
Canada, Champlain & St. Lawrence, Vermont & Province Line, 
Norway Branch, Lewiston & Auburn, Michigan Air Line, Bay 
City Terminal, Chicago, Detroit & Canada Grand Trunk Junc- 
tion, and the Cincinnati, Saginaw & Mackinaw. 


OHIO MAKES PROTEST 


The Trafic World Washington Bureau 

L. G. Macomber, as chairman of the rate committee of the 
Ohio State Industrial Traffic League, has filed a petition asking 
for the suspension of supplement No. 15 to Jones’ I. C. C. No. 
1500 and Boyd’s I. C. C. No. A-1450, effective June 1. The rates 
published in the schedules mentioned were filed in assumed com- 
pliance with the Commission’s decision in the Indiana State 
Chamber of Commerce case, 66 I. C. C., 512, and 88 I. C. C., 709, 
readjusting class rates from Indiana points of origin to Twin 
Cities and basing points, in relation with the rates from points 
in Illinois to the same destinations. The protesting and peti- 
tioning organization, Mr. Macomber said, was an intervener in 
the Indiana case with a view to bringing to the attention of the 
Commission the fact that a readjustment of the rates from Indi- 
ana involving reductions would disturb the long existing rela- 
tionship between the rates from Indiana and rates from Ohio. 
The petition says that while the Ohio interests hoped that 

the carriers voluntarily would readjust rates from Ohio at the 
same time that the order of the Commission in the Indiana case 
was complied with, the Ohio interests were disappointed. It 
says that the effect of the application of the rates in the tariff 
supplements would be to increase the rates from many points of 
origin in Ohio to the northwestern destinations, where the 
charges, when governed by Western Classification, were higher 
than such charges when governed by Official Classification, to 
the hurt of Ohio competitors of Indiana shippers. It should be 
observed, says the petition for suspension, that where there is 
alternative application from Indiana the alternative provides for 
the application of the lower charges from Indiana, whereas the 


alternative application requires the application of the higher 
charges from Ohio. 


CLARIFICATION REVISION PROPOSED 


The Trafic World Washington Bureau 

The Commission has called a hearing for June 10 on a revi- 
sion of regulations for the transportation of explosives and other 
dangerous articles proposed by the Bureau of Explosives of the 
American Railway Association. Director W. P. Bartel of the 
Commission’s Bureau of Service is to hold the hearing. The 
Bureau of Explosives will be prepared to confer with interested 
shippers the day before the hearing with a view to conserving 
the time of the Commission, on amendments shippers approve 
or think should be modified before the hearing is begun. 

This hearing, the Commission’s announcement says, is in the 
interest of clarity. New information and altered conditions, it 
says, make desirable a revision of the regulations for transpor- 
tation, by freight and express of the articles carried in the cate- 
gory of explosives or in the list of dangerous articles. 

The announcement says the hearing will be confined to 
changes suggested by the Bureau of Explosives, which, in this 
matter, acts as the agent for the railroads. The changes that 
have been suggested, it says, are those that have been prepared 
by the carriers. They can have no binding effect until approved 
by the Commission and ordered by it to be published. The 
changes proposed cover 45 pages of type writting on letter size 
paper. Probably the most extensive revision is that proposed 
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for poisons, chief of which are the insecticides and fungicides. 
They are subject to inspection by the department of agriculture. 

Four years ago the Bureau of Explosives made suggestions 
as to changes on poisons which had not been well considered. 
The facts developed early in the hearing showed the need of 
more thought on the subject wherefore they were withdrawn for 
revision. On account of their complicated character, containing 
specifications for the making or the inside and outside contain- 
ers, the marking of the cars and the making of provision for the 
breaking of packages to the end that the department of agricul- 
ture inspection may be made as required by law, it is necessary 
even to prescribe the kind of opening which shall be left in the 
containers through which the samples may be taken; also for 
the closing of the inspection ruptures so as to prevent the sift- 


_ ing of the poison into the cars, which is the primary puprose of ~ 


the regulations prescribed by the Commission. 

One of the changes proposed is in the size of one of the con- 
tainers in which ethyl chloride may be shipped. The regula- 
tion now provides for inside containers of not more than a half 
pint capacity. The proposed regulation changes that to one 
pound. Ethyl chloride is one of the chemicals used in the prepa- 
ration of tetraethyl lead, the compound used by some gasoline 
vendors to prevent “knocking” in automobile cylinders at pres- 
ent, with a view to the use of more economical internal combus- 
tion engines when it shall become apparent that the supply of 
gasoline is becoming so limited that it will pay to use, in this 
country, a modification of the type common in Europe. That 
type is said to give much greater mileage than the type of engine 
in common use in this country. 

A new regulation, proposes the use of dome covers, bottom 
outlets on tank cars not conforming to present specifications, for 
experimental purposes, upon recommendation, to the Commis- 
sion, of the tank car committee of the American Railway Asso- 
ciation. 

The hearing is to be had in No. 3666, the formal docket case 
initiated years ago, to cover all proceedings in respect of regula- 
tions for the transportation of explosives and other dangerous 
articles. 


HAY RATE REVISION 
The Trafic World Washington Bureau 


The carriers, parties to tariffs published by Jones, May 10, 
put into effect, on five days’ notice, apart of what the Com- 
mission’s traffic bureau hopes will be a revision of rates on hay 
to southern territory that will bring about a more satisfactory 
relation of rates from New York and from ‘Michigan. The 
central fact in the schedules that went into effect May 10 is that 
carriers serving Michigan points of origin have established a 
proportional rate of 41.5 cents per 100 pounds, from the Michigan 
points to Virginia Cities, to be used in making rates beyond, by 
the use of rates prescribed by the Commission in the North 
Carolina Corporation Commission case, 62 I. C. C. 64 and 64 
I. C. C. 204. That proportional displaces local rates, a typical one 
of which, it is believed, is that of 48.5-cents from Lansing, Mich., 
to Virginia cities. 

This proportional is the ressult of negotiations between 
Michigan hay interests, the carriers and the Commission’s bureau 
of traffic conducted without formal complaints or hearings. The 
Michigan hay people enlisted the help of Senator Couzens after 
they had lost the benefit of a low combination on Columbus, O. 
That combination was in disregard of the fourth section. When 
the Commission ordered the carriers to remove the disregard, 
they elected to do so by raising the Columbus factor, thereby 
putting Michigan dealers on a relatively less favorable basis, 
particularly in their competition with New York dealers. 

In the informal negotiations the carriers serving the New 
York points of origin agreed to revise their rates so as to bring 
them into line with the Commission’s views in the North Caro- 
lina case before mentioned. They have indicated an intention 
to publish higher rates about June 15. The new rates from 
Michigan, carried in Supplement No. 13 to Jones’ I. C. C. 1381, 
expire by limitation on July 31. They are regarded as in the 
nature of stop-gap rates, to meet an emergency, and remain in 
effect until the situation can be treated more comprehensively. 


DIVISION OF RATES 


E. E. Calvin, vice-president in charge of operation, the 
Union Pacific, completed his testimony with regard to the diffi- 
culties of running trains over much of the Union Pacific ter- 
ritory, in the continued hearing of docket 15234, in the matter 
of divisions between the Western Trunk Lines and the Trans- 
a carriers, before Examiner Disque, at Chicago, May 

and 8. 

He was followed by W. M. Jeffers, general manager of the 
Union Pacific, who testified in more detail with regard to the 
operating difficulties and expenses resulting from such things 
as moving heavy trains over steep grades by means of helper 
service, the maintenance of way and engine service. 

Following Mr. Jeffers, L. T. Wilcox, of the freight traffic 
department, the Union Pacific, told of the rate situation in so 
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far as divisions were concerned as between the transcontinental 
and lines from the Missouri River eastward. 

Representatives of the Southern Pacific entered testimony 
this week. 

Vv. S. Andrus, assistant to the general manager, testified as 
to the volume of traffic and the proportion of perishable freight, 
saying that it amounted to 50 per cent or more of the total ton- 
nage. He told of the costs of operation such as track mainte. 
nance, switching, yard operation, and train handling, and he 
pointed out what had been done along the line of efficiency. He 
said the road had carried on fuel conservation campaigns and 
safety first campaigns, and that efficiency of operation trains had 
been raised to a high point. 

Robert Adams, assistant general auditor, entered testimony 
and an exhibit tending to show the property investment, book 
value, and operating return on the road for several years. He 
also showed the ratio of freight to the total tonnage of both the 
Western trunk lines and the transcontinental carriers. For the 
former, the figure was 87.98, while for the latter it was 85.04. 
He made the statement that the Great Western, the Milwaukee, 
the Missouri Pacific, and the M. & St. L., were handling their 
passenger business at a loss. 

M. A. Cummings, assistant general freight agent, Southern 
Pacific, testified as to class rates from Chicago to Kansas City, 
from there to El Paso, from that point to San Francisco, and 
from Los Angeles to San Francisco. He said that, figured on a 
mileage basis and then on a percentage relationship, the line 
from Chicago to Kansas City would get 14.9 per cent of the rate. 
He said he took the class rate as the basis of his calculation, 
because it was more normal than the commodity rate. He also 
told of the water-compelled rates from El Paso to San Francisco 
and of the competition for the traffic from El Paso west. 


RATES ON HOLLOW TILE 


Hearing was begun in the consolidated dockets, 16116, Indi- 
ana State Chamber of Commerce against the Santa Fe, 16392, 
National Fireproofiing Company et al. against the Pennsylvania 
et al., and 16563, H. D. Conkey et al. against the Santa Fe et al., 
before Examiner Koebel, at Chicago, May 14. The cases involve 
rates on hollow building tile from Indiana and Illinois points to 
Chicago. 

R, I. Pierce, traffic manager, Terre Haute Chamber of Com- 
merce, was the first witness for the complainant in docket 16116. 
He gave the location of the origin points involved and the dis- 
tances of the short line mileages to each. He testified that 
the rates to the points involved and from there to points in the 
Chicago switching district had been made by the Commission 
in the general brick case, docket 10733. He said that what the 
complainant desired was the differential between the Indiana 
points and over Illinois competitive points, established in the 
decision in 10733. The relationship had been changed in favor 
of the Illinois points, according to his testimony, by decisions of 
the Illinois commission, giving the Illinois ponts lower rates. 

F. R. Hale, the American Clay Company, and Frank H. Cull, 
the Chicago Firebrick Company, testified as to the effect of the 
rates on hollow building tile from the plants in Indiana to 
points in the Chicago switching district. They said it was only 
at a great disadvantage that any of the products of the Indiana 
plants could be got into the Chicago district, and Mr. Cull said 
that there were not over ten cars a year shipped by the company 
he represented from its Indiana plant to Chicago. 


HEARING IN GRAPE JUICE CASE 


The element of reparation was brought into Docket 12400, 
Sub No. 1., J. Hungerford Smith Grape Juice Company against 
the A. G. S., Director-General et al., heard by Examiner Koebel 
at Chicago, May 11. The hearing was a continued one held for 
the purpose of receiving testimony with regard to the paying 
and bearing of charges by the complainant on shipments in- 
volved. 

Alex Koplan, for the Director-General, made an objection to 
receiving any testimony directed to the point of reparation, on 
the ground that the original complaint filed in the case was not 
sufficient basis for reparation. 

R. J. Hinga, for the complainant, was put on the stand by 
N. D. Belnap, counsel, and asked to testify of his own knowledge 
whether or not the complainant paid and bore the freight 
charges. Mr. Hinga said it had. 


SIOUX FALLS ATTACKS RATES 


The traffic bureau of the Chamber of Commerce of Sioux 
Falls, S. D., through R. D. Springer, the traffic commissioner, 
and Walter E. McCornack, commerce attorney, has sent the 
Commission, for filing, a complaint attacking the all-rail and 
lake-and-rail rates from the east to Sioux Falls, as being unduly 
prejudicial to Sioux Falls, and unduly preferential of the Twit 
Cities. The complaint alleges the Twin Cities have such 4 


favorable basis of rates from the east that Sioux Falls and all 
other cities similarly situated in the northwest, east of the 
Rockies, are retarded in their commercial growth. 


May 16 


S 


4 


i 
i 


Liabili' 
“NM 


(D 
steams 
to turn 
but by 
into th 
turnin; 
that tl 
the ve 
liabilit 
port G 
1017.) 


Rulin 
re 
P 
( 
inal « 
nalr., 
was 
ing d 
tion i 
ican | 
Evide 
p 
T 
of de 
tion 
suffic 
Com: 
t 
| 
] 
S. Cc 
and 
must 
loss 
Spec 


by it 
liabl 
defe 
unde 
sec. 
Inst 


sons 
was 
Jury 


dan 
and 
ber: 


Ref 


per 
rie: 
res 
flec 
shi 
Su 








-~ @ 


moe (O TF ‘F 


— S&S a ev 


May 16, 1925 





Shipping Decisions | 
Cases Recently Decided by State and Federal Courts ] 
| 


(Digests taken from Reporters and Digests of National R: 
System, published by West Publishing Co., St. Paul, Minn. 


Copyright by West Publishing Co.) 


Liability for Damage to Cargo; Error in Navigation of Vessel; 

“Management of the Vessel’: 

(District Court, N. D. California, S. D.) An engineer of a 
steamship, which was loaded and ready to sail, received an order 
to turn steam into the winches to handle the lines in casting off, 
but by mistake turned a smothering valve, which admitted steam 
into the hold, and damaged cargo therein. Held, that the act of 
turning steam into the winches was a part of the voyage, and 
that the error of the engineer was one “in the management of 
the vessel,” for which she and her owner were exempted from 
liability by Harter Act, sec. 3 (Comp. St. sec. 8031). (The New- 
port G. Amsinck & Co., Inc., vs. Pacific Mail S. S. Co., 3 F. (2d) 
1017.) 








iscsi clrsleaienianenensin 
_ Loss and Damage Decisions 


| Cases Recently Decided by State and Federal Courts | 


(Digests taken from Reporters and Digests of National Reporter 
i System, published by West Publishing Co., St. Paul, Minn. 
| Copyright by West Publishing Co.) | 


DELAY IN TRANSPORTATION OR DELIVERY 


Ruling of Trial Court in Sustaining Demurrer to Original Decla- 
ration Not Reviewable Where Second Declaration Was a 
Pleading De Novo: 

(Court of Appeals of Maryland.) Where demurrer to orig- 
inal declaration was sustained, and plaintiff filed “amended 
narr.,’ which contained usual formal commencement and ending 
was complete within itself, such second declaration was a plead- 
ing de novo and ruling sustaining demurrer to original declara- 
tion is not reviewable. (Peninsula Produce Exchange vs. Amer- 
ican Ry. Express Co., Inc., 128 Atl. Rep. 403.) 

Evidence Held Not to Show Delay on Part of Carrier in Trans- 
porting Strawberries: 

Where usual running time from point of departure to point 
of delivery was about 48 hours, and shipment arrived at destina- 
tion within 49 hours after departure, held there was no legally 
sufficient evidence to show negligent delay.—Ibid. 

Common-Law Liability of Carriers May Be Reasonably Limited 
by Special Contract Not Exempting Carrier From Neg- 
ligence: 

Liability imposed on carriers by Carmack Amendment (U. 
S. Comp. St., sec. 8604a, 8604aa), is that imposed at common law, 
and may be limited by special contract, but such limitations 
must be just and reasonable, and cannot exempt carrier from 
loss or responsibility due to its negligence.—Ibid. 

Special Contract Limiting Carrier’s Liability Held Reasonable 
and Legal: 

A special limitation that unless caused in whole or in part 
by its own negligence, or that of its agents, carrier shall not be 
liable for loss, damage, or delay caused by nature of property or 
defect or inherent vice therein, was reasonable and legal both 
under common law and Carmack Amendment (U. S. Comp..St., 
sec. 8604a, 8604aa) —Ibid. 

Instruction That Carrier Shipping Strawberries Was Not Insurer 
but Bound to Exercise Reasonable Care Held Proper: 

Where special contract, limiting carrier’s liability, was rea- 
sonable instruction that carrier did not insure strawberries but 
was bound only to exercise reasonable care held proper.—Ibid. 
Jury’s Finding on Conflicting Evidence Not Disturbed: 

Where evidence tended to support shipper’s contention that 
damages to berries was due to failure to keep car properly iced, 
and carrier’s contention that it was due to inherent defect in 
berries, it was for jury to say which contention was right, and 
its finding cannot be disturbed.—Ibid. 

Refusal to Permit Witness to Answer Question Held Not Revers- 
ible Error in View of Previous Testimony to Same Effect: 
In action for damages to shipment of strawberries, refusal to 

permit plaintiff’s witness to answer question whether strawber- 

tiles were wet or dry, or to state condition of berries in every 

Tespect, held not reversible error, where witness previously testi- 

fled that berries were solid and in good condition at time of 

shipment.—Ibid. 

Sustaining Objection to Answer Held Not Injurious, Where No 
Motion to Strike Answer Was Made, and Witness Later Tes- 
tified to Same Matters Without Objection: 

Sustaining of objection to answer of plaintiff’s witness did 
not result in injury to plaintiff, where no motion to strike answer 
was made, and witness later testified to excluded matter without 
objection.—Ibid. 
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Objection to Question as to Effect on Market Value of Late 
Delivery of Strawberries Held Properly Sustained, Where 
Delivery Not Required for Special Market, and no Evidence 
of Delay in Transportatiqn: 

In action for damages to shipment of strawberries where 
contract did not require delivery in time for special market and 
there was no delay in transportation, objection to question as to 
effect on market value of berries that arrived after usual market 
hours was properly sustained, and in any event was without 
error where same testimony was subsequently admitted.—Ibid. 
Objection to Question Whether Produce Trains Sometimes Ar- 

rived at Destination Earlier than Schedule Properly Sus- 

tained as Having no Bearing on Question of Delay and as 

Tending to Confuse Jury: 

In action for damages to shipment of strawberries, objection 
to question as to whether produce trains did not sometimes ar- 
rive at point of destination earlier than regular running time 
was properly sustained, as it had no bearing on question of de- 
lay, and would serve to confuse and mislead jury.—Ibid. 
Qualifications of Witness as Expert Within Trial Court’s Discre- 

tion, and Seldom Ground for Reversal: 

What is sufficient to qualify a witness as an expert is largely 
within discretion of trial court, and its decision is seldom ground 
for reversal.—Ibid. 

Court Held to Have Properly Decided That Witness Qualifled as 
Expert as to Strawberries and, Even if Incorrect, Decision 
Would Not Be Reversible Error: 

In action for damages to shipment of strawberries, court did 
not err in deciding that one experienced in inspecting perishable 
goods, was qualified as expert and, even if erroneous, such deci- 
sion resting largely in court’s discretion would not be reversible. 
—Ibid. 

Hypothetical Question Properly Permitted Where Witness, Qual- 
ified as Expert, Was Present During Trial, and Heard All 
Evidence: 

In action for damages to shipment of strawberries, where 
witness was present at trial, heard all evidence, and qualified as 
expert on strawberries, court properly allowed hypothetical ques- 
tion as to condition of strawberries and causes of injury to ship- 
ment.—Ibid. 

Expert Testimony Allowed in Proper Cases, Where Witness Has 
Qualified by His Peculiar Knowledge of Question to Be 
Decided: 

When witness has qualified by demonstrating his peculiar 
knowledge of question to be decided and of which average man 
would not have knowledge, his expert opinion is allowed.—Ibid. 
Opinion of Expert Witness Has Probative Force by Reason of 

His Expert Knowledge of Subject, Gained by Study, Experi- 

ence, and Observation: 

The opinion of an expert witness has probative force by 
reason of his unusual and expert knowldege of subject, gained 
by study, experience, and observation.—Ibid. 

Weight of Expert Testimony for Jury After Court Has Deter- 
mined His Qualification: 

Where court has decided that a witness is properly qualified 
as an expert that questions propounded to him were proper hypo- 
thetical questions, weight to be given his answer is for jury with 
which appellate court has no concern.—Ibid. 


LAND GRANT CASES 


In opinions by Mr. Justice Sanford in No. 285, Southern 
Pacific Company vs. United States, and No. 287, Western 
Pacific vs. United States, the Supreme Court of the United 
States this week reversed the Court of Claims. The cases 
involved claims by the carriers for the difference between 
land-grant and regular rates for the transportation of passen- 
gers on order of the War Department, the question at issue 
being whether acceptance by the railroads of the land-grant 
rates had barred prosecution of claims to recover the difference 
between the land-grant and regular rates. The Court of Claims 
held that recovery was precluded and dismissed the claims. 
The Supreme Court held that the carriers could prosecute their 
claims in those instances in which a notice of protest had been 
given when payment was received from the government. 


SUPREME COURT ACTION 


Without a formal opinion, the Supreme Court of the United 
States this week affirmed a judgment of the Circuit Court of 
Appeals for the fourth circuit for $27,264 in favor of Dexter & 
Carpenter, Inc. and against the Director-General of Railroads, on 
account of coal seized by the Railroad Administration in the 
period of federal control. The ruling was made in No. 783, 
James C. Davis, agent, vs. Dexter & Carpenter, Inc. The Di- 
rector-General asked for reversal of the lower court’s decision. 

In No. 885,, James C. Davis, agent, vs. Frank Griffith and 
L. D. Alexander, the Supreme Court denied a petition of the 
Director-General for a writ of certiorari to the Supreme Court of 
Oklahoma. Griffith and Alexander obtained a verdict against 
the Director-General in the lower courts on account of damages 
alleged to have been suffered by them by reason of failure 
and refusal of the Director-General and the Chicago, Rock Island 
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& Pacific Railway Company properly to clean and repair cars 
furnished for the shipment of cattle and for negligent delay and 
rough handling of the cattle from Amarillo Tex., to Oklahoma 
City, Okla., over the lines of, the Chicago, Rock Island 
& Guif and of the Chicago, Rock Island & Pacific 
in the period of federal control. The Director-General contended 
that the Oklahoma Supreme Court wrongfully decided that the 
Chicago, Rock Island & Pacific by virtue of its ownership of the 
corporate stock of the Chicago, Rock Island & Gulf owned and 
controlled the railroad of the latter company, and that, there- 
fore, the President took over the physical properties of the two 
railroads, not as entities, but as a single system, and that the 
Director-General in charge of the C. R. I. & P., when sued only 
as such, might be held liable for injuries and damages occur- 
ring on the C. R. IL. & G. 


ACCUSED OF REBATING 
The Trafic World Washington Bureau 


Novel application of the Elkins anti-rebate statute is being 
sought by the government at Buffalo. With the help of J. J. 
Hickey, chief of the Commission’s bureau of inquiry, and other 
agents employed in the enforcement of the criminal parts of 
the interstate commerce law, the government has procured the 
indictment of Spencer Kellogg & Sons, Inc., which operates a 
grain elevator. The corporation’s elevator is one of eighteen 
elevators employed by the railroads in the transfer of grain 
from lake boats to cars for carriage to salt water ports on ex- 
port rates applicable on ex-lake grain. 

Twelve counts allege that the indicted corporation, in 1924, 
rebated to grain forwarding agents one-half of the cent per 
bushel received by it from the Delaware, Lackawanna & West- 
ern, Lehigh Valley and Erie, in violation of the Elkins statute, 
which, in terms, is one of the broadest enactments imaginable, 
so as to circumvent almost any kind of device for the payment 
of rebates, 

In this case the elevator company is accused of paying a 
commission to the forwarding agents for their service of having 
the grain under their control sent through the Kellogg elevator. 
The claim is that that is in violation of the anti-rebate law 
because the effect of the payment by the elevator company is 
to enable the forwarders of the grain to procure the trans- 
portation of the grain for less than the published charge, the 
integrity of which it was intended by the law to be preserved. 
Twelve transactions constitute the ground upon which the in- 
dictments are founded. Had the railroad company paid the so- 
called commissions, it is suggested, there would have been no 
doubt about the act being a violation of the anti-rebate law. The 
indictment, however, raises the question whether the person 
hired by the common carrier is guilty of giving a rebate, within 
the meaning of the law, if he pays some of the money paid him 
for performing service to induce shippers to bring business to 
the instrumentality employed by him in performing a service 
for the carrier. It is the theory of the prosecution that the 
elevator company is bound by the broad terms of the Elkins 
statute and the provision of the tariffs in which the carriers 
say “the rates named herein include a charge of not exceeding 
one cent per bushel made by the Buffalo elevators for elevation 
and transfer from lake vessels to cars, and five days’ storage, 
said charge to be retained wholly by such elevator companies 
as compensation for services performed.” 

There has been civil litigation on account of the transac- 
tions between the indicted elevator company and its patrons. 
In 1922 the Lackawanna refused to pay the Kellogg elevator 
because it paid forwarders of grain for sending business to its 
plant, claiming that such a transaction amounted to a violation 
of law which would cause the carrier to be in danger of prose- 
cution. It contended that the transaction would amount to a 
discrimination by it, between shippers. The Kellogg corporation 
sued the Lackawanna and recovered against it, the suit being in 
New York courts. The appellate New York court affirmed the 
judgment in December, 1922. The New York courts, broadly, 
held that the Lackawanna was answerable only for its own 
acts and those of its employes and agents. The case proceeded 
largely on the question of agency, with the court coming to the 
conclusion that the elevator performing a service for the carrier 
was not such an agent as came within the meaning of agent 
for the acts of which the railroad company had to fear prosecu- 
tion or entertain fears for liability under the anti-discrimination 
part of the interstate commerce law, 


REVENUE FREIGHT LOADING 


With increases over the previous week for all commodities, 
except live stock, coke and miscellaneous freight, loading of 
revenue freight for the week ended May 2 totaled 981,711 cars, 
according to the car service division of the American Railway 
Association. 

This was the largest number of cars loaded with revenue 
freight in any one week so far this year, exceeding the preced- 
ing week by 22,486 cars. It also exceeded by 68,161 cars the 
corresponding week last year and by 20,094 cars the correspond- 
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ing week in 1923. It also was considerably in excess of the 
corresponding weeks in 1920, 1921 and 1922. 

The increase over the week before was largely due to in- 
creased shipments of ore, resulting from the reopening of 
navigation on the Great Lakes. 

Loading by districts the week ended May 20 and for the cor. 
responding period of 1924 follows: 


Eastern district: Grain and grain products, 9,537 and 11,437; 
tt stock, 2,816 and 3,005; coal, 41,035 and 34,075; “coke, 2,197 and 
2,110; forest. products, 5,449 and 5.520; ore, 4:393 and 3,171; mer- 
chandise, L GC. b., 78,%721 and 69,779; miscellaneous, 97,658 and 
92,630; total, 1925, "236, 806; 1924, 231, 727; 1923, 242,945. 

Allegheny district: Grain and grain products, 3,727 and 3,511; 
live stock, 2,155 and 2,387; coal, 40,539 and 37,164; coke, 4,837 and 
4,857; forest products, 3,168 and 3,410; ore, 11,153 and 6, 088; mer- 
chandise, L. C. L., 53,663 and 51, 406; miscellaneous, $1,985 and 
78,649; total, 1925, 201, 227; 1924, 187, 472; 1923, 213, 921. 

Pocahontas district: Grain’ and grain products, 200 and 178; 
live stock, 72 and 99; coal, 30,539 and 22,948; coke, 461 and 362; 
et om eror Pee and 1,575; ore, 73 and 105; merchandise, 
L. L., 7,053 a 6,812; miscellaneous, 5,021 and 4,902; total, 1925, 
44, 960; 1924, 36981 1923, 38,324. 

Southern district: Grain and grain products, 3,435 and 3,775; 
live stock, 1,589 and 1,682; coal, 19,134 and 15,301; coke, 1,021 and 
912; forest er, 25,373 and 24,353; ore, 1,603 and 1,622; mer- 
chandise, is ©. 40,148 and 39, 198; miscellaneous, 55,506 and 45,- 
439; total, 1925, eT 809; 1924, 132, 282; 1923, 139,236. 

Northwestern district: Grain and grain products, 8,007 and 
9,514; live stock, 7,916 and 9,050; coal, 4,327 and 5,076; coke, 1,157 
and 1,228; forest products, 21,036 and 21,100; ore, 38,000 and 28,751; 
merchandise, L. C. 2,792 and 30,721; miscellaneous, 37,654 and 
35,116; total, 1925, 150, 889; 1924, 140, 556; 1923, 133,353. 

Central Western district: Grain and grain products, 7,557 and 
10,564; live stock, 13,072 and 12,672; coal, 10,260 and 9,756; coke, 
271 and 355; forest products, 12,689 and 11,326; ore, 3,307 and 
3,051; merchandise, | a? a ee A 281 and 37,122; miscellaneous, 50,- 
982 and 49,965; total, 1925, 135, 419; 19z4, 134, Sil; 19238, 137,413. 

Southwestern district: Grain’ and grain products, 3,395 and 
4,389; live stock, 2,718 and 3,172; coal, 3,384 and 2,868; coke, 175 
and 179; forest ag eT 9,208 and 8,284; ore, 617 and 460; mer- 
chandise,  .€ 151 and 14,735; miscellaneous, 29,963 and 
25,634; total, ise5” 64, te 1924, 59, 721; 1923, 56,425. 

Total, all roads:' Grain and grain products, 35,858 and 43,368: 
live stock, 30,338 and 32,067; coal, 149,218 and 127, 188; coke, 10,119 
and 10, 003; forest products, = St and 75,568; ore, 59, 146 and 
43,248; merchandise, L Cc 9,809 and 249, 773; miscellaneous, 
358, 769 and 332,335; total, 1936, O8t. 711; 1924, 913, 550; 1923, 961,617. 


Compared with the preceding week this year, increases in 
the total loading of all commodities were reported in all dis- 
tricts except the Pocahontas, Southern and Southwestern. All 
districts also reported increases over the corresponding week 
last year and all except the Eastern, Allegheny and Central 
Western districts reported increases compared with the cor- 
responding week in 1923. 

Loading of revenue freight this year compared with the two 
previous years follow: 


1925 1924 1923 
Five weeks in January........... 4,450,993 4,294,270 4,239,379 
Four weeks in February......... 3,619,326 3,631,819 3,414,809 
Wour wees tm BAT. ... 60. ccccens 3,694,916 3,661,922 3,662,552 
Mour weeks im Agrhl.. ...scccsscces 3.721.662 3,498,230 3,764,266 
WeOGk Gndecd MAY 2.2... ccccvccoce 981,711 913,550 961,617 
TENE (cc: aviansies ae ROR Oasckaawrere 16,468,608 15,999,791 16,042,623 


REVENUE TRAFFIC STATISTICS 


Revenue traffic statistics of Class I roads, exclusive of 
switching and terminal companies, compiled by the Bureau of 
Statistics of the Commission, for February, 1925 and 1924, and 


for the two months ended with February, 1925 and'1924, show the 
following: 


Revenue tons carried—165,092,000 for February and 172,429,000 
for February, 1924; 340,098,000 for two months ended with February, 
and 335,937,000 for same period of 1924. 


Revenue tons carried one mile—30,564,584,000 for February and 


2,135,384,000 for February, 1924; 63, 639, 523, 000 for the two months, 
pet 62, 722, 933,000 for same period of 1924. 
Freight revenue—$336, 164,336 for February, and $351,782,577 for 


February, 1924; $686,354,338 for the two months, and $684, 511, 915 for 
the same period of 1924. 


Revenue per ton- mile—Eleven mills for February and 10.95 mills 
for February, 1924; 10.79 mills for the two months and 10.91 mills 
for the same period of 1924. 

Revenue per ton per road—$2.04 for February and $2.04 for Feb- 


py 1924; $2.02 for the two months and $2.04 for the same period 
ta) 


Revenue passengers carried—71,525,000 for February and 177,892,- 


Tt 
000 for February, 1924; 150,462,000 for the two months and 159, 545, 000 
for the same period of 1924. 


Passenger revenue—$77,546,960 for February and $83,381,516 for 
February, 1924; $166,235,028 for the two months and $175, 101, 465 for 
the same period of 1924, 


Revenue per passenger-mile—3.043 cents for February and 3.083 
cents for February, 1924; 3.056 cents for the two months and 3.088 
cents for the saine period of 1924. 


WOODLOCK TO GET NO PAY 


An official ruling has been made by Comptroller-General 
McCarl that no payment of salary may be made to Commissioner 
Woodlock under the recess appointment given him by President 
Coolidge. Officials of the Commission had held this view but 
an Official ruling was asked of the Comptroller-General. Mr. 
McCarl said the recess appointment of Mr. Woodlock “falls 
squarely within the terms of the prohibitory statute,” and that 
“payment of salary under his recess appointment is not author- 
ized unless and until he shall hereafter be confirmed by the 
Senate.” 
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May 16, 1925 


RATE STRUCTURE INVESTIGATION 


The Traffic World Washington Bureau 


The Quincy Freight Bureau of Quincy, Ill., in a statement 
filed with the Commission in No. 17000, has concurred in princi- 
ple with the statement approved by the National Industrial Traf- 
fic League in its broad consideration of the subject at issue. 
The bureau said, however, it would be its purpose to request 
its senators and representatives in Congress to seek repeal 
of the Hoch-Smith resolution, “as we believe it introduces a 
disturbing element in the requirements of commerce.” 


“We must maintain a satisfactory and dependable transport- 
ation agency throughout this country,” the bureau said. ‘“Noth- 
ing should be permitted to come between commerce and effi- 
cient transportation, and legislation that in itself, results in 
bringing about such disturbances as this Hoch-Smith resolu- 
tion portends is fatal to the welfare of communities and all 
the people, and, when well understood by them they will re- 
sent it. 

“The menace to the people in the smaller industrial centers, 
which are separated by long distances from sources or base of 
supplies, is very alarming. The restriction of competition, 
through mileage distance rates, at non-productive points, will 
bear hardships upon the people in them. Throwing the burden 
of reduction of rates from a preferred branch or class of produc- 
tivity upon another, will be a forbidden discrimination, unjust 
and unwholesome. An attempt to provide seasonable, change- 
able‘or special relief for any special line of production is not 
reasonable and will prove futile. Every division of trade or 
productivity is subject to the law of supply and demand, and 
paternalism must not find a place, or be the mode of occasional 
relief under our form of government.” 

Continuing, the bureau said: 


‘It is inconceivable, to the average business man, how or why 
Congress should attempt to enforce such an act. Many who were 
aware of the course of this resolution through Congress, may have 
felt it to be in the nature of hysterical, political legislation. It was 
not demanded by the business interests of this country, nor by the 
carriers, but by those who through political, or other purposes, felt 
it opportune to give voice to something that might appease the wrath 
or complaints of one branch of our industries. If business men had 
been consulted, or their voice made potent, it is reasonable to assume 
Congress would have been more responsive, and considered more 
wisely the resultant effects of such legislation. * * * The country 
as a whole would have felt, and we feel, there is now in existence 
under the act to regulate Commerce, a tribunal before which all in- 
terests can go and make their complaints as to inequality or in- 
justice that may arise from transportation changes or facilities. 


Virginia Produce Exchange 


The Eastern Shore of Virginia Produce Exchange has filed 
two statements in No. 17000, relating to rates on potatoes and 
fruits and vegetables. The statements allege discriminatory 
rates on these commodities. 

“Our farmers are in bad shape financially and we ask at 
your hands such relief in the way of transportation charges that 
their products may move freely, and that the cost of transporta- 
tion may be reduced more in keeping with the gross sale per 
package than the farmer has been receiving over a period of the 
last three years,” the Exchange said. 


California Manufacturers 


The California Manufacturers’ Association, in a statement in 
No. 17000, said it desired the Commission to give consideration 
to conditions confronting California manufacturers as a result 
of the establishment of rates on manufactured articles from the 
middle west and from the east to Pacific coast territory, upon 
a basis which, in its opinion, placed a burden on other traffic. It 
said the level of rates on manufactured articles from the middle 
west and east to Pacific coast points was substantially lower, 
distance considered, than the general level of rates on manufac- 
tured articles within Pacific coast territory. 

The association asked the Commission to consider the fol- 
lowing: 

1 The propriety of maintaining westbound transcontinental rates 


on manufactured articles upon the same basis as the rates on raw 
materials. 


(a) Whether such manufactured articles are able and should be 
required to pay higher rates than the raw materials. 

(b) Whether the maintenance of equal rates on manufactured 
articles and on raw material discriminate against Pacific Coast manu- 
facturers. 

2. The propriety of maintaining water-compelled rates from and 
to interior points where water competition does not exist. 

__3. The propriety of maintaining rates.on manufactured articles 
within Pacific Coast territory upon a higher level, distance considered, 
than rates on manufactured articles from Middle Western and Eastern 
points to Pacific Coast territory. 


Southern Traffic League Statement 


The Southern Traffic League—W. S. Creighton, president; 
T. M. Henderson, chairman of the board; and M. M. Caskie, 
executive secretary—has filed a statement, which says: 


So far as concerns the legal intendment of the Hoch-Smith 
Resolution there are, of course, no distinguishing circumstances 
Peculiar to Southern Classification Territory. 

As to the procedural aspects of its application there are, however, 
Some special circumstances desired to be brought to the formal at- 
tention of the Commission. 
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It is within Southern Classification Territory that there has 
prevailed a rather complete system of “basing point’ rate adjust- 
ments according to which the charges on all class traffic and the 
larger part of the commodity traffic have been lower between the 
more important cities than as between the small places or to or from 
such places and the larger communities. 

Consequent upon successive amendments to Section Four of the 
Interstate Commerce Act it became necessary a number of years 
ago to inaugurate the policy and set up administrative machinery 
for the purpose of carrying out effective plans of general revision of 
interstate rates throughout practically the whole of Southern Classi- 
— Territory so as to remove the forbidden violations of Section 

our. 

Inevitably interwoven with such project has been the need for 
such a comprehensive general rate revision as would meet the prob- 
lems arising from different charges as between intrastate and inter- 
state traffic, 

Judgment and experience demonstrated that the problems pre- 
sented by the necessity for such general rate revisions would logic- 
ally divide themselves into two phases: first, it would be essential to 
determine the main outlines of community relationships which would 
control as to the larger part of the total traffic. Secondly, although 
of no less importance it semed essential first to reconstruct the system 
of class rates so as not alone to unify the class rate structure, but to 
pave the way thereby for the eventual commodity rate revisions. 

Consequent upon such conclusions and their adoption by this 
Commission when transmitted by joint communication from carriers 
and the Southern Traffic League, there was instituted several years 
ago, the so-called Southern Class Rate Investigation, Docket No. 
13494. Controlling throughout by the fundamental idea that an 
entirely new and practically uniform class rate structure would be 
evolved for general application in Southern territory such Class Rate 
Investigation proceeded through the taking of substantially 15,000 
pages of testimony, the rendition and distribution of an elaborate 
tentative report, the submission of voluminous exceptions and the 
presentation of final oral arguments. The cost of such proceeding 
to the carriers and shippers when combined has probably equaled, if 
it has not exceeded, $1,000,000. Governed by the conviction that it 
has been the desire of this Commission to render its final conclusions 
in such proceeding as promptly as possible it has been presumed that 
the case would be disposed of prior to the summer recess of the Com- 
mission this year. 

The thought is generally indulged that the final decision in such 
class rate proceeding will settle a number of disputed points concern- 
ing community relationships or differences in rates not only as to 
class traffic but undoubtedly as to much of the commodity traffic. 
Moreover, it has been supposed that the record in such proceeding 
has afforded the desired opportunity to establish a general class rate 
structure for application throughout Southern Classification Terriitory 
with a view to its permanent use and application. 

It is the conviction of the Southern Traffic League that the Hoch- 
Smith Resolution presents no obstacles or difficulties in the way of 
an early disposition of the Southern Class Rate Investigation without 
further evidence or argument. Certainly it is the consensus of South- 
ern point of view that it would be highly unfortunate and greatly 
disappointing should it be seriously suggested that final decision of 
the Southern Class Rate Investigation could not be or should not be 
made without reconsideration thereof in the light of the Hoch-Smith 
Resolution. 

Certainly in so far as such Resolution is designed to remove dis- 
criminations between communities, there has been no change in the 
law in such respect and it is one of the professed objects of the South- 
ern Class Rate Investigation to accomplish such result. As to dis- 
criminations betwen descriptions of traffic, the Class Rate Investiga- 
tion abundantly provided the opportunity (which was availed of by 
carriers and shippers alike) to effectuate a changed relationship as 
between articles moving under the different classes of traffic so as to 
widen the differences between the higher and lower grade com- 
modities. Indeed, in the tentative report of Commissioner Eastman 
provision was made for the addition of two new classes to be num- 
bered 11 and 12, the percentage relation of which to first class would 
bring such new clagses 11 and 12 well within the range of average 
commodity rate levels on a number of important commodities now 
— within the teiritory under separately established commodity 
rates. 

It is the view of the Southern Traffic League that nothing more 
of a helpful nature could be contributed by carriers or shippers to a 
proper solution of the class rate problem than has already been sub- 
mitted. It is, therefore, recommended that the Southern Class Rate 
Investigation be regarded as final and in strict compliance with the 
purposes of the Hoch-Smith Resolution. 

During the pendancy of the Southern Class Rate Investigation 
there have been conducted, and are now in process, various other pro- 
ceedings dealing with the commodity rate structure in Southern 
Classification Territory. 

Thus in I. & S. Docket 1885, reported in 88 I. °C. C. 543, there 
was prescribed a general and uniform revision of rates on brick and 
clay products throughout the Southern Classification Territory. The 
order in such proceeding has become effective as to interstate traffic 
and the various Southern State Commissions substantially adopted the 
same rates and system of rates for intrastate application. 


In I. and S. Docket 1563 there eventuated a general interstate 
revision of rates on live stock throughout Southern Classification 
Territory. Incidental thereto the remaining questions concern only 
centain intrastate rates and an issue as to the proper method of con- 
structing rates for the movements of live stock over separate rail- 
roads under the same ownership, management and control. 

In Docket No. 13569 there is pending for tentative decision a 
complete investigation of rates on sugar between all points within 
Southern Classification Territory. 

The rates on dairy products between points in the South and 
from Southern points to Eastern Cities and Central Freight Associa- 
tion Territory are under investigation in I. and S. Docket 2322. 

There is now in process a general investigation of rates on ferti- 
lizer and materials throughout Southern Territory under Docket 16295, 

In Docket No. 16900 the Commission has before it formal pro- 
ceedings involving the entire system of rateS on cotton and cotton 
transit in Southern Classification Territory. 

There has been recently made an extensive revision of rates on 
lumber from the South to the East, a large part of which is now before 
the Commission in Docket No. 16383—Adams-Bank Lumber Company 
vs. Railroads. There are pending before the Southern State Com- 
missions petition of the carriers for the revision of intrastate lumber 
rates. 

In I. and S. Docket No. 2276 now assigned for oral argument 
May ist, there is involved a general revision of rates on furniture 
from Southerri producing points to Eastern trunk line and New 
England territories. 

In the Southern Class Rate Investigation shippers and carriers 
concurred in the plan to eliminate grain and grain products from the 








operation of the new fone mates pending the institution and prosecu- 
i separate investigation. . , 

eS Sea 15806 and vegetable oils are also involved in pend- 
ing conferences and proceedings having in view general revisions on 

modities. 

—e-) what has been said above it will be observed that the 
general rate structure in Southern Classification Territory is under- 
going a complete and thorough investigation and revision and that 
many important commodities are immediately being dealt with, 

Certainly so far as concerns discriminations between communities 
all of such various proceedings and those which in due course would 
normally arise under the present plan of procedure are being dealt 
with in as full measure as would be possible. As to the relationships 
or differences between rate levels on different commodities there has 
been no ironclad rule thus far applied to deprive the fullest op- 
portunity to carriers and shippers to develop the necessary facts 
proper to be taken into account in considering the economic position 
of individual commodities and the proper share of the total trans- 
portion burden to be borne by each. Even the express rates 
throughout Southern territory have recently been revised pursuant to 
a full and complete investigation by this Commission. 

Thoroughout all the various proceedings which have thus far 
been had, and those in general contemplation, the State Commissions 
in Southern Classification Territory have co-operated amongst them- 
selves and with the Interstate Commerce Commission and with car- 
riers and shippers in the broad effort to meet the peculiar situa- 
tions affecting Southern Classification Territory and the independent 
necessity for complete and general rate revisions in such territory. 

It thus appears that as to the section of the country here involved 
there has been, and is being developed, a practical course of orderly 
procedure concerning the necessary reconstruction of Southern rates 
on all descriptions of traffic. In those various proceedings and in the 
forms under which they have been and are being conducted, general 
satisfaction thus far has been expressed. The issues in such pro- 
ceedings are deep enough to meet fully the requirements of law, in- 
cluding the Hoch-Smith Resolution, and it would be regarded as un- 
fortunate should it be considered seriously that all the accomplish- 
ments of the past and — in process should be discarded and the 

e done all over again. 

a therefore, tae comehuaion of the Southern Traffic League 
that as to this section of the country Docket No. 17000 should not 
displace or interfere with the orderly development and conduct of 
the separate proceedings affecting this territory above described as 
in process and contemplation; that the Hoch-Smith Resolution may 
properly be viewed as an important incident of the substantive law 
rather than as affecting the normal course of procedure of the 
Commission in administering the law; and that as far as concerns 
17000 there be no change of policy by the Commission as to the 
method heretofore and now being pursued in its review of the work 
of general rate revision in Southern territory which is now well un- 
der way. : 

It is respectfully commended that all pending formal complaints 
and general investigations be made an actual part of the Rate 
Structure investigation, docket 17000, and that this docket number 
as well as the docket number of the specific complaint or investiga- 
tion be made to appear on the reports and orders in each case so 
that such reports and orders will be actually an order in the Rate 
Structure Investigation. This would prevent promiscuous applica- 
tions for the reopening of cases for further investigation under 
Docket 17000. By such a method the Commission could apply the 
principles of the joint resolution of Congress as they present them- 
selves in individual or general cases. 

Attention is especially directed to the fact that there is a strong 
measure of competition between producers and commercial interests 
in different parts of the country and that changes in rates which 
might be made on important commodities from other producing sec- 
tions would compel the necessity for taking into account the interest 
of competing producers in Southern Classification Territory. There- 
fore, it is respectfully requested that the Commission devise a plan 
by which it may give to the Southern Traffic League ample notice of 
any proceeding under Docket 17000 resulting from petitoins or sugges- 
tions or from investigations initiated by the Commission involving 
rates on commodities from such other territories in order that 
Southern interests may be advised as to the proper steps to be 
taken by them in the premises. 


There is set forth in the order of the Commission instituting the 
Rate Structure Investigation the joint resolution of Congress direct- 
ing the investigation and in which the following appears: 


“In making any such change, adjustment, or redistribution the 
Commission shall give due regard, among other factors, to the gen- 
eral and comparative levels in market value of the various classes 
and kinds of commodities as indicated over a reasonable period of 
years to a natural and proper development of the country as a 


> and to the maintenance of an adequate system of transporta- 
on.”’ 


In reference to the above the Commission’s attention is directed 
to the fact that in accordance with the provisions of the Trans- 
portation Act of 1920 you divided the country into several rate mak- 
ing groups, including therein the so-called “Southern Group” and 
that during the past two years the Southern Group of carriers have 
in the aggregate earned an annual rate of return in excess of the 
fair rate of return fixed by you on the tentative valuation of the 
railroad property in the Southern Group plus such net additions that 
have been made subsequent to 1920. 


Moreover attention is directed to the fact that there does not 
now nor has there prevailed for some time in the Southern territory 
any shortage of railway equipment of a serious nature. We, there- 
fore, take the position that an adequate system of transportation 
is being maintained in the Southern territory; that the Southern 
carriers are earning the fair rate of return as provided by the 
Transportation Act and that there is taking place in the South 
under an orderly method of procedure a complete incestigation and 
revision of all rates as comprehensive as that contemplated by the 


joint resolution of Congress and your Rate Structure Investigation 
out of which it grew. - 


It is respectfully submitted that a proper development of the 
country as a whole, and the maintenance of an adequate system of 
transportation, as well as all other provisions of the joint resolution 
of Congress, make it necessary for the Commission to continue the 
existing, rate-making groups, and that the revenue requirements 
of the carriers in each group, be given separate and individual con- 
sideration, based on the conditions existing in each group. 


Finally in view of the fact that the Southern carriers are earn- 
ing something in excess of the fair rate of return any general re- 
vision of the rates in the South should be downward and any re- 


duction in rates on any particular commodity need not be followed 
by compensatory increases on other commodities. 
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Rock Island Statement 


The Chicago, Rock Island & Pacific Railway Company, in a 
separate brief and statement in No. 17000, concurred in the state- 
ment filed heretofore by the western carriers and set forth con- 
siderations applicable to its situation. It said the present rates 
on agricultural products and live stock were not now “the lowest 
possible lawful rates compatible with the maintenance of ade- 
quate transportation service,” but that they were below the low- 
est possible lawful rates if good service was to be maintained 
and the facilities developed to meet the inevitable needs of the 
future. It predicted the western farmer would not stand by 
for long and witness a further reduction of rates with the cur- 
tailment or impairment of the service which necessarily would 
follow. 

The Rock Island submitted statistics showing that in 1924 
of all carload ton miles on the Rock Island: the proportion of 
agricultural products and live stock was 43.51 per cent, and 
that of the total carload revenue agricultural products and live 
stock yielded 42.44 per cent. 

“If anyone thinks that Congress intended to bring about a 
reduction of the rates in western territory on agricultural prod- 
ucts and live stock, we ask him to pause and consider these 
figures and what even a small reduction of the rates on those 
commodities would mean to a carrier like the Rock Island and 
to those who depend upon an adequate railway service, includ- 
ing the host of shippers in the western territory of agricultural 
products and live stock,” it said. “On account of the heavy 
percentage of the total furnished by agricultural products and 
live stock only a slight reduction would mean heavy losses in 
revenue.” 

The Rock Island said it needed more revenue than was now 
earned by it under the present rate structure to maintain its 
credit and provide necessary development of its facilities. It 
contended that it was not the intent of Congress nor the pur- 
pose of the resolution to bring about reductions in rates on 
agricultural products and live stock, the effect of which would 
be to impair service and cause injury, not only to the farmer 
himself, but to the general public as well. It said everyone 
would concede that Congress wishes to give aid to the agricul- 
tural industry, but it said it was not the purpose of Congress 
to appropriate such aid at the expense of the carriers, whose 
needs at the present time required more revenue, and not less 
revenue, if an adequate system of transportation was to be 
maintained. It contended further that it was open to demon- 
stration that a lowering of the rates on agricultural products 
and live stock could not be adequately recouped by advances in 
rates on other commodities. 

The Rock Island argued that the limitation of the resolu- 
tion requiring adequate service forbade reductions of the rates 
on agricultural products and live stock in the western territory. 
It said that the average rate of return of the Rock Island for 
the four years ended December 31, 1924, on the basis of prop- 
erty investment, was 3.72 per cent. 

“Our opinion is that the only sensible way to secure lower 
rates in this country is to allow sufficient earnings, substantially 
more than the present standard of earnings, to permit the car- 
riers to maintain a sound credit whereby the necessary funds 
can be obtained for improvements and betterments which would 
reduce the cost of operation,” the Rock Island said. “Owing to 
inadequate earnings, the credit of a substantial number of the 
carriers in the West is not strong enough at the present time 
to command the necessary capital for such purpose.” 

In conclusion, the Rock Island said: 


Bearing in mind that the resolution wisely makes provision for 
the maintenance of an adequate system of transportation, and know- 
ing as we do that any lowering of the rates on agricultural products 
and live stock will impair the present standard of service, there is 
only one course that can be taken under the resolution. That course 
should follow the line of investigation to determine what rates should 
be advanced; and when it is shown that any class of traffic may 


properly bear an advance authority should be promptl i to 
make the advance effective. f promptly given 


View from Mobile 


The Turner Terminal Company of Mobile, Ala., in a state- 
ment filed in No. 17000, has brought to the attention of the 
Commission the port terminal charges and practices of the car- 
riers, alleging that they are unjust, unreasonable and discrimi- 
natory. As a remedy for the terminal situation complained of 
the company said there should be (1) an absolute separation 
of all road from all terminal charges; (2) the publication of all 
terminal charges upon the basis of the reasonable cost of the 
service performed, and (3) the cancellation of all “absorptions” 
of terminal charges in the “through” or “shipside” rates 


South Dakota Statement 


The Board of Railroad Commissioners of South Dakota has 
filed a general statement in No. 17000 outlining matters affect- 
ing general rate levels in South Dakota and adjacent states in 
which it asserted that the state had for many years labored 
under a severe and unnatural handicap in connection with the 
adjustment of rates on classes and commodities generally. The 
statement discussed the situation with respect to grain rates, 
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hay rates, flaxseed rates, petroleum rates, fuel rates, lumber 
rates and rates on other commodities. It asked that the Com- 
mission give careful consideration to the matters outlined in 
the statement and accord to South Dakota interests the relief 
to which they feel entitled. 


Word from Oregon 


The Umpqua Broccoli Exchange, Inc., of ‘Roseburg, Ore., 
filed a statement bringing to the attention of the Commission 
the rate situation with respect to broccoli, which is produced 
by members of the exchange. 


Western Trunk Line Committee 


J. P. Haynes, chairman of the Shippers’ Steering Commit- 
tee, in Western Trunk Line territory, has written to the Com- 
mission expressing a trust that the Commission, in preparing 
its program in connection with docket No. 17000, will carefully 
consider the nature of the pending negotiations between shippers 
and carriers in Western Trunk Line territory, looking to a con- 
sistent and comprehensive revision of the rates in that territory, 
and avoid, as far as practicable any action that might tend to 
interfere with that work. Mr. Haynes said the Commission was, 
he believed, fully informed, through Director Hardie, of the 
Bureau of Traffic, of the negotiations between the carriers and 
shippers, as a result of which an agreement was reached cover- 
ing a temporary adjustment of rates from Chicago and related 
groups, and from Indiana points, enabling compliance with the 
Commission’s decisions in the so-called Indiana cases, docket 
Nos. 11388 and 13671; also disposing of I. and S. No. 2319 with- 
out formal hearing. 

Mr. Haynes reviewed the outlines of other work that had been 
done by carriers and shippers as a background for a specific 
and urgent request that no investigation be instituted or hear- 
ings assigned in No. 17000 that would tend to conflict with or 
nullify the work which was being undertaken in the co-operative 
way indicated by him in the review. 


Reply to Surcharge Petition 


If the propriety of the so-called Pullman surcharge and the 
reasonableness of the surcharge now collected by the carriers 
require further consideration at the hands of the Commission, 
those questions should be considered in the rate structure inves- 
tigation instituted by the Commission in compliance with the 
Hoch-Smith resolution, counsel for the carriers say in a reply to 
the petition of the International Federation of Commercial Trav- 
elers’ Organizations for an order reducing the surcharge 50 per 
cent. This procedure should be followed, the carriers say, in 
order that, in arriving at a conclusion, due weight may be given 
to all of the elements which Congress has indicated should be 
considered in determining to what extent and in what manner 
the ss rate structures of the carriers should be changed or 
modified. 


Farm Bureau Federation 


C. S. Long, traffic manager, Ohio Farm Bureau Federation, 
acting as representative of the various states and American 
Farm Bureau Federation with regard to the present method of 
assessing freight charges under the mixed live stock rule, has 
filed a statement in No. 17000 alleging that the present method 
of billing mixed shipments of live stock in interstate traffic is 
unreasonable, unjust and discriminatory. Mr. Long said the 
matter was considered at a conference of state farm bureau traf- 
fic men held in the offices of the American Farm Bureau Federa- 
tion at Chicago recently. Under provisions of the existing rule, 
the statement continued, the shipper of mixed carloads of live 
stock was required to pay the highest combination of freight 
charges and maintained that the rule, interstate, should be can- 
celled and the same rule substituted in lieu thereof as now ap- 
plied on similar mixed shipments in Ohio intrastate traffic. The 
Ohio rule, the statement said, provided that shipments of such 
nature should be billed at the highest minimum and the rate for 
that minimum or the actual weight, if greater. The Commission 
was asked to remove the regulations complained of. 


Box Board Association 


The Box Board Association, through John R. Mauff, exec- 
utive vice-president, in a statement filed in No. 17000, said in its 
opinion it was not the intention of the Hoch-Smith resolution to 
add to or to take away any of the powers which the Commission 


— theretofore exercised. Continuing the association said in 
part: 


When we consider the possibilities inherent in a general investi- 
gation of the entire rate structure of the country we are impressed 
with the hopelessness of the task. In our opinion, an investigation 
of this character is so stupendous that if all shippers are allowed 
their day in court—which they are entitled to under the law—then 
it is conceivable that the investigation might reasonably be ex- 
pected to continue over a long period of years. In the meantime, 
conditions prevailing in the several industries would probably change, 
to that when the Tnvestigation was completed the findings of the 
Commission might not be suitable to the changed conditions and the 
very purpose of the joint resolution wuld be subverted. The pros- 
perity of this country is dependent upon the prosperity of all of its 
institutions, and the economic loss incident to unrest and uncer- 
tainty growing out of a broad investigation of all freight rates 
would, in our Judgment, more than offset any advantages that might 
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ultimately be derived therefrom. * * * One of the greatest evils 
inherent in the Hoch-Smith resolution authorizing a general inves- 
tigation of the rate structure is the creation of a feeling of un- 
certainty among shippers as to what they as individuals, associations 
or communities must do under it in order to protect themselves not 
only from the danger of increases in the general level of rates but 
also with respect to the relationship of their rates to those of their 
competitors. * * * The joint resolution assumes that the whole 
rate structure is out of alignment, and the truth of this indictment is 


by no means certain, in spite of all the political capital that has 
been made of it. 


The association said it believed the Commission could deter- 
mine what rate changes should be made, if any, without the 
necessity of creating unrest among all shippers by a wholesale 
investigation of all rates; that a tentative report should be 
issued and that thereafter all interested parties should be given 
an opportunity to be heard. It believed such procedure would 
operate to produce a more settled feeling among the shippers and 
have less serious consequences upon the business of the country 
as a whole. 

American Fruit Growers 


American Fruit Growers, Inc., by E. O. Ramsey, traffic man- 
ager, in a statement in No. 17000, alleged that freight charges 
on cantaloupes from Brawley, Calif., Glendale, Ariz., La Tuna, 
Tex., and Rocky Ford, Col. to various markets throughout the 
United States “are entirely too high and that same should be the 
subject of a special investigation.” It said that freight charges 
absorbed a high percentage of the gross sale, “leaving only a 
very meager net to go back to the growers.” 


Grange Asks Reductions 


The National Grange, in a statement filed by T. C. Atkeson, 
Washington representative, asked for a general revision down- 
ward of all rates on agricultural products. The Grange took 
the position that, without such a revision, agriculture could not 
recover from the depression to which it was subjected. 


Millers’ Federation 


The Millers’ National Federation, in a statement filed in 
No. 17000, said that the Hoch-Smith resolution neither added to 
nor detracted from the powers vested in the Commission by 
the interstate commerce act. 

“There can be little doubt that the real intention of the 
Congress was to afford relief to the agricultural industry of the 
United States in the matter of freight rates, if that could be 
done legally,” the federation said. “Those who are familiar 
with the recent investgations and decisions of the interstate 
Commerce Commission affecting the rates on grain and grain 
products cannot fail to be convinced of the thoroughness with. 
which the Commission has investigated and dealt with the con- 
ditions of the agricultural interests.” 

Referring to the opinion of the Commission in the Western 
Grain Rate Case (91 I C. C. 105), decided July 10, 1924, and 
quoting excerpts therefrom as to a general revision of the rate 
structure, the federation said such expressions led naturally 
to the inference that the intent of Congress in the resolution 
was to put to a test “this idea of a general revision of the rate 
structure,” with the hope that the Commission, having before it 
upon one record all of the rates on all commodities, might 
perhaps then feel justified in making reductions in the 
rates on agricultural products, and on the same record make 
good the deficiency in the carriers’ revenue by means of com- 
pensatory increases in the rates on other commodities. The 
federation said it was not its purpose to discuss the wisdom of 
the resolution nor to express its opinion as to the necessity for 
or practicability of a general investigation of the entire rate 
structure of the United States. It said it filed its brief and 
statement for the purpose of again putting itself on record 
upon the proposition to which it had been committed from the 
date of its organization, namely, that the freight rates on flour 
should be no higher than the rates on wheat. In conclusion the 
federation said: 


Many millions of dollars have been invested in the milling industry 
in the United States, and any change in the rate structure that would 
tend to reduce the rates on wheat without corresponding reductions 
on grain products, including flour and millfeed, would have the effect 
of putting out of business mills now located in the wheat producing 
districts and tend to the establishment of mills in the more thickly 
settled communities of the country, and demoralize the entire milling 
industry by destroying the present inter-market relationship. Lower 
rates on wheat than on flour would also tend to increase the tonnage 
of wheat exported to be milled abroad. This would react disastrously 
against American labor and American industry and destroy large sums 
of invested capital. 

We respectfully urge upon the Commission the importance of bear- 
ing the miller in mind in any attempted readjustment in the rates 
on agricultural products. Remember that the miller is the farmer’s 
best cash customer, the mill his only daily market and that it is for 
the best interest of the farmer that the rates on flour should be no 
higher than the rates on wheat. 


H. B. Whipple of Brooklyn 


H. B. Whipple of Brooklyn, N. Y., in a statement, said that 
the business: of the country, including the great railroad sys- 
tems, should be put on an economical basis, that proper cost 
figures should be obtained, and charges made on a scientific 
plan, so that all might feel confidence in the bases of those 
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charges, and that the railroads might receive an adequate 
return on their investment. 


Warehousemen’s Memorandum 


Stating its conclusion to be that the procedure for rate 
making and rate revision established by rules of the Commis- 
sion under the interstate commerce act remained unchanged by. 
the Hoch-Smith resolution, the American Warehousemen’s Asso- 
ciation, in a memorandum submitted in No. 17000, said it trusted 
the Commission in the investigation would consider, not only 
the factors that had heretofore appeared to be dominating in- 
fluences in rate construction, but also new conditions and new 
methods of distribution that had become important. Continuing, 
the association said: 


The functions of the warehousing industry have become so closely 
allied with those of our transportation system and the service rendered 
is so essential to the expeditious and economical distribution of 
merchandise that the welfare of that industry must be considered to- 
gether with the needs of the carriers. 

In view of the close relationship between the warehousing industry 
and the carriers in the general scheme of distribution, it is important 
that the warehousing function be fitted into the construction of rates, 
as well as in the actual distribution. 

It is well known to the Commission that present rate schedules 
have been made with high regard for the relationship between classes, 
the relationship between commodities and territorial relationship, but 
with little or no regard for cost of service beyond the extent to which 
that factor might be recognized py the class relationship. 

As a result we now have a system of rates consisting of a single 
scale, modified by commodity rates, which applies to both less-than- 
carload and carload traffic and cannot properly recognize the relative 
cost of the two classes of service. 

The warehousing function is largely founded on the movement of 
merchandise in carload quantities to the storage point and the dis- 
tribution to consuming territory in less-than-carload quantities. It 
will be obvious to the Commission that the future development of the 
industry depends largely on the establishment of proper spreads be- 
tween the carload rates and the less-than-carload rates. 

We suggest, therefore, that the Commission extend its investiga- 
tion to include a study of the cost of less-than-carload and carload 
traffic, to the end that the rates charged for each class of service 
may fully reflect the difference in cost. 

The recent suggestion by the carriers in praccically all territories, 
that they be permitted to increase their revenues by substantial ad- 
vances in the first four class rates, is not consistent with the theory 
of making rates in relation to cost. They should be required to justify 
such increases by a disclosure of the cost of the service for which the 
rate is to be charged, and not merely by a showing that total gross 
or net revenues are inadequate. 

Evidence of the intimate relation between the warehouses and the 
carriers is found in railroad practice of providing free storage and 
other terminal service, not included in their rates, at important dis- 
tributing centers. It is proper that the Commission determine to what 
extent the carriers are employing their facilities for the purpose of 
rendering service at non-compensatory rates. Particularly the un- 
loading of pool cars, L. C. L. freight, on which they receive only 
carload rates, and the distribution of mixed carloads. We recom- 
mend that when carriers’ property is found to be employed in render- 
ing service without profit, that the value of such property be deducted 
from the value to be used for rate-making purposes under the Trans- 
portation Act. 

We believe that it would be in keeping with the spirit of the 
Hoch-Smith resolution to extend the storage-in-transit privilege to in- 
clude all food products preserved for future consumption, such as 
canned peas, corn, etc. This arrangement would encourage the move- 
ment of these products to storage points in consuming territories at 
the close of the producing season, at which time cars are plentiful 
and refrigerator equipment not required. The producer would be re- 
lieved of the necessity of selling his products on unfavorable markets 
to meet his financial requirements, as he can secure negotiable receipts 
on his goods stored in transit. 

It is not the purpose of this memorandum to present the subject of 
warehousing in full detail, but merely to suggest lines of investigation 
which we consider pertinent and to assure the Commission of our 
willingness to co-operate in any manner desired. 

We trust that the American Warehousemen’s Association will be 
given an opportunity of explaining to the Commission the functions 
of the warehouse and its relation to transportation. 


The statement was signed by J. Edgar Lee, president, mer- 
chandise division, and W. J. Buchanan, chairman, traffic and 


transportation committee, American Warehousemen’s Associa- 
tion. 


VOLUME OF TRAFFIC 


Freight traffic carried by the railroads in March amounted 
to 35,334,617,000 net ton miles, according to reports for the 


month filed by the carriers with the Bureau of Railway Econom- 
ics, which says: 


This was a decrease of 3 per cent under the same month last 
year and nearly ten per cent under March, 1923. In the eastern dis- 
trict freight traffic in March declined 6.5 per cent under the same 
month last year, but in the southern district there was arm increase of 
2.1 per cent and in the western district an increase of nearly one-half 
of 1 per cent. 

For the first three months this year the volume of freight 
amounted to 105,929,345,000 net ton miles, a decrease of 987,682,000 
net ton miles, or nine-tenths of 1 per cent, under the corresponding 
period last year and 3.3 per cent under the corresponding period in 
1923. While there was a decrease of 2.7 per cent in the freight traffic 
carried by the railroads in the eastern district during the first three 
months this year, compared with the same period last year, there 
was an increase of three-tenths of 1 per cent in the southern district 
and an increase of 1.2 per cent in the western district. 


The daily average movement per freight car in Marcn was 26.4 
miles, a decrease of nine-tenths of a mile compared with March last 
year and a decrease of three-fifths of a mile below the average for 
March, 1923. 


In computing the average movement per day, account is taken 
of all freight cars in service, including cars in transit, cars in process 
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of being loaded and unloaded, cars Leg mee army | or awaiting repair 
and also cars on side tracks for which no load is immediately available. 

The average load per freight car in March was 26.1 tons, half a 
ton less than the average for the same month last year and 1.7 tons 
below the average for the month of March two years ago. 


MARCH OPERATING RESULTS 


The Commission’s official statistics on operating revenues 
and expenses of Class I roads for March, 1925, and 1924, and for 
the three months ended with March, 1925, and 1924, for the 
United States as a whole, follow: 





Item United States 

1925 1924 
Average number of miles operated....... 236,649.85 236,041.27 
cee $ 360,608,295 $ 371,690,307 

Frei h eeeeee eee eee eee eee eee ee ewer eee , , , ’ 
en nal sstaleaststin sae dion ore atlas ucaliale ieacawiaee b 79,572,000 c 87,134,014 
ME, a viceeenswess Sel eae eA AE ANE ER NALS es 8 8,210,684 8,117,982 
TREDPTOES .ccc. Sigl suel ¢ NG Sore: wre sara ai Poets 12,075,477 12,293,283 
BE GEMer WAMEPOTTALION. 50.0 ccc ccecescs 16,132,066 16,227,830 
Incidental ....... Wemaintesenemamatea teaser 9,264,444 9,351,745 
PONE TAGCMIUI—CP.. coc cceccvcccccencscce 836,341 775,949 
SOMME THOT, ic eccicccesicescacces 214,507 219,723 
Railway operating revenues........ 486,484,800 505,371,387 

Expenses: 

Maintenance of way and structures... 61,090,232 59,603,843 
Maintenance of equipment............ 108,846,377 113,306,273 
TD - Focddeevectlecwiees sede 8,379,545 8,053,819 
TVAMMMOPTATION cciccceviccece ‘ 181,012,311 192,201,137 
Miscellaneous operations xs 4,166,399 3,982,953 
SEE, eo aucd ct nee anGickicnewasivnrss-3ee 14,779,835 14,322,769 
Transportation for investment—Cr..... Panos ot poy 

Railway operating expenses......... 377,265,4 ,601, 
Net revenue from railway operations..... 109,219,315 114,769,457 
Railway tax accruals......... abate cr ehcihics .. 28,413,499 27,001,199 
Uncollectible railway revenues......,..... 124,360 164,296 
Railway operating income.......... 80,681,456 87,603,962 
Equipment rents—Dr. balance............ 5,610,031 5,801,982 
Joint facility rent—Dr. balance.......... 1,954,752 1,481,934 
Net railway operating income...... 73,116,673 80,320,046 
Ratio of expenses to revenues (per cent).. 77.55 17.29 


FOR THREE MONTHS 


1925 1924 
Average number of miles operated....... 236,636.69 236,029.02 
a $1,048,009,569 $1,057,902,267 
Freigh Coeereccerecccccccccccecncoeeeeet? ’ , ’ ’ ’ 
Semmtiees aries Snncie ud ae ee NeeeT Oe e 245,802,100 f 262,255,296 
IE Fs ce ieisie diarcletniienbecieiewicseese oom as 23,996,358 23,783,007 
Express ..... Ie ree ern a 32,071,851 34,001,983 
All other transportation..... een dean 46,471,004 45,984,509 
Incidental ....... uiseiniecs seawstaee relies 27,890,994 27,739,744 
SOME TACTHIF—CP. co eccccicccccccouccees 2,628,092 2,889,964 
Re ee ear 633,057 642,003 
Railway operating revenues........ 1,426,236,911 1,453,914,767 
Expenses: 
Maintenance of way and structures... 172,985,012 169,373,334 
Maintenance of equipment............. 318,690,736 330,643,533 
ES 8G ACsws pigteniewe ee ek kere ‘sie 25,120,631 24,069,420 
Transportation .....ccccccccccccccccces 546,509,000 574,838,435 
Miscellaneous operations ............. ‘i 12,572,928 12,098,180 
oo RR Re ae Ar er en 43,136,737 42,402,986 
Transportation for investment—Cr.... 2,461,314 2,749,850 
Railway operating expenses........ 1,116,553,730 1,150,676,038 
Net revenue from railway operations..... 309,683,181 303,238,729 
Ratiway CX ACOTURIB. .... <scccccceccccesee 82,650,877 78,310,380 
Uncollectibla railway revenues........... 395,562 534,079 
Railway operating income.......... 226,636,742 224,394,270 
Equipment rents—Dr. balance....... .... 17,569,848 16,484,697 
Joint facility rent—Dr. balance........... 5,185,124 4,561,046 
Net railway operating income...... 203,881,770 203,348,527 
Ratio of expenses to revenues (per cent).. 78.29 79.14 


b Includes $3,115,825 sleeping and parlor car surcharge. 
c Includes $3,013,865 sleeping and parlor car surcharge. 
e Includes $8,817,496 sleeping and parlor car surcharge. 
f Includes $8,381,491 sleeping and parlor car surcharge. 





COAL PRODUCTION AND SHIPMENTS 


Preliminary estimates indicate that the total output of soft 
coal in the week ended May 2 was 7,964,000 net tons, a decrease 
of 65,000 tons, says the Geological Survey in its weekly coal 
report. Anthracite production for the same week is estimated at 
1,984,000 net tons. Shipments through Hampton Roads and via 
the Lakes were reported as follows: 


Tidewater business at Hampton Roads recovered in the week 
ended May 2, when a total of 369,859 net tons were dumped into ves- 
sels. Compared with the preceding week, this was an increase of 
107,764 tons, or 41 per cent. The chief factors contributing to the 
improvement were increases of 32,793 tons and 66,648 tons, respectively, 
in cargoes consigned to New England and exports. Cumulative dump- 
ings during 1925 to May 2 totaled 6,796,336 tons. In comparison with 
the record of the corresponding period of the two preceding years this 
was an increase of about three-quarters of a million tons. 

The Lake movement of bituminous coal improved slightly in the 
week ended May 3. —- to reports from the Ore and Coal Ex- 
change, 685,680 net tons were dumped at the lower Lake Erie ports, as 
against 631,587 tons in the preceding week. Of the total dumpings, 
642,310 tons were cargo coal and 43,370 tons were vessel fuel. In the 
corresponding week of 1924, 531,614 tons were handled. The total 
dumpings during the season to date stand at 2,078,493 tons, a figure 
well in excess of that for the corresponding period of recent years. 

Shipments of anthracite up the Lakes declined to 75,758 tons in 
the week ended May 3, a decrease of 9,246 tons. On a tonnage basis, 
the decline was shared about equally between the two dumping ports. 
The movement during the early part of this season has been unusually 
heavy and the cumulative shipments to date stand at 542,966 tons. 
This was more than double the records for 1924 and 1923. 
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BIG ROAD FIGURES 


‘Class I roads having annual operating revenues above 
$25,000,000 had an aggregate net railway operating income of 
$62,068,660 in March as compared with $69,598,457 in March, 1924, 
and an aggregate net of $172,418,860 for the three months ended 
with March as compared with $175,155,740 for the same period of 
1924, according to statistics compiled by the Bureau of Statistics 


of the Commission from reports of large steam Class I roads. 


The detailed figures for each road on operating revenues, 
operating expenses, net railway operating income, and operating 
ratio, for March, 1925 and 1924, follow: 


Net 


Oper- 
railway ating 


% 


77.6 
77.1 


86.2 
87.4 


75.6 
75.5 


82.4 
83.7 


73.1 
76.4 


71.6 
67.2 


76.0 
76.2 


68.7 
71.8 


77.6 
73.1 


79.2 
71.9 


77.2 
76.4 
79.3 
79.7 


76.9 
79.4 


90.2 
92.1 


74.8 
73.1 


70.3 
64.7 


86.1 
85.0 


84.2 
80.2 


79.2 
78.4 


Operating Operating operating ratio 
revenues expenses income 
Total—Roads reported: 
1925 $ 411,037,007 $319,064,676 $ 62,068,660 
1924 428,228,424 330,261,583 69,598,457 
New England Region: 
Boston & Maine— 
1925 6,508,769 5,314,517 744,480 
1924 6,862,176 5,531,940 855,569 
New York, New Haven & Hartford— 
1925 10,569,799 7,944,718 1,792,566 
1924 10,955,468 8,282,884 1,903,145 
Great Lakes Region: 
Delaware & Hudson— 
1925 3,639,132 3,136,156 399,751 
1924 3,933,558 3,436,131 415,284 
Delaware, Lackawanna & Western System— 
1925 7,204,383 5,449,143 1,175,649 
1924 7,402,060 5,591,943 1,354,157 
Erie (including Chicago & Erie)— 
1925 9,834,605 8,106,517 1,225,745 
1924 10,404,032 8,709,487 1,234,502 
Lehigh Valley— 
1925 6,625,860 4,846,018 1,304,489 
q 1924 6,723,528 5,138,437 1,264,425 
Michigan Central— 
1925 7,382,858 5,285,268 1,728,447 
1924 8,144,010 5,472,620 2,038,991 
New York Central (including Boston & Albany)— 
1925 30,325,243 23,046,031 4,772,741 
1924 33,003,992 25,154,034 5,803,222 
New York, Chicago & St. Louis— 
1925 4,604,142 3,162,306 1,084,254 
1924 4,904,579 3,519,830 1,019,342 
Pere Marquette— 
1925 3,168,055 2,457,875 491,479 
: 1924 3,849,961 2,815,233 694,862 
Pittsburgh & Lake Erie— 
1925 2,867,594 2,270,512 770,216 
1924 3,119,586 2,241,319 1,039,234 
Wabash— 
1925 5,596,112 4,322,978 772,693 
1924 5,735,547 4,380,224 781,831 
Central Eastern Region: 
Baltimore & Ohio— 
1925 18,793,465 14,894,794 2,731,915 
1924 19,675,976 15,690,265 2,911,618 
Central of New Jersey— 
1925 4,593,635 3,532,078 596,777 
, 1924 4,759,594 3,781,642 572,027 
Chicago & Eastern Ilinois— 
1925 2,080,880 1,876,806 532 
1924 2,232,089 2,055,487 42,033 
Cleveland, Cincinnati, Chicago & St. Louis— 
1925 7,111,924 5,319,159 1,358,188 
— z 1924 7,662,376 5,601,117 1,446,757 
Elgin, Joliet & Eastern— 
1925 2,325,621 1,634,907 372,333 
1924 2,233,755 1,446,096 488,708 
Long Island— : 
1925 2,627,977 2,262,056 230,712 
1924 2,580,588 2,192,209 223,009 
Pennsylvania— 
1925 52,522,631 44,243,185 4,813,475 
1924 55,890,283 44,798,065 7,168,588 
Reading— 
; 1925 7,537,578 5,968,770 1,314,848 
1924 8,089,155 6,343,744 1,527,943 
Pocahontas Region: 
Chesapeake & Ohio— 
1925 8,848,938 6,848,537 1,712,928 
1924 2,911,765 6,869,997 1,770,597 
Norfolk & Western— 
1925 7,846,360 5,542,179 1,860,685 
1924 8,708,113 6,539,676 1,836,546 
Southern Region: 
Atlantic Coast Line— 
1925 9,455,543 5,536,405 3,077,742 
1924 8,282,213 5,413,512 2,249,101 
Central of Georgia— 
1925 2,679,919 1,905,585 551,092 
1924 2,498,371 1,796,627 525,580 
Iilinois Central— 
1925 12,332,615 9,270,008 2,104,395 
1924 12,969,659 9,609,039 2,609,659 
Louisville & Nashville— 
1925 11,243,633 8,852,810 1,865,328 
_ 1924 12,037,515 9,798,938 1,852,261 
Seaboard Air Line— ; 
1925 5,688,049 3,926,618 1,274,484 
1924 5,220,190 3,778,713 1,111,187 
Southern— 
1925 12,604,504 8,741,023 3,012,902 
1924 12,249,204 8,975,636 2,373,080 
Yazoo & Mississippi Valley— 
1925 1,917,073 1,379,074 371,693 
1924 1,746,611 1,344,396 269,409 
Northwestern Region: 
Chicago & North Western— 
1925 10,871,904 9,269,766 670,303 
1924 12,352,051 9,776,665 1,607,942 


Operating 
revenues expenses 
Chicago, Milwaukee & St. Paul— 
1925 12,152,162 10,191,171 
1924 13,117,750 10,461,168 
Chicago, St. Paul, Minneapolis & Omaha— 
1925 2,104,656 1,730,092 
1924 2, 461, 833 1,821,986 
Great Northern— 
1925 7,179,078 5,627,855 
1924 7,540,184 6,100,001 
Minneapolis, St. Paul & Sault Ste. Marie— 
1925 3,514,535 2,842,902 
1924 3,563,999 3,024,132 
Northern Pacific— 
1925 7,017,433 5,746,489 
1924 7,420,609 5,861,584 
Oregon-Washington R. R. & Navigation Co.— 
1925 2,130,636 1,841,879 
1924 2,398,424 1,924,650 
Central Western Region: 
Atchison, Topeka & Santa Fe— 
1925 14,602,756 11,591,397 
1924 14,657,342 11,542,331 
Chicago & Alton— 
1925 2,382,299 1,894,386 
1924 2,522,326 1,805,072 
Chicago, Burlington & Quincy— 
1925 12,129,252 9,138,996 
1924 13, 288,233 9,360,849 
Chicago, Rock Island & Pacific— 
1925 9,728,064 8,053,917 
1924 9,995,394 7,978,042 
Denver & Rio Grande Western— 
1925 2,317,032 1,797,364 
1924 2,354,266 1,923,187 
Oregon Short Line— 
1925 2,459,727 2,000,001 
1924 2,989,401 2,181,353 
Southern Pacific (Pacific System)— 
1925 16,818,164 12,562,202 
1924 17,136,702 13,019,750 
Union Pacific— 
1925 7,548,869 5,181,423 
1924 8,426,342 5,641,989 
Southwestern Region: 
Galveston, Harrisburg & San Antonio— 
1925 2,015,212 1,620,213 
1924 2,096,151 1,747,482 
Gulf, Colorado & Santa Fe— 
1925 2,406,382 2,008,140 
1924 1,904,304 1,892,853 
Missouri-Kansas-Texas— 
1925 2,736,164 1,770,192 
1924 2,643,916 1,737,199 
Missouri-Kansas-Texas of Texas— 
1925 1,851,057 1,329,917 
1924 1,475,744 1,237,460 
Missouri Pacific— 
1925 10,712,493 8,571,881 
1924 9,709,442 7,925,681 
St. Louis-San Francisco— 
1925 7,026,060 5,001,082 
1924 6,764,603 4,885,783 
Texas & Pacific— 
1925 2,796,175 2,217,378 
1924 2,623,454 2,103,125 
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Net 


Oper- 


railway ating 


income 


801,983 
1,466,951 


204,191 
416,797 


859,641 
925,341 


328,468 
217,134 


979,283 
1,310,556 


39,363 
217,294 
1,857,890 
2,256,241 


250,630 
522,456 


1,866,346 
2,731,868 


826,003 
1,164,168 


424,131 
348,426 


183,419 
493,474 


2,750,051 
2,588,505 


1,688,560 
2,070,538 


340,974 
220,497 


177,266 
119,766 


769,399 
798,951 


242,474 
13,149 


1,231,769 
1,113,798 


1,663,474 
1,529,924 


400,503 
321,582 


Operating operating ratio 


% 


83.9 
19.7 


82.2 
74.0 


78.4 
80.9 


80.9 
84.9 


81.9 
79.0 


86.4 
80.2 
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80.4 
83.4 


83.5 
99.4 


64.7 
65.7 


71.8 
83.9 


80.0 
81.6 


71.2 


72.2 


79.3 
80.2 


The same figures for the three months ended with March, 


1925 and 1924, follow: 
Total—Roads reported: _— 


: 1924 


1,231,316,158 
New England Region: 


Boston & Maine— 


1925 19,000,993 15,870,208 

1924 19,479,750 16,582,330 
New York, New Haven & Hartford— 

1925 30,516,991 23,143,743 

1924 30,666,742 24,142,124 

Great Lakes Region: 

Delaware & Hudson— 

1925 10,985,237 9,350,994 

1924 11,151,053 10,005,784 
Delaware, Lackawanna & Western System— 

1925 20,770,507 16,149,169 

1924 21,164,377 16,620,443 
Erie (including Chicago & Erie)— 

1925 27,519,326 23,774,183 

1924 29,814,774 24,845,624 
Lehigh Valley— 

1925 18,198,409 14,471,800 

1924 18,534,379 15,357,195 
Michigan Central— : 

1925 21,002,585 15,102,448 

1924 22,796,829 16,084,779 
New York Central (including Boston & Albany)— 

1925 88,117,778 69,212,995 

1924 92,708,759 72,167,399 
New York, Chicago & St. Louis— 

1925 13,336,935 9,742,891 

1924 13,895,024 10,557,424 
Pere Marquette— 

1925 9,341,032 7,207,688 

1924 10,479,692 8,091,893 
Pittsburgh & Lake Erie— 

1925 8,639,899 6,767,782 

1924 9,168,146 7,031,834 
Wabash— 

1925 16,129,067 12,630,173 

1924 16,214,067 12,855,761 

Central Eastern Region: 

Baltimore & Ohio— 

1925 53,980,997 44,007,955 

1924 56,623,704 46,901,605 
Central of New Jersey— 

1925 13,257,548 10,264,755 

1924 13,263,448 11,494,368 


$1,203,968,172 $944,358,213 $172,418,860 
973,703,786 175,155,740 


1,722,349 
1,503,568 


4,816,769 
4,239,953 
1,387,243 

944,501 


2,996,643 
3,218,638 


2,064,334 
3,542,875 


2,411,488 
2,222,356 


4,729,362 
5,085,298 


12,350,739 
14,259,606 


2,582,351 
2,197,665 


1,600,785 
1,542,954 


2,507,489 
2,670,170 


1,965,896 
1,733,556 
6,540,474 
6,407,179 


1,618,023 
420,358 


85.1 
89.7 


77.8 
78.5 


86.4 
83.3 


79.5 
82.9 


71.9 
70.6 


78.5 
77.8 


73.1 
76.0 
77.2 
77.2 


78.3 
76.7 


78.3 
79.3 
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Chicago & Eastern Illinois— 
1925 6,450,390 5,684,762 


1924 7,203,904 6,301,711 
Cleveland, Cincinnati, Chicago & St. Louis— 


1925 21,787,640 16,083,426 

1924 22,184,923 17,118,150 
Elgin, Joliet & Eastern— 

1925 6,794,017 4,525,971 

1924 6,382,476 4,456,660 
Long Island— 

1925 7,445,487 6,588,640 

1924 7,163,203 6,319,895 


Pennsylvania— 


1925 155,648,580 131,637,844 
1924 159,335,823 130,593,404 


Reading— 
1925 22,718,369 17,329,097 
1924 23,510,838 18,587,794 
Pocahontas Region: 
Chesapeake & Ohio— 
1925 26,639,007 20,478,892 
1924 25,576,387 19,728,250 
Norfolk & Western— 
1925 23,908,618 16,448,170 
1924 23,840,351 18,893,481 
Southern Region: 
Atlantic Coast Line— 
1925 25,322,018 15,959,346 
1924 23,859,884 15,600,275 
Central of Georgia— 
1925 7,204,285 5,582,405 
1924 6,839,428 5,216,115 
Illinois Central— 
1925 37,038,317 28,043,388 
1924 39,391,414 29,524,381 
Louisville & Nashville— 
1925 34,231,002 26,941,132 
1924 34,165,655 28,574,611 
Seaboard Air Line— a 
1925 15,441,471 11,661,038 
1924 14,798,887 11,142,823 
Southern— 
1925 35,595,766 25,783,166 
1924 35,004,748 26,467,869 
Yazoo & Mississippi Valley— 
1925 5,711,705 4,039,275 
1924 5,251,418 3,908,718 
Northwestern Region: 
Chicago & North Western— 
1925 32,633,329 27,547,807 
1924 35,873,787 29,312,073 
Chicago, Milwaukee & St. Paul— 
1925 36,671,695 30,019,929 
1924 38,445,499 31,465,093 


Chicago, St. Paul, Minneapolis & Omaha— 


1925 6,587,001 5,160,737 

1924 7,022,750 5,584,720 
Great Northern— 

1925 21,085,902 16,632,292 

1924 21,133,586 17,368,519 


Minneapolis, St. Paul & Sault Ste. Marie— 


1925 10,346,307 8,534,103 

1924 10,033,626 8,804,277 
Northern Pacific— 

1925 20,408,977 16,803,936 

1924 21,291,196 17,033,195 


Oregon-Washington R. R. & Navigation Co.— 


1925 6,116,753 5,250,627 
1924 7,096,824 5,453,523 
Central Western Region: 
Atchison, Topeka & Santa Fe— 
1925 43,793,160 32,597,056 
1924 43,569,739 34,057,888 
Chicago & Alton— 
1925 7,261,781 5,726,004 
1924 7,554,287 5,865,441 
Chicago, Burlington & Quincy— 
1925 36,959,664 28,746,897 
1924 39,547,355 29,923,217 
Chicago, Rock Island & Pacific— 
1925 29,106,233 23,450,963 
1924 29,048,920 23,203,309 
Denver & Rio Grande Western— 
1925 7,246,574 5,878,505 
1924 7,179,557 6,007,078 
Oregon Short Line— 
1925 7,459,324 5,637,933 
1924 8,525,934 6,275,174 
Southern Pacific (Pacific System)— 
1925 45,820,749 36,139,970 
1924 48,619,704 37,634,093 
Union Pacific— 
1925 21,905,747 15,547,023 
1924 24,572,004 16,648,066 
Southwestern Region: 
Galveston, Harrisburg & San Antonio— 
1925 5,774,751 4,647,284 
1924 6,129,874 5,267,868 
Gulf, Colorado & Santa Fe— 
1925 7,231,994 5,572,967 
1924 6,099,087 5,468,889 
Missouri-Kansas-Texas— 
1925 8,265,644 5,359,487 
1924 7,843,192 5,444,043 
Missouri-Kansas-Texas of Texas— 
1925 5,642,973 4,191,831 
Operating Operating 
revenues expenses 
1924 4,732,472 3,719,409 
Missouri Pacific— 
1925 31,777,896 25,347,983 
1924 28,625,277 23,528,624 
St. Louis-San Francisco— 
1925 20,900,162 14,696,858 
1924 19,922,998 14,370,384 
Texas & Pacific— 
1925 8,237,580 6,384,685 
1924 7,978,407 6,096,203 
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260,937 
492,164 


4,149,466 
3,245,615 


1,307,257 
1,077,845 


576,037 
536,448 


14,719,049 
18,798,503 


4,531,992 
4,240,464 
5,265,772 
5,070,103 


6,295,655 
3,790,115 


7,300,381 
6,054,491 


1,196,805 

959,993 
1,993,942 
3,513,163 


3,211,798 
3,467,486 


853,612 
829,803 


2,416,045 
2,145,709 


720,912 
388,971 


2,599,640 
3,286,747 


139,559 
906,461 
7,440,052 
6,785,127 


819,769 
1,105,749 


5,031,593 
6,230,131 


2,961,761 
3,109,336 


992,931 
831,803 


1,008,156 
1,288,651 


5,555,728 
6,648,796 


4,382,049 
5,820,412 
761,868 
520,762 


1,008,394 
142,983 


2,356,000 
2,068,382 


629,588 


88.1 
87.5 


73.8 
17.2 


66.6 
69.8 


88.5 
88.2 


84.6 
82.0 


76.3 
79.1 


63.0 
65.4 


77.5 
76.2 


75.7 
75.0 


78.7 
83.6 


75.5 
75.3 


72.4 
75.6 


70.7 
74.4 
84.4 
81.7 


81.9 
81.8 


78.3 
79.5 


78.9 
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319,788 


3,602,296 
3,069,331 
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4,545,165 
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CAPITALIZATION AND INCOME 


The Commission this week issued a preliminary statement 
of capitalization and income of Class I railroads, exclusive of 
lessor companies, for the year ended December 31, 1924. It was 
explained that the statement was the first issue of a compilation 
of special reports containing selected items of capitalization and 
income and that the final report was not received until March 13. 
The Commission said the publication was primarily for the pur- 
pose of furnishing figures of certain income and balance sheet 
items frequently called for and not appearing in the monthly 
reports of revenues and expenses. The statement covers all 
Class I roads as a whole, by districts, and by individual lines. 
The statistics fo rthe Class I roads, not including switching and 
terminal companies, as a whole follow: 


Item United States 
1 Miles of road owned (single track)..............ee6. 185,100.79 
2 Average miles of road operated®......ccccccccccccce 234,268.83 
DD I I oni rare sare: dal arere-are. t= ol eiiroinse-acorbig a Rana $5,849,918,503 
i IE SRI ahs oh ras: 1.5 OW a ahd Wibid oe obra. 9 sreverere aie: daceeateieue 1,743,068,531 
5 SDE PE A re 7,592,987,034 
C Dees GORE GRUOTOE. i veces se cece ctbscsrsee eos 10,708,526,147 
ee ee 407,097,848 
8 Ey, IIE, IN ais. 6-6. s-6:0r<.0:0. 9: sO bree: are mem erate 11,115,623,995 
ee ee ee eee re 18,708,611,029 
10 Hatiway GperAtinE TOVGRUCS. ..... ccccccdectivesevcns 5,908,010,370 
TE "TOGRl TIAIRCOMAMOS GUPETBOD.. 2.0... 0 ccvicciccwecsecvcsees 2,048,128,153 
12° RAUMWEY OPETating CRPCNSSS......ccccccccrevcscccccede 4,498,312,146 
me EO ee Ser ee ee 339,293,197 


R44 BREE GHGERTIRE TWICOTIG . 06 vcccieccvcceccecccocveves 
15 Equipment and joint facility rents 
16 Net railway operating income 
Ee a See oe er ere 
18 Total income 


1,068,094,524 
d 96,593,782 
971,500,742 
263,902,437 
1,235,403,179 


er ey 


ee 


ee ee 


19 Rent for leased roads 


lala vik waima Werke ki gees senatneaeee 141,150,548 
ee I te I Eo oi g cide c icc sins oe dbibiceeion Me 498,549,150 
ee Se Ee. ere 11,596,517 
22 TORRE SEMPOSE DOCTUOE 6 6.65.6. 0c:cc cc ccvesceweewiee 510,145,667 
ee PUN I is 5's. Kb os wre ates. o 0.4.05, 6lee sb alearearemed 22,304,497 
24 RE SEINE or .0;35:0) caahalare-oelwa:eie:sic-a/oreelw ks eid:e aes ac 673,600,712 
Be TRS, - SNIN arcHidte aise os oslo bliedis- aches wadibeict® j40eues 561,802,467 
26 Dividend appropriation of income and surplus........ 310,221,064 
37 Total appropriations Of INCOME. ......cccccccccccccces 220,037,190 


28 Income balance transferred to profit and loss 


341,765,277 


Ratios of Items 
Per cent of Grand Total Capitalization: (Item 9) 
CE CGE CS OD. OY) ein scie sci ro'ecs.0 00:2 dvsesinnenanecisis 
SEOOe GO CE 10 Daiiccvcdecccccteswesssces 
EOURL GCRDUAL BICC (6 10. 9) ioc. dokcecdse ect ccveeweene 
Funded debt unmatured (6 fo 9) 
Other long-term debt (7 to 9) 
feeems TOME <tOrm GENt (8. 10 O)is sicicc.ccsnccccdaveecsses 
Per cent of Railway Operating Revenues: (Item 10) 
Total maintenance expenses (11 to 10).............. 
12 Railway operating expenses (12 to 10) 
13 Ratiway tax aceruala (1S to 10)s....ccccvcwcewscesoe 
Railway operating income (14 to 10)............... 
15 Equipment and joint facility rents (15 to 10) 
16 Net raliway operating income (16 to 10) 
Per cent of Total Income: (Item 18) 
EF CBE, SeUOONGS CEE OO) TO oad insicvecsc cotiovecscvnesios 
16 Net railway operaeing income (16 to 10) 
20 Interest on funded debt (20 to 18)...........ceeeees 
21 Interest on unfunded debt (21 to 18) 
22 Total interest accrued (22 to 18) 
23 Other deductions (23 to 18) 
24 Total deductions (24 to 18) 
ae eR BE ee ee 
Per cent of Net Income: (Item 25) 
27 Total appropriations of income (27 to 25).......... 
28 ~~ transferred to profit and loss (28 
Me DIED 0 accel aWanre'e oases blew lew eeealanaie Parele sve we sararaca 60.8 
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*Including trackage rights. d—Deficit or other reverse item. 


ESTIMATE OF 1925 LOADINGS 


Total revenue freight for 1925 will approximate 50,494,570 
cars, according to an estimate submitted, May 15, by the car 
service division of the A. R. A. at the regular spring meeting 
of the association at Chicago. This would be an increase of 
about 682,450 cars, or 1.4 per cent, over 1923, when more cars 
were loaded than in any other previous year, and would exceed 
1924 by about 1,976,350. 

The car service division said the estimate was based on its 
best judgment and on reports received from commodity com- 
mittees of the various regional advisory boards. It said that, in 
preparing the estimate, it assumed that revenue freight loading 
in June and July this year would be less than in 1923, on the 
theory that continued adequate transportation has resulted in 
business organizations carrying smaller stocks in advance of 
actual necessities than has been the custom in former years. 
This tendency, it said, would cause heavier loading in the fall 
months to meet the demands of that period and cause a new 
high peak in the volume of freight in September and October, 
which could be obviated to some extent by earlier shipments in 


anticipation of fall needs. The statement continues, in part, as 
follows: 


While it may be that we are overly optimistic as to the volume 
of traffic that will be handled during 1925, nevertheless we cannot 
see any substantial grounds to support statements we hear occa- 
sionally about a decline in business which would justify us making 
any change in our estimate. 

Carloading figures, with the exception of coal, show an increase 
over the previous two years. For the first three months this year there 
was an increase in miscellaneous loading, which includes manu- 
factured products other than lumber. There was also an increase 
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May 16, 1925 


in less than carload lot loadings, due in part to receivers of freight 
recognizing that it is unnecessary to accumulate stocks and that 
adequate transportation service, to which they have become accus- 
tomed during the past three years, gives them the advantage of 
having to carry only what is necessary and letting the manufacturer 
carry the balance of what they formerly carried in stock. . 
however, does not indicate any decrease in business, but does, in 
effect, indicate a more even flow of traffic. 

Lumber loading shows no decrease and there apparently is very 
little, if any, lessened building activity. No strikes in the building 
trades of any moment are being reported. There was a decrease in 
coal production during the first three months of 1925 compared 
with 1923, that decrease amounting to 10.7 per cent. There also was 
a decrease of 8.8 per cent compared with 1924. 

The lake coal movement so far shows an increase of 372,240 tons 
over the previous year and our estimate of the total loading for the 
year is made with the idea that there will be bo a nee J 27,000,- 
000 tons ef coal transshipped to upper lake points during the year, 
and that the total coal production in 1925 will be approximately 480,- 
pag A tons, considerably less than in 1923, but about the same as 
in s 

It is impossible to figure very much on the crop movement at 
this date except in a general way, but conditions up to date appar- 
ently do not suffer by comparison with one year ago, except in Okla- 
homa and Texas, where there has been some shortage in rainfall. 
In the elevators at Atlantic and guif ports. on April 15 there were 
16,163 cars of grain, an increase of 10,275 cars, or 174 per cent, over 
the same period last year. In elevators at other than Atlantic and 
gulf ports, as of April 15, there were 100,458 cars of grain, an in- 
crease of 1,947 cars over the same period the previous year. 

In order to keep pace with the industrial development of the 
nation, the railroads from January 1, 1923, to April 1, 1925, placed in 
service 398,442 freight cars, of which 44,153 were installed during 
the first three months this year. On April 1 freight cars on order 
totaled 46,126. With the installation of the new cars, the railroads 
have been able to retire much obsolete equipment, with the result 
that the average carrying capacity of freight cars on April 1, this 
year, was 44.5 tons, compared with 43.8 tons in 1924 and 43.1 tons in 
1923. 

The railroads also placed in service during the first three months 
this year 430 locomotives, which made a total of 6,713 installed since 
January 1, 1923. Locomotives on order on April 1 totaled 315. 

The average tractive power of locomotives on April 1, 1925, was 
40,048 pounds, an increase of 1.5 per cent over that for April i last 
year and an increase of 7.0 per cent over two years ago. 

Despite the fact that loading of revenue freight for the first 
eighteen weeks this year has been the heaviest in history for that 
season of the year, the number of surplus freight cars in good repair 
and immediately available for use has been considerably greater than 
it has ever been before in previous years, there having been on 
April 30, this year, 337,181 surplus cars, an increase of 7,692 cars over 


the same date last year and an increase of 323,625 cars over the 
same date in 1923. 


As to the condition of equipment, the report showed that 
the railroads on April 15 had 12,066 locomotives in need of re- 
pair, 18.8 per cent of the number on line, but a smaller number 
than they had on the same date both in 1924 and 1923. The 
number of freight cars in need of repair on April 15 this year 
totaled 190,165, or 8.2 per cent of the number on line, an increase 
of more than 13,000, compared with the same date last year, but 
a decrease of nearly 24,000 under the same date in 1923. 

The American Railway Association at its meeting reviewed 
the general situation and expressed confidence in the ability of 
the railroads of this country to provide adequate transportation 
during 1925 in order to meet increased traffic demands. 


Capital Expenditures 


Class I carriers will make capital expenditures amounting 
to $750,000,000 in 1925 for new equipment and other capital im- 
provements, according to the report of the Bureau of Railway 
Economics at the meeting, May 15. The estimate is based on 
preliminary returns from practically all the class I roads 
throughout the country. Of the $750,000,000, about $410,000,000 
represents the amount of authorizations made in 1924, but not 
spent when the year ended, and carried over into 1925. 

In the first three months in 1925, authorized capital expendi- 
tures for additions and‘improvements to railway property of 
class I carriers amounted to approximately $62,322,000, including 
carryover from 1924. Of that amount, $157,469,000 was actually 
expended during the first quarter this year, leaving more than 
$504,850,000 to be pent. 

The bureau also reported that the capital expenditures of 
class I réads in 1924 amounted to $874,743,000, compared with 
$1,059,149,000 in 1923 and $429,273,000 in 1922. Capital expendi- 
tures for equipment alone in 1924 amounted to $493,608,460, of 
which $102,456,404 was for locomotives, $318,570,822 for freight 
cars, and $53,133,583 for passenger cars. Equipment expendi- 
tures in 1923 totaled $681,7238,991. 

Class I railroads in the last year also expended $381,134,768 
for capital improvements. to roadway and structures, an increase 
of $3,709,338 over the amount expended for similar purposes in 
1923. Of the total spent in 1924, $116,725,143 was for additional 
track, an increase of $7,979,898, compared with the year before, 
while for heavier rail, $32,037,872 was spent, $4,171,480 more than 
the year before. The report of the bureau, in part, is as follows: 


As a result of the large amounts of capital expended during 
recent years, together with the increased effectiveness of railway 
operation, the railroads of this country in 1924 were operated with 
the greatest efficiency and economy on record. It cost $386,000,000, or 
nearly 8 per cent, less to operate the railroads in 1924 than it aid in 
1923, although there was a reduction of only 5% per cent in freight 
traffic. Operating expenses in 1924 amounted to $4,509,000,000, a 
reduction of $1,319,000,000 compared with 1920. The larger part of 
these decreases in operating costs resulted from greater ciency and 
economy of operation and were also made possible by the investment 
of large amounts of new capital. 
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Considerable saving resulted from greater efficiency in the use of 
fuel consumed by the railroads. In the freight service, the number 
of pounds of fuel consumed per thousand gross ton miles was 170 
pounds in 1924, which was a reduction of nearly 14 per cent com- 

ared with 1920 and 7 per cent compared with 1923. Based on: the 
reight traffic actually handled in 1924 and the prevailing fuel price in 
that year, the actual economy in fuel consumption in 1924, growing 
solely out of increased efficiency in use, compared with 1920, was 
12,878,568 tons, while the money saving was $39,022,000. 

Another measure of railway efficiency and economy is the cost 
per unit of selected train service costs. These costs have declined 
progressively since 1920, with the result that the saving in freight 
service costs alone in 1924, compared with 1923, was equivalent, on 
the basis of the freight traffic handled in 1924, to $124,016,000. The 
saving in the passenger service in 1924 was $40,387,000. 

Since 1920 payments on loss and damage claims made by the 
railroads to the shippers have been cut more than half. For 1924 
alone they amounted to $41,381,000, a decrease compared with 1920 
of $78,452,127. 

A very large part of the benefits resulting from increased econo- 
mies in operation have been passed along to the public in the shape 
of reduced freight rates, there having been an aggregate reduction of 
$1,611,000,000 in freight charges during the years 1922, 1923 and 1924. 
This is the amount which shippers would have paid for transportation 
service in those years over and above what they did pay had the 
rates remained at the peak of 1921. In 1924 alone the saving to the 
shipping public due to the reduced rates amounted to $618,000,000 
compared with 1921. 

The railroads have been supplying adequate transportation serv- 
ice to the commerce of the United States. For this adequate service 
the compensation of the carriers has been and continues to be far 
from adequate. The following rates of return have been earned 





since 1921: 
Actual Rate Earned on 
Property “Tentative 
Investment, **‘Valuation,” 
Period, Per Cent. Per Cent. 
I ns sb nics ain-¢:4:5.9 one c.ieis WAM sa 2.92 3.33 
EE Goes ce caw o-oo bo ee Oiceee aes 3.61 4.14 
I EN a6 Wins eas is SSW s60 4S SNSSS 4.48 5.22 
Wee; WIR hi eiew es nh 6 66 ocd aie cacsiciis 4.33 5.00 


For the first three months in 1925 the rates of return on property 
investment was 4.48 per cent, dompared with 4.61 per cent during the 
corresponding period last year. On the basis of tentative valuation, 
it was at the rate of 5.21 per cent during the first quarter this year, 
compared with 5.33 per cent last year. 

These returns are shown on the basis of the property investment 
of the carriers, which is the book value of their road and equipment, 
together with working capital and supplies and cash also on the 
basis of the “tentative valuation” of railway property fixed by the 
Interstate Commerce Commission as of the end of 1919, plus net 
additions from that date. The Commission’s valuation is tentative 
and the carriers do not agree that it represents the true value of 
railway property devoted to the public service. Such valuation can- 
not be determined until the physical value is finally completed in 
accodance with the act of Congress. 

The actual returns of the carriers by neither method have equalled 
the ‘‘fair return” as fixed by the Interstate Commerce Commission 
at 5% per cent. The actual earnings since 1921 on the “tentative 
valuation” basis represent an aggregate deficiency in net operating 
income exceeding one Dillion dollars. On the property investment 
basis the deficiency would be considerably greater. 


LUMBER SHIPMENTS 


With considerable gain in new business and shipments last 
week, and a slight gain in production, as compared with the 
same week of last year, the lumber industry closed the first 
nineteen weeks of the year with a greater volume of business 
than for the same period of last year. Hitherto 1925 had not 
made so good a showing as 1924. The National Lumber Manu- 
facturers’ Association arrived at these conclusions from a sum- 
mary of telegraphic reports received May 14 from 380 of the 
larger softwood mills of the country, which contribute about. 40 
per cent of the total annual cut. With sixteen more reporting 
mills than for the preceding week there was an apparent and 
probably an actual increase in production, shipments and new 
business. 

The following table compares the national lumber movement 


as reflected by the reporting mills of seven regional associations 
for the three weeks indicated: 


Corresponding Woes tne 
spondin, ee 

pene past St: betes Le — 
Production ................ ° 256,221,966 240,048,000. 246,676,730 
Gua .........cc 0s. 254,988,782 923,929) 381 244,350,838 
Orders (néw business) .... 244,615,308 196,993,060 235,257,058 


The following revised figures compare the lumber movement 
for the first nineteen weeks of 1925 with the same period of 1924: 


Production. Shipments. Orders. 
BIG 6c Ob. HUI. 4,657,356,147 4,511,643,118 4,382,463, 704 
WOOO is. ond) message ed. sb3ka 4,489,769,447 4,510,923,871 4,294,191,273 
1925 increuse ......... 67,586,700 719,247 88,272,431 





CAR SURPLUS AND SHORTAGE 

The average daily surplus of freight cars in the period April 
23-30, inclusive, was 337,181, a decrease of 7,017 cars, as com- 
pared with the preceding period, while the average daily short- 
age was 15 gondola cars, according to the car service division 
of the American Railway Association. 

The surplus was made up as follows: Box, 121,000; ven- 
tilated box, 103; auto and furniture, 10,009; total box, 131,212; 
flat, 4,980; gondola 77,746; hopper, 83,167; all coal, 160,913; coke, 
2,055; S. D. stock, 17,553; D. D. stock, 3,483; refrigerator, 15,786; 
tank, 445; miscellaneous, 754; total, 337,181. 

Canadian roads reported a surplus of 25,300 box, 1,500 fiat, 
1,000 S. D. stock, 875 refrigerator, and 270 miscellaneous cars. 
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Industrial Traffic Departments 


Fifteenth of a Series of Thirty Articles on the Organization and Management of Industrial and 
Commercial Traffic Departments, Written for The Traffic World by G. Lloyd Wilson, A. B., 
M. A., Instructor in Commerce and Transportation, University of Pennsylvania 


TRAFFIC MANAGEMENT AND STORAGE WAREHOUSE 
Part Il 
Other Services of Public Warehouses 


Not only do the storage warehouse companies act as com- 
plete transportation agents—they also function as financial, in- 
surance, and even as sales and service agents. 

Negotiable and non-negotiable warehouse receipts are issued, 
if desired. Title to the property covered by negotiable ware- 
house receipts passes from holder to holder of the receipt by 
mere endorsement and delivery is made to the final holder of 
the receipt on the surrender and endorsement of the receipt. 
The general storage warehouse functions in connection with 
goods covered by negotiable bills of lading in a manner com- 
parable to grain elevators. Shipments of goods may be financed 
by local banks through the use of such receipts, thus assisting 
the producer in making a more favorable turn-over. Insurance 
may be placed on stocks of goods by the warehouse company 
for the benefit of the owner, thus relieving the latter of the 
responsibility of protecting his goods against loss, damage, fire, 
or pilferage. 

Collections are sometimes made by the warehouse companies 
acting as the agents of their customers. Goods sold to local or 
nearby merchants or dealers may be temporarily financed and 
credit and collection matters attended to. 

The modern warehouse offers virtually all the services that 
can be performed for manufacturers or producers by their own 
branch houses. Orders are distributed in accordance with the 
instructions of the seller and accounting given for the goods 
distributed. In some cases, sales are made to merchants or 
dealers from the stocks on hand at the warehouse. These sales 
are made by the warehouse staff, the goods invoiced to the 
buyers, the buyers’ credit ratings are investigated, collections 
made, and all details incident to the sale, transportation, and 
settlement attended to. The warehouse, it will be seen, is a 
link in the chain of distribution, connecting the producer and 
manufacturer with their customers through the aid of trans- 
portation, insurance, and banking facilities. 


The Industrial Traffic Manager and the Public Storage 
Warehouse 


The retention of a number of reputable storage warehouses 
to assist in the distribution of a manufacturer’s product gives 
the industrial traffic manager the benefit of a skilled corps of 
assistants in the districts served by the warehouses. The traffic 
managers of companies that are large users of warehouse serv- 
ices work in intimate contact with the warehouse organizations. 
The American Warehouse Association, an organization of five 
hundred public warehouse representatives, holds joint conven- 
tions with the traffic representatives of the concerns using ware- 
house facilities on a large scale, so that matters involving the 
storage and handling of goods may be discussed from the point 
of view of the user as well as the furnisher of the services. 

The industrial traffic manager is able to effect economies 
in rates through the use of public warehouse facilities and to 
have routine matters incident to transportation attended to. 

Reductions in freight charges are possibile through the use 
of warehouses as central distributing points to which carload 
shipments are made and from which the goods are distributed 
in less-carload lots. 

Two methods of distributing goods through warehouses are 
to be found and each system results in reductions in freight 
charges. “Pool cars” of goods—carloads shipped by one shipper 
to a warehouse for immediate distribution in less-carload lots 
to customers—are frequently used to fill orders that have already 
been sold. This method is used as an alternative to shipping 
the goods directly to the customers in less-carload lots. The 
cars are consigned to the warehouse, which receives the goods 
at the distribution point, executes new bills of lading to cover 
the less-carload shipments, and forwards them to final destina- 
tions. The warehouse makes a small charge for each piece of 
freight or on each hundred pounds for the services incident to 
breaking the carload into less-carload lots, but this charge is 
more than offset by the saving in transportation charges. 

A traffic manager of a manufacturing concern shipping to 
the Texas trade from Philadelphia, let us say, has two alterna- 
tives open to him. He may forward the goods directly in less 
carload lots by the cheapest route, rail and water, or he may 
ship by water in solid carloads to a warehouse at Houston and 
have the goods distributed by the warehouse company to the 
destination points in Texas. The goods are charged for at car- 
load rates from Philadelphia to Houston and L. C. L. rates from 
Houston to the destination points. These two rate factors, when 


added to the service charges of the warehouse for distributing 
the pool cars, are less than the combined through L. C. L. rates. 

The second method of distribution through warehouses is 
similar to the first, except that solid cars are shipped to the 
warehouse for storage until orders are to be filled. The goods 
are then forwarded in L. C. L. lots as in the first case. The 
only difference is in the addition of storage charges for the 
period that the goods are in the warehouse. 

A comparative statement of transportation costs reveals the 
saving possible through these plans of distribution. A shipment 
of 40,000 pounds of printing paper is to be distributed among 
four consignees located, respectively, at Houston, Galveston, 
——— and Dallas, Tex., each consignee to receive 10,000 
pounds. 


‘ The through less-carload rates, via rail and water are as 
follows: 


Philadelphia, Pa., to 





Houston—10,000 Ibs. at 95 cents per CWt..........cceecceccees $ 95.00 
Galveston—10,000 Ibs. at $1.02 per CWt.......cccceeeccecceees 102.00 
Beauvfmont—10,000 Ibs. at $1.02 per cWt.........ccccceccceces 102.00 
Dame —20, G00 Foe, At SE.91 HOF CWl.c.ccccesicssvcccescecccces 191.00 

NS MMIII 5300 62/2 case os 9. aids 0 ain esas dl va asain Sib oi chananel Sere $490.00 


If the car is shipped as a “pool” car to be distributed di- 
rectly from the warehouse, the charges are: 


Carload rate, Philadelphia to Houston, including delivery to 


warehouse. (Carload minimum, 36,000 pounds.)............. $166.00 
Handling charges at warehouse, including handling in and out 
but no storage at, say, S cents per CWL.........cccccccccccces 32.00 
Less carload rates, Houston to 
Galveston—10,000 pounds at 30% cents per cwt.............- 30.50 
Beaumont—10,000 pounds at 30% cents per cwt.........s00- 30.50 
Dallas—10,000 pounds at 96 cents per cwt...... ses Seaoteh Case reteletiane 96.00 
Local delivery at Houston by truck, say 10,000 pounds at 10 
EE MONG sacieibr edie ae dclnr Gee whip ebin one et Cas wooed meh cas 10.00 
a ee ae oe en eer $265.00 


If goods are shipped for “spot” stock to be stored at Hous- 
ton, awaiting orders that are later placed by customers for de- 
livery to those four cities, the charges will be the same as above, 
except that an item for, say, one month’s storage at 4 cents per 
hundredweight per month is added. 


40,000 pounds at 4 cents per CWt.........ccecccccecccees 16.0 
Total handling and transportation charges, as above...... eee 
ORME CRON TN oo aio icce-s ies via odawaiensenvecooud $281.00 


Saving in transportation charges: 
As a “pool’’ car— 
Aggregate L. C. L. rates 
Aggregate transportation and handling charges, as a 


NO OME Wo sratecorecrocclduals- cb able waste God nce delncn cb ousees 265.00 
ONS in. 6 5. Spee visice & 5's 0b viabindivaesooe 5 
©. ee Oe ea OOO ret renee on eenenemetion $225.00 
Don thes, ier MAD FE he eee RP LA 490.00 
Aggregate transportation, handling and storage charges, as 
CE EOE Ne MUM or ccoesk Saree Mei bumnceuele cee deweielh 281.00 
OE FB GANS ya isc ewes con Ok bank weeeboec nuk $209.00 


Advantages other than savings in the costs of transportation 
are to be had by distributing shipments through the use of 
warehouses. Carload shipments move more rapidly over the 
railroads than less-carload shipments, for the cars go directly to 
destination and not to transfer stations. Material differences 
in time in transit are made possible by sending solid cars to the 
warehouses in each district and from these centers to near-by 
points by less-carload service. 

Another benefit to be derived is the decreased likelihood of 
loss:and damage. Carload shipments are handled less frequently 
and are, consequently, less exposed to damage and pilferage. 
The data collected by the freight claims division of the American 
Railroad Association indicate that, although the number of cars 
of carload freight originated by member roads, in 1923, was 
37,659,699 cars, or 75.6 per cent of all cars originated, as com- 
pared to 12,155,271 cars of L. C. L. traffic, 24.4 per cent of all 
cars originated, the claims paid for loss or damage to less-car- 
load freight was $23,092,433, as compared to $24,097,566 paid on 
claims for loss or damage to freight shipped in carloads. Less- 
carload shipments are several times as susceptible to loss or 
damage as are carload shipments. 

The use of warehouses in distribution results in saving the 
shipper the inconvenience and expense of filing claims and 
decreases the expenses of the railroad by reducing the amounts 
paid in compensation for such losses and damage. 

Warehouse Rates 

Warehouse charges for storage and other services, unlike 

railroad rates, are not required to be filed with the Commission 
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nor with state commissions, in many states. Warehouse charges 
are not subject to the jurisdiction of the Commission, but are 
matters of arrangement between the warehouses and the users 
of the facilities. Many of the large public warehouses, however, 
publish tariffs of their rates and regulations that are open to 
public inspection. A. Lane Cricker, in his study referred to 
previously, reports that “most of the reliable warehouses today 
publish tariffs, generally known as standard rates, terms, and 
conditions for storage and handling of merchandise,” that cover 
nearly all items stored. Discriminatory practices allowed 
by old-time methods have been practically eliminated.” * 


The movement toward uniformity in warehousing charges 
and methods is well illustrated by the adoption of simplified 
uniform negotiable warehouse receipts, invoices, tally sheets, 
storage orders, and other forms used in the business. In Sep- 
tember, 1924, the U. S. Department of Commerce called a meet- 
ing of warehouse operators and presented a set of uniform pa- 
pers that had been developed by the experts of the department 
and a committee of warehousemen. The annual meeting of the 
American Warehousemen’s Association in Chicago, December 8, 
1924, recommended that these forms be used by all members of 
the organization. 


Traffic Managers of Public Warehouses 


Although most of the functions performed by public ware- 
houses are so closely connected with the transportation duties 
usually performed by industrial traffic managers, many large 
warehouses companies have their business organization divided 
into departments that specialize in one branch of the work. 

Traffic departments, attending to the supervision of the 
purely traffic phases of the companies’ work, keep in close con- 
tact with the traffic departments of their clients. The managers 
in charge of such departments are industrial traffic managers 
in the broadest sense of the term, though they act for companies 
that are links in the transportation and distribution chain. They 
are, in fact, intermediaries serving as deputies of the traffic 
managers of the users of the warehouses in arranging for trans- 
portation services with the carriers by rail, water, and highway 
in their respective districts. 


A large Philadelphia warehouse company has a traffic depart- 
ment under the supervision of a, traffic manager and an assistant. 
This department attends to the following traffic matters, among 
others, for the clients of the company:. 


Arrangéments for storage-in-transit privileges. 

Keeping of storage-in-transit records. 

Adjustment of charges paid to carriers for movement of goods 
stored in transit. 

Switching arrangements, inbound and outbound. P 

Arrangements for trucking, less carload freight, to and from rail- 
roads and steamship lines. 

Payment of freight charges. 

Distributing ‘‘pool’’ cars. 

Consolidating of less carload lots into carloads. , 

Supervision of remarking, reweighing, recooperage and repacking 
in compliance with clients’ orders. 

Arrangements for transit insurance. 

Preparation of shipping papers. 

Auditing freight bills. 

Routing outward shipments. 

Expediting and tracing inbound and outbound carload and 
L. C. L. shipments. 

Creating diversions and reconsignments. 

Assisting in preparation of claims against carriers for loss and 
damage to clients’ goods. 

Supervision of loading, unloading at warehouse platforms and 
team trucks of the carriers. 

Control of car demurrage at warehouse. 

Preparation of express shipping papers, auditing of express bills 
and arrangements for packing, shipping, and receiving ex- 
press shipments. 

Cooperating with clients and carriers in making arrangements 
for service rates and regulations satisfactory to both parties 
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“The Merchandise Warehouse in Distribution,’’ Commerce Re- 
ports, U. S. Department of Commerce, 1924. 










Fully equipped private car 


This completely outfitted, steel car offers a real oppor- 
tunity for someone in the market for a private car. 


It has three well appointed bedrooms with bath, an 
office with comfortable sleeping and toilet arrangements, 
large observation and dining room, roomy steel kitchen 
—all modernly equipped throughout. 
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and consistent with the policies of the state and federal regu- 

latory bodies. 
In general, this warehouse traffic department, which is typ- 
ical of the organizations common to the modern warehousing 
industry, functions as a collaborator with the traffic department 


of each distributor and manufacturing company using the ware- 
house’s services. 


WATERPROOF LINING PAPER 


On account of the exacting demands made on paper to line 
containers for overseas shipments, the Bureau of Standards has 
recommended specifications to be met by the paper accepted by 
those who require such lining material for their shipments. It 
prescribed them as a result of its tests. It also told how the 
ground glass test was to be made. The specfications for paper 
and test are as follows: 


Composition—The paper shall be made of two layers of kraft 








POSITION WANTED—Traffic Manager, 8 years’ experience, par- 
ticularly in milling in transit. Desire to make change with larger 
concern. Address Box 791, care Traffic World, Chicago, IIl. 


POSITION WANTED—tTraffic Manager or Assistant (if large or- 
ganization), or will organize department; 16 years’ experience R. R., 
Industrial, Community, Consultant, Executive, all phases transporta- 
tion; 6 years’ practice before Commissions. Address Box 789, care 
Traffic World, Chicago, IIl. 


_ POSITION WANTED—A traffic manager and expert rate and 
division man familiar with both committee and individual line issues 
in all territories desires a connecton. What have you to offer? 
Address Box 793, care Traffic World, Chicago, Ill. 


POSITION WANTED—Young man, A-1 references, reliable, 
dustrious, good habits, thirty-six, married, two daughters, eighteen 
years’ experience in operating and traffic departments various rail- 
roads; always made good and making change because of limited pos- 
sibilities for advancement in present position. Now’s your chance 


to get a good man. State salary and scope duties. Address Box 785, 
care TRAFFIC WORLD, Chicago, Il. 

















FOR SALE—Wetzel Drop Front Tariff File. Five section, top 
section, file section 24 2-inch drop front drawers, file section 12 
4-inch drop front drawers, two drawer storage section. Sanitary base 


section; good as new; make offer. Address Box 787, care Traffic 
World, Chicago, Ill. 


A TRAFFIC SPECIALIST 


requires a keen eye and the ability to interpret rules and 
regulations in themselves and in their relation to the law. 
Our course gives you a practical and technical training 
in all the fine points necessary to achieve success in the 
Traffic Profession. 


SIT DOWN AND THINK IT OVER 
Perhaps you will find th¢ key to your slow advancement in the fact 
that it is lack of SPECIAL training. 
Our resident-mail training is eq in effectiveness to that of the 


resident. A blue book is waiting for you, and all information nec- 
essary to prove to you 


THE SINCERITY OF OUR STATEMENTS 


COLLEGE OF ADVANCED TRAFFIC 
608 So. Dearborn St. Dept. H CHICAGO 





For blueprints, photographs and information 
write to Box 28, Station “‘C,’’ New York City. 
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paper cemented together with a layer of asphaltum. The kraft paper 
shall be made of 100 per cent sulphate pulp. 

Weight—25x40, 500; 109 pound basis (24x36, 480; 90 Ibs.). A toler- 
ance of 10 per cent shall be allowed. 

i Burating Strength—Average of 10 tests shall be not less than 70 
points. 

Water Resistance—Average of 10 tests shall bé not less than 
24 hours by the ground glass method. 

Methods of Testing—The sample shall consist of at least 2) 
sheets, cut 12x10 inches selected in such a manner as to be repre- 
sentative of the total lot. 

The bursting strength shall be determined with a machine by 
which the paper is firmly clamped against a rubber diaphragm, 
through which the pressure is applied to a free circular area of the 
paper measuring one square inch. 

The water resistance shall be the time of penetration determined 
by the following method designated as the ground glass method: Speci- 
mens taken from different portions of the sample shall be cut approxi- 
mately six inches square and folded through the center making two 
creases at right angles to each other. Creasing the samples in this 
manner will reveal any tendency of bending or folding to destroy 
water resistance. The sample shall then be folded so as to form 
boxes 2 inches square and 2 inches high open at the top, the tabs 
formed by folding being held by convenient fasteners such as paper 
clips. A piece of ground glass shall be placed with the ground side 
uppermost on the dark surface such as black paper. The boxes shall 
be placed on the ground glass and filled to within half an inch of 
the top with water. Water penetrating through the sample has no 
opportunity to evaporate, but forms a film on the ground glass sur- 
face, rendering it transparent and showing as a dark patch on lift- 
ing the box to observe the ground glass beneath it. 


THE MERCHANDISE WAREHOUSE 


The present day need of convenient merchandise warehouses 
to meet the demand of prompt delivery and efficient service is 
pointed out in a comprehensive bulletin on “The Merchandise 
Warehouse in Distribution,” prepared by A. Lane Cricher, of the 
transportation division of the Departmnet of Commerce. 

In submitting the report to Secretary Hoover, Julius Klein, 
director of the Bureau of Foreign and Domestic Commerce, said 
the report “seeks to portray the advantages and service oppor- 
tunities offered by storage warehouses and to correlate these 
services with savings in transportation charges by shipping goods 
in carload quantities to a central distributing point for less-than- 
carload reshipment.” 


“Although most of the important warehouse services are 
touched upon in this study,” continued Mr. Klein, “it considers 
primarily the central storage distributing warehouse from the 
angles of better transportation in supplying public needs, han- 
dling and storage costs, negotiable receipts and credit, and serv- 
ices of the warehouse, setting forth the facts pertaining to this 
link in distribution and transportation.” 


“In all the larger cities public warehouses are being used 
for national distribution,” says Mr. Cricher in the report. “The 
manufacturer may have a chain or system of warehouses as 
mediums for distributing his products to the entire country. The 
warehouse of today has made it possible for the manufacturer to 
serve his trade in an efficient manner upon short notice by draw- 
ing upon spot stock centrally located.” Continuing, Mr. Cricher 
says: 


There are six different kinds of warehouses: 

1. Merchandise. 

2. Household goods and furniture storage. 

3. Bonded warehouses (United States Customs and United States 
Internal Revenue, etc.). 

4. Special Commodity warehouses (cotton, tobacco, wool, etc.). 

5. Cold storage, principally for perishable foods. 

6. Field warehouses, 

In a study of warehousing and distribution we are primarily in- 
terested in what is called the merchandise warehouse. This kind 
of warehouse is used for the storage of goods by the manufacturer 
or shipper until the retailer or distributer needs them in order to 
supply the wants of the consumer. It is seldom that goods are 
placed or held in storage in anticipation of rising commodity prices; 
the storage warehouse for general merchandise is a service link be- 
tween the producer and consumer and may be likened to a bank or 
clearing house through which money in the form of goods circulates 
or is deposited for safekeeping, and held at the demand or draft of 
the depositor. 

Since the war the service which the public warehouse renders has 
been materially changed, so much so that the warehouseman today 
is really a distributer of merchandise, shipping it to jobbers and 
retailers in 1. c. 1. deliveries, rather than caring for the storage of 
large quantities of goods remaining in storage for two months or 
more. Before the war it was customary for warehousemen, to receive 
large consignments of 50 or more carloads of one qnedy to be 
stored, from which deliveries throughout the remainder of e year 
would be made either by the owner or his broker. Since these con- 
signments usually consisted of a very few varieties or assortments, 
use of storage facilities was possible at a minimum cost because of 
the space and handling necessary and because of lessened overhead 
expense. 

Today it is more frequently the case that only one carload of a 
single product is received by the warehouseman from each of a 
number of different shippers, representing as many different com- 
modities as there are cars, and a number of cases many assort- 
ments in a single car. Instead of these carlots of goods being stored, 
frequently a porton of the load is wanted for delivery upon arrival 
and is ordered to be forwarded by the warehouseman to points in 
the city ‘n which the warehouse is located; the remainder is placed 
in storage as spot stock, against which the owner or broker will 
draw to meet the demands of his customers. 

It is to the advantage of the jobber or retailer to keep his stock as 
low as practicable because of the resultant rapid capital turnover. 
Since the retailers and jobbers do not c large stocks of goods, 
purchasing merchandise more frequently and then buying only small 
quantities of any product, it has become necessary for the manu- 
facturer to maintain sufficient stock of his merchandise at a central 
point for distribution in order to supply the needs of his trade. 
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In this process of distribuiing from producer to consumer the 
merchandise warehouse of today renders a service that has many 
advantages, and all of them tend to lessen the spread between pro- 
ducer’s and consumer’s prices by lessening the waste in time, in trans- 
portation costs, and in merchandise. 

__ 1, The merchandise warehouse receives goods in carloads and dis- 
tributes them in smaller quantities to jobbers or retailers, or reships 
in l. c. Lh amounts to nearby centers. 

2. It enables the manufacturers to keep spot stocks for their 


customers, and this quick service from goods available on demand 
increases sales. 


3. It equalizes production by steadily absorbing the manufacturers’ 
output while eliminating heavy investment in reserve storage space. 

4. It issues negotiable and non-negotiable receipts and, if desired, 
allows credit to be obtained on merchandise stored. 


5. It provides insurance and keeps fire risk at a minimum through 


separation of stocks stored and through maintenance of sprinkler 
systems. 


6. It reduces freight charges. Car lots are carried at a lower 
rate per hundred pounds than 1. c. 1. shipments, and the warehouse 
provides. a center for breaking these carload shipments which is 
much nearer to the points of final distribution. Often the storage 
service can be paid for by the transportation charges saved. 


_ 7..It saves time in transit, for car lots travel in through trains by 
direct routes. 


8. It reduces loss and damage claims, because of resultant mini- 
mum handling of car-lot shipments. 

9. It provides recoopering, marking, and separation of varieties, 
and offers clerical services such as invoicing when reshipment occurs. 

10. It eliminates the necessity of providing large storage space at 
the point of origin, especially for seasonal commodities on which 


provisional space would be idle investment during the greater part 
of the year. 


In choosing a warehouse the manufacturer should always ascertain 
the facilities offered and secure storage where the best service is 
possible at minimum charge. Most warehouses have track and siding 
facilities, some have lighter arrangements, and all have trucking 
arrangements. 


The report discusses freight rates in relation to central ware- 
house distribution and savings that may be effected by shipping 
in carload lots to the warehouse and in less-than-carload lots 
from the warehouse. Generally, the report says, there is a con- 
siderable differential between commodity, carload and 1. ec. 1. 
freight rates on general merchandise; that commodities which 
take the first-class rating in 1. c. 1. amounts often take third- 
class rating in carlot quantities, and that the difference in the 
freight charges on a quantity of goods is frequently sufficient 
to pay all storage and handling costs, without reference to the 
services that obtain in warehouse distribution. Rate quotations 
are given to show the savings that may be effected by shipping 
in carload lots to the warehouses in central distributing points. 


OCEAN CHARTER RATES FIRMER 


The Trafic Worla New York Bureau 


Charter rates for full cargo vessels this week held steady 
at the established price level, and in some instances showed 
slight gains, though no basis for improvement is yet in sight. 
Vessels were offered freely, while demand for space, especially 
for grain shipments, was diminished by fluctuation in grain 
prices. The limited demand for grain vessels was met by the 
fixture of several ships from Atlantic ports to the Continent at 
13 cents to 13% cents per 100 pounds for May shipment. Ac- 
tivity now seems to be shifting to Montreal, where current rates 
range from 17 cents to 18 cents to European ports. 

Trans-Atlantic coal trade was dull, but there was a fair de- 
mand for shipments to South America. Vessels were offered 
more freely but as the rates quoted by ship owners and shippers 
were far apart, little business was transacted. Two vessels were 
fixed to Rio at $3.85 a ton. Shippers offered $3.50 to $3.60 for 
other boats without success. 

Additional chartering was reported in the sugar trade from 
Cuba and San Domingo to the United Kingdom and Continent at 
17 shillings sixpence to 19 shillings a ton. 

The lumber market was more active than previously. Four 
fixtures were reported from various American ports. 

Several changes were made by the North Atlantic-United 
Kingdom Conference as follows: Corrugated paper in rolls, old 
periodicals packed, fruit preserves in wood, all 75 cents per 100 
pounds; carbon black, 20 cents a cubic foot; cocoa bean, ground, 
65 cents per 100; steel handles, 45 cents per 100; match blocks, 
50 cents per 100. The rate on sugar until December 31 will be 
25 cents in bags, 35 cents in barrels and 30 cents in cases, per 
100 pounds. The rate on brake beams and old boiler tubes has 
been made $8.00 and $5.50 per 2,240 pounds, respectively. Door 
jambs and window frames will be 75 cents per 100 until June 30, 
glazed windows and doors, $1.25 per 100. Petroleum grease has 
been made the same as lubricating grease. 

Several changes have also been made in the North Atlantic- 
Continental Conference, as follows: Iron and steel scrap to 
Antwerp, Amsterdam and Rotterdam, $6.00 a ton of 2,240 pounds, 
and to Hamburg and Bremen, $6.50; zine slabs will be $4.00 and 
$4.50 to the two groups until August 31; zinc ore will be $5.00 
and $5.50 during May, $6.50 and $7.00 during June, July and 
August; galvonized sheets, $5.00 and $5.50 until June 30, and 
$6.00 and $6.50 in July and August. Graphite electrodes are 
made 50 and 55 cents a 100 pounds to the two groups; ivory 
waste and scrap, 70 and 75 cents; sole leather, counters, heels 
and rands, $1.00 and $1.10; paper bags, in bales, $1.35 and $1.50. 
Houses knocked down are made 27% and 30 cents per cubic foot 
to the two groups; carbon black, 18 and 20 cents; finished leather, 
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50 and 55 cents. The lower rates in each case apply to Antwerp, 
Rotterdam and Amsterdam and the higher to Hamburg and 
Bremen. 

No changes in rates have been made in the North Atlantic- 
West Coast of Italy Conference except bran in bags is now $9.00 
a ton of 2,240 pounds on passenger vessels and $8.00 on 
freighters. 

Several changes have been made in the River Plate Confer- 
ence, as follows: Brass and copper scrap, $15.00 and $13.50, on 
passenger and freight vessels, respectively; barytes, $10.00 and 
$9.00 weight; automobile trailers, $12.50 and $11.25 per ton 
weight or measurement. Crude petroleum treating compound 
now takes the same rate as crude oil, boiler tubes if packed the 
same as machinery. 

No changes have been made in the Brazil conference except 
that clean rags now take third class weight or measurement, 
which is $16.00 on passenger ships and $14.50 on freighters to 
Rio and Santos plus the usual surcharge of $3.50 at Santos and 
$2.50 at Santos. 

Several reductions have been made in rates to the West 
Coast of South America, as follows: Arsenate of calcium from 
60 cents a cubic foot or $1.07 per 100 pounds to 45/80 cents; 
cotton gin machinery 60 cents or $1.07 to 35/63 cents; cattle 
meal, 45/80 cents to 35/63 cents—all on ship’s option, weight or 
measurement. 


SHIPOWNERS PROPOSE MARINE POLICY 
The Trafic World New York Bureau 


Definite proposals for the sale of government ships to pri- 
vate owners and the inauguration of new legislative policies for 
upbuilding the merchant marine have been forwarded to Presi- 
dent Coolidge by American steamship owners of the Atlantic, 
Gulf and Pacific coasts, who were in session in New York for 
two weeks discussing the problem. 

The shipowners recommend reduction in the personnel of 
the Shipping Board from seven to three members, to be ap- 
pointed by the President without regard to political affiliations. 

A second recommendation is for transfer of the control of 
the Fleet Corporation, which holds the government ships, to 
the Secretary of Commerce or a newly created department of 
marine, to proceed with liquidation of the fleet. 

As an essential preliminary to sale of the government ves- 
sels, the shipowners contend that there is a distinct handicap 
on American vessels due to the greater cost of operation in com- 
parison with foreign lines. To overcome this difficulty they rec- 
ommend the appointment of two special agencies. 

The first of these would consist of the Secretary of Com- 
merce, the Postmaster-General, the Secretary of the Navy, the 
Director of the Budget, and one or two experienced steamship 
men to determine what passenger lines were necessary for na- 
tional defense and commerce, to estimate the difference in op- 
erating costs here and abroad and to devise means for meeting 
the handicap by mail pay or other compensation. 

The second special agency, to consist of the same officials 
with the addition of the chairman of the Shipping Board, would 
make the same study with relation to purely freight lines. 

The report of the shipping interests, covering thirty-one 
pages, represents the most important effort they have made for 
solution of the merchant marine problem since the defeat of the 
marine bill by Congress two years ago. It has the unanimous 
indorsement of the American Steamship Owners’ Association, 
the Pacific American Steamship Association, and the Shipown- 
ers’ Association of the Pacific. 

While declaring that some form of government assistance is 
necessary to enable American ships to meet foreign competition, 
the shipowners say the total cost to the United States Treasury 
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ALBANY, WN. Y. 


Natural distributing point for New York and 
New England. Warehouses for every need 


with rail connection, U. S. Port of Entry. 
Albany Terminal & Security Warehouse Co. 
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would be considerably less than the present annual deficits of 
the Shipping Board. 

An important feature of the plan is that the shipowners, 
instead of asking for government aid on a blanket system, sug- 
gest that the special agencies determine the needs of each serv- 
ice and ask Congress to make appropriations on that basis. 

In urging reduction in the personnel of the Shipping Board 
from seven to three, the shipowners say there should be no 
political or geographical requirements, as at present, but the 
members should be appointed by the President with special at- 
tention to their business qualifications, and one should be a man 
with steamship experience. : 

The shipowners approve an investigation of deepening the 
New York barge canal as an aid to American foreign commerce. 
The following summary of other recommendations was issued by 
the association: : 

For encouragement of American shipbuilding, the Shipowners’ 
Associations present a plan for wider use of the present Construction 
Loan Fund, to be transferred to the control of the Secretary of Com- 
merce “and to be continued available at a rate of interest not to 
exceed 3 per centum per annum for future construction by American 
citizens of approved types of ships in American shipyards.’’ To this 
end it is urged that loans be granted equivalent to the amount of the 
difference between the cost of building in American and in foreign 
yards, provided, however, that the vessels which receive the benefit 
of these loans shall be employed in the foreign trade and “shall not 
be permitted to engage in the coastwise trade of the United States 
until the entire amount loaned is repaid to the government.” ; 

As indirect aids to the promotion of an adequate privately-ownea 
merchant marine, the Shipowners’ Association further urge certain 
changes in the Seamen’s Act, which is described as “in many respects 
a salutary measure,” and in the navigation and immigration laws; 
repeal of duties on ship repairs; reduction in Panama Canal tolls; 
and ending of government competition. Definite recommendations 
for amendment of the Seamen’s Act have already been presented to 
the government by the shipowners. Extension of the coastwise laws 
to the Philippines is asked ‘‘as soon as the President deems it 
expedient.” The shipowners request that the government relinquish 
to privately-owned American ships the carriage of government sup- 
plies or troops in time of peace, and that all government officials 
and employes and all government cargo be conveyed in privately- 
owned American vessels, 

* The Shipowners’ Association approve the recently enacted Naval 
Reserve Act, and ask that under the supervision of the Secretary 
of Commerce, seven schoolships, with auxiliary power, be established— 
three on the Atlantic coast, one on the Gulf, one on the Great Lakes 
and two on the Pacific—to train young men for the merchant service* 
Another recommendation is that honorably discharged enlisted men 
of the navy be enabled to pass examinations for certificates as third 
officers or third assistant engineers, or be granted certificates as able 
seamen according to their qualifications and length of service. 

Other features of the recommendations of the American ship- 
owners involve a revision of laws and rules governing inspection and 
other duties of the Steamboat Inspection Service; more liberal allow- 
ances for depreciation of ships; freedom of transfer of ships to for- 
eign registry, aca in National emergency; enactment of a com- 
pensation Act for ship workers, and adoption of Continuous Discharge 
Books by the Federal government. 

The Shipowners’ Associations favor the maintenance of ‘‘the time- 
honored policy of reserving the coastwise trade to American citizens 
and American-built vessels,’’ and ask that for the special encourage- 
ment of the intercoastal trade, the United States mails, now carried 
in foreign-flag ships to and from the Panama Canal, be reserved to 
American intercoastal steamers, so far as practicable. International 
recognition of classification societies is emphasized as desirable, and 
the shipowners approve an investigation of deepening the New York 
barge canal, as an aid to American foreign commerce. 

As to the government’s laid-up ships, the shipowners urge that 
those vessels having no present or prospective value be sold for 
scrapping in the United States or abroad, and that the better vessels 
of the laid-up fleet be preserved until they can be sold to American 
citizens. All present Shipping Board services that are deemed es- 
sential either to the promotion of commerce or to the National 
defense, the shipowners insist should be operated by American citi- 
zens, "preferably those who have had the courage to invest their 
money in the shipping business,’’ and who have a capacity and willing- 
ness to buy the ships operated as soon as possible. 


Senator Wesley L. Jones, chairman of the Senate committee 
on commerce and Republican leader in Congress on marine 
affairs, who returned from South America Monday. 


Speaking of the recommendations of the American Steam- 
ship Owners’ Association that the Shipping Board should be 
reduced from seven to three members, appointed without regard 
to political affiliations or geographical position, said he was op- 
posed to the suggestion. 


» “The function of the Shipping Board is to give attention to 
judicial and regulatory matters in the marine field, as the In- 
terstate Commerce Commission does with regard to the rail- 
roads,” he said. “I believe a board of five or seven is better 
for that purpose than three. 


“I intend to introduce a bill at the next session of Congress 
to separate the duties of the board and Fleet Corporation, leav- 


inng the former to consider questions of policy and the latter 
to have control of the ships.” 





President Coolidge has received the recommendations of 
the American Steamship Owners’ Association as to changes in 
the merchant marine law and operation of the government fleet, 
and has sent it to the government departments directly inter- 
ested for study and suggestions from them, it was said at the 
White House May 12. 

The President, it was indicated, has not changed his position 
with respect to extension of the coastwise laws to the Philip- 
pines. It was said that as the result of an investigation he had 
made some time ago he had concluded that it would not be 
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expedient to apply the coastwise laws to the Philippines under 
existing conditions. It was said the President considered the 
convenience of the people of the Philippine Islands and their 
dealing with foreign shipping lines that would be excluded from 
Philippine trade between the United States and the Philippnes 
if the coastwise laws were extended to the islands. 

As to reducing the number of members of the Shipping 
Board from seven to three, as recommended by the steamship 
owners, it was said the President did not know whether it would 
be expedient to do that. 

The President, it was said, informed the board while Con- 
gress was in session that if the board turned over the operation 
of the government fleet to Mr. Palmer, president of the Fleet 
Corporation, the President would not press for legislation sep- 
arating the board and Fleet Corporation. From this statement 
it was inferred that if the relations between the board and Mr. 
Palmer were such that the board was not interfering with the 
operation of the fleet, the President would not urge separation 
legislation at the coming session of Congress. 


SEAMEN OPPOSE SUBSIDY PLAN 


The Trafic World Washington Bureau 

Andrew Furuseth, president of the International Seamen’s 
Union of America, made public May 11, a letter he had written to 
President Coolidge protesting against the proposal of T. V. 
O’Connor, chairman of the Shipping Board, providing for govern- 
ment aid for the American merchant marine by the payment by 
the government of $20 a month for each American in the crew 
aboard an American ship bought from the government and ope- 
ated in the foreign trade. Mr. Furuseth said the proposal was 
a revival of a part of the Gallinger subsidy bill, which he said the 
seamen opposed “as unsound, as tending to keep any self-respect- 
ing American from the sea, as corrupting to the ship owners and 
degrading to the seamen.” 

“American seamen have no toleration for the idea that they 
are to be made ‘tipsters,’ and such they would be considered no 
matter from whom the tips might come,” Mr. Furuseth said in 
his letter to the President. 

The O’Connor proposal, he continued, was based upon a 
differential in the operating cost of American as compared with 
foreign vessels, and that it was alleged that such differential 
was due to the difference in wages paid to seamen. He contended 
that there was little difference in the wages of American and 
foreign seamen and that at present the differential was not more 
than 2 per cent. He said there was a serious differential in 
operating cost running against American vessels, but that it was 
chiefly in harbor repairs and arose from lack of efficiency “in 
our officers and seamen as compared with foreign officers and 
seamen.” He said this inefficiency prevented American vessels 
from being kept in repair by their own crews. 

William Green, president of the American Federation of 
Labor, announced this week that the O’Connor seaman subsidy 
plan would be opposed by the federation. Said he: 


Apparently the idea of the sponsors of the subsidy is that in pro- 
posing that it be in wages that it will eliminate opposition from 
labor. But this is not true. Labor stands where it did in 1899 when 
the convention of the American Federation of Labor declared: 

“A subsidy in the very nature of things is the granting of a 
special privilege empowering some men to fill their pockets at the 
expense of others through the forms of law.” 

This principle was followed in successfully opposing ship sub- 
sidies in 1899, 1906 and 1922. By hiding it behind a wage proposition 
does not minimize the fact that it is a ship subsidy for the benefit 


of anaes ship owners who have maliciously violated the seamen’s 
act. 





JONES OUTLINES SHIPPING POLICY 


The Traffic World New York Bureau 


The problem of establishing an American merchant marine 
is one of outstanding importance to the nation, but, unfortu- 
nately, every effort to solve it on a sound and effective basis is 
cursed by politics, Senator Wesley L. Jones, of Washington, 
chairman of the Senate committee on commerce, said Tuesday, in 
an address before the New York Maritime Association. 

He said that, after many years’ study of the subject, and es- 
pecially in view of the great cost of creating a merchant fleet 
during the war, he had reached the conclusion that he was will- 
ing to support any plan that would give assurance of a perma- 
nent merchant marine. He assumed that it was established be- 
yond question that the country needed its own shipping for com- 
merce and national defense, and that the problem now was to 
find a practicable means for accomplishing the purpose. 

“I am in favor of private ownership and operation, if possi- 
ble,” said he, “as private control is more efficient and economical, 
but if we cannot get that I am in favor of government owner- 
od and operation. The main thing is to have American ship- 
ping. 

The address was heard by the principal shipowners and 
operators of New York, several hundred of whom attended the 
meeting. He said that while he did not feel competent to advise 
them how to run ships, he was familiar with legislative pro- 
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cedure. He advised them to overcome their own personal differ- 
ences of opinion, get together with representatives of labor, agri- 
culture, and business, develop a plan for shipping, and then come 
to Congress with it. 

“If you can do that,” he remarked, “I am confident you will 
have no difficulty in getting favorable action in Washington.” 

The farming and industrial interests of the country, in fact, 
have more at stake in the existence of adequate shipping than 
the vessel owners themselves, Senator Jenes said. In explanation 
of this he said that, during the war, freight piled up and rotted 
on the piers at New York, rates mounted abnormally, and in 
many cases the commodities could not move at all. 

“Lack of ships cost us $3,000,000,000 during the war,” he 
continued. “We had to borrow that money and we are paying 
$120,000,000 a year now in interest. What does that $120,000,000 
get us? Nothing. It does not build ships and it does not operate 
ships. For that $3,000,000,000 we could have paid a subsidy of 
$40,000,000 a year for one hundred years, and we would have an 
adequate and permanent merchant marine for peace as well as 
war. 

“If the people of this country knew the facts, if the situation 
were presented to them in the right way, all opposition to 
government aid for shipping would disappear.” 

Perhaps the most important feature of the shipping problem, 
in the view of Senator Jones, is that of replacement. He said 
the government could profitably give the ships away to private 
owners if it could get satisfactory assurance that new ships 
would be built as needed. He cited an instance of a Pacific ship- 
owner, with whom he talked, who said that he would not take 
vessels as a gift if he had to continue them in operation and 
replace them later. For this reason, the Senator said, it was 
necessary for the government to place American ships on an 
equality with their foreign rivals. 

He said he had just returned from South America, and what 
he had learned of conditions there convinced him that the United 
States should maintain the service at whatever cost necessary. 

“We found great fleets in every South American port,” he 
said. “At Santos there were 1,000,000 tons of shipping. At 
Buenos Aires there were 140 ships of almost 1,500,000 tons. The 
possibilities of development in that country are almost unbeliev- 
able. I look for the great developments of the future, so far as 
the foreign commerce of this country is concerned, to come with 
South America and Orient. I think we have probably reached 
the limit with Europe. It is essential that we have adequate 
shipping services of those routes. 

The Senator said he had found evidence that British com- 
petitors of American ships had circulated the impression that the 
American line would not be continued long, and shippers should 
consider what might happen if, in the future, they found it 
necessary to come back to use of the British ships. 

“Tf our vessels were sold to private owners,” he said, “I feel 
sure they would face the fiercest kind of competition. All the 
support the British government could give would be extended to 
drive this American line off the seas. I do not blame the British. 
I admire the way in which they support their shipping. I believe 
we should do the same thing.” 


ASKS FOR ARGUMENTS 
The Trafic World Washington Burcau 


The Shipping Board, by resolution, has asked for an oppor- 
tunity to argue on the law and the facts involved, as it thinks, 
in the sixth section application of the Canada Atlantic Transit 
Line, for permission to file tariffs naming rates on bulk grain 
and to change them, from day to day, on less than statutory 
notice. The probability of the questions of law being again 
pressed upon the Commission, was indicated at the conference 
on the subject before Director Hardie, George M. Crosland and 
Examiner W. N. Brown, May 5 (see Traffic World, May 9, p. 
1209). The Shipping Board’s resolution is as follows: 

Whereas, the Canada Atlantic Transit Line, operating on the 
Great Lakes between United States ports and Canadian ports with 
vessels of American registry but disqualified for operation in coast- 
wise trade, being alien owned, has an application pending before the 
Interstate Commerce Commission for the privilege of filing tariffs 
and to change them on limited notice, which application purports 
to be made under the provisions of Sec. 6 of the Interstate Commerce 
Act, which vessels are engaged in the transportation of commodities 
in transit from one point in the United States to another point in 
the United States, including rail-lake-rail hauls, and which traffic is 
| aaa the provisions of Sec. 27 of the Merchant Marine Act, 1920; 
an 

Whereas, it seems from the facts and circumstances presented 
that the application has in view qualifying the vessels involved, under 
the exception set forth in Sec. 27 of the Merchant Marine Act and 
not for purposes usually contemplated by or involved in the filing of 
tariffs, such as notice to shippers, etc.; and 

Whereas, questions and policies are involved under this applica- 
tion which in the judgment of this Board concern the interests of the 
Merchant Marine of the United States and the due protection of the 
coastwise laws of the United States; 

Resolved, the Interstate Commerce Commission is hereby respect- 
fully requested to supplement the hearing of the above mentioned ap- 
plication, before the Examiner, with an opportunity for oral argument 
thereon before the Commission, that the representative of this Board 
may present to the Commission an argument on the law and on the 
facts, with special reference to the bearing the issues have on the 
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interests of the Merchant Marine and on the coastwise laws of the 
United States. 


FLEET CORPORATION SAVINGS 
The Trafic World Washington Bureau 
President Coolidge has been advised by President Palmer 


* of the Fleet Corporation that the annual payroll of the Fleet 


Corporation shore employes has been reduced $1,000,000 in the 
last four months, bringing a total reduction of $1,800,000 in the 
last sixteen months. 

The total payroll of the shore employes of the Fleet Corpo- 
ration now aggregates $4,915,000 annually. Four hundred and 
eighty-six employes have been discharged in the last four 
months. The total number of employes now is 2,243. 

President Palmer said he expected to reduce the amount of 
the annual payroll further, but that it was not to be expected 
that as large reductions would be made in the future as had 
been made in the last sixteen months. 

The personnel in the legal and operating departments of the 
Fleet Corporation has been reduced as indicated. Reductions 
have been made in Washington, in district offices in this country 
and in foreign offices. Employes getting as high as $10,000 a 
year have been dismissed, President Palmer said. He said he 
had found a number of employes getting out reports that were 
not necessary. Such work has been stopped and the employes 
dismissed. 

Stevedoring charges have been reduced $300,000 annually in 
the port of New York, President Palmer said. This saving is 
in addition to the savings accruing from reductions in the num- 
ber of employes, he said. 


SALE OF SHIPS TO FORD 


Chairman O’Connor, of the Shipping Board, was reported 
May 13 in Detroit for the purpose of negotiating the sale of a 
large number of Shipping Board vessels to Henry Ford. The 
chairman’s office was reticent as to the whereabouts of the 
chairman but it was understood that he was in Detroit and that 
there probably was some basis for the report. 

Commissioner Lissner, chairman of the ship sales committee, 
however, said he knew nothing whatever about the O’Connor 
report. He said if the chairman went to Detroit for the purpose 
of selling ships to Ford he had _ not informed him about his plans. 

Officials of the Shipping Board said May 14 they were still 
without information as to negotiations between Chairman O’Con- 
nor and Henry Ford for purchase by the latter of a large number 
of government vessels. Dispatches from Detroit and Buffalo 
carried statements from Ford and O’Connor, respectively, that 
negotiations for the sale of 400 vessels were under way. The 
chairman had not returned to Washington May 14. It was un- 
derstood that the negotiations had to do with the group of ships 
the board has decided should be sold for scrapping purposes. 


SECTION 28 


_ The Shipping Board is not seriously considering at this 
time the question of applying section 28 of the merchant marine 
act, officials said in connection with reports that the matter was 
under consideration. Officials said the shipping public could 
rest assured that if the board again took up the section with 
a view to applying it, notice would be given to the end that the 
shippers might put their views before the board before a deci- 
sion was reached. 

Section 28 has been referred to incidentally in connection 
with the sale of the five “President” ships to R. Stanley Dollar 
and associates and there is some sentiment in the board in 
favor of applying the section as to Pacific coast ports as an aid 
to American flag ships in operation from and to those ports. 
There is a difference of opinion, however, as to whether the 
board could legally apply the section to one group of ports and 
not to all ports of the United States. 


NEW S. P. FREIGHT VESSEL 


Decision to convert to an exclusively freight vessel the new 
passenger and freight steamer Bienville, which soon after her 
maiden voyage between New York and New Orleans w‘s par- 
tially destroyed by fire, has been announced by Lewis J. Spence, 
executive officer of the Southern Pacific Steamship Lines, and 
the contract for conversion has been awarded. The adoption of 
this plan will provide a substantial addition to the cargo capacity 
of these lines within less than half the time that would be re- 
quired to restore the vessel as a passenger steamer and the cost 
of conversion to a freight vessel will be substantially less. 


RECORD FOR LOADING OIL IN TANKERS 


S. S. Sandberg, traffic manager of the Harbor Department, 
city of Los Angeles, Calif., says the Standard Oil tanker S. S. 
“Jno. D. Archbold,” the world’s largest tanker afloat, was loaded 
with a full cargo of crude oil at berths 172-173 on the east side 
of Mormon Island, the cargo consisting of 143,290 barrels of oil, 
in five hours and forty-One minutes, which he understands, is 
the world’s record for loadnig crude oil into tankers. 
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the mid-west in the matter of freight rates and transportation service. 
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PETERSEN CONTRACT HEARINGS 


The Trafic World Ottawa Bureaw 


Although the parliamentary committee on the Petersen con- 
tract has had several sittings lately, not much progress has been 
made. The committee will not conclude its sittings for two or 
three weeks, but it is expected that it will get down to the gist 
of the question in the next week. Thus far, the evidence has all 
been from the transportation companies, and has been to the 
effect that the trade is not in a profitable condition. 

One of the latest witnesses to be heard, Mr. Hosie, of the 
Donaldson line, said they had made a loss in 1923, and a small 
profit in 1924. 

John P. Doherty, traffic manager of the Canadian Govern- 
ment Merchant Marine, supported the contentions of the private 
companies that the trade on the Atlantic was not satisfactory. 
He said he would not consider it advisable to place the remaining 
8,000-ton ships of the government fleet on the Atlantic route. He 
would not even put ten—the number provided for in the Petersen 
contract—on that route. Mr. Hosie said the present season was 
so discouraging that the company was laying up one of its pas- 
senger steamers on the Canadian route. 

The steamship companies have filed a return with the com- 
mittee containing a comparison of rates on a list of over 50 
articles in the last five years. It includes agricultural implements, 
apples, butter, cheese, eggs, flour, provisions, lumber, automobiles, 
paper, sugar, tobacco, etc. The reductions shown between 1919 
and 1924 are, as a rule, about 50 per cent, and in some instances 
— in force last year were 75 or 80 per cent below those of 

The committee has decided to go into private session so that 
the actual accounts of the steamship companies may be examined. 
They are being thrown open by the C. P. R. and other lines to the 
committee, but each line will be taken up separately so as to 
tn ag the necessary secrecy as between the different com- 
panies. 

Counsel for the government has been complaining that the 
accounts furnished by the Cunard line to the special auditor em- 
ployed by the committee have been “utterly useless, and an insult 
to human intelligence.” They wanted the voyage accounts show- 
ing actual earnings and disbursements and received a compila- 
tion from which such information could not be obtained. Mr. 
Montgomery, counsel for the steamships, said the lines were try- 
ing to give all the information desired, but it the auditor wanted 
all the details it would be necessary for him to go to England 
and examine the books. He suggested that the auditor consult 
with other auditors and with counsel on both sides to try and 
find out what was lacking. 

Mr. Doherty said the government lines had four ships in the 
cattle trade. He put on the record an actual analysis of the 
operation of the ships, showing that the actual costs of handling 
the cattle, without taking any account of the expense of oper- 
ating the ship or interest on the investment in the vessel, was 
$4,072 a voyage, while the gross revenue at present rates was 
$4,660. Only $2.52 was left to pay for the carrying of each 
animal and the interest on the vessel, saying nothing of profit. 
As compared with other cargo, he said the net loss of carrying 
cattle at present rates was $1,485 per voyage. 

He said the Canadian government ships had not been 
“sitting in” at the North Atlantic Conference since February 
last, but they were still quoting the same rates as the conference. 
When asked how he found out what the conference rates were, 
he said he “inquired.” He said he did not see how it could be 
otherwise, in the long run, that people got together on rates. He 
agreed that shippers benefited by stability of rates, although he 
admitted there was difference of opinion among shippers on this 
point. As a result of his experiences when sitting in at con- 
ferences, he knew of no case in which the shipping lines had not 
been willing to give close study to applications for rate changes. 
He thought Canadian interests had been taken care of by the 
conference, in that rates had been kept at as low a standard 
from Canadian as from United States ports. He agreed that 
ships running from American ports, by reason of their larger 
westbound business, could give lower rates eastbound than could 
ships operating out of Canadian ports. 


BONUS TO SHIP MASTERS 
President Palmer of the Fleet Corporation has announced 
that masters of “Honor Roll” vessels are to receive bonuses of 
$50 each for six-month periods in which the vessels achieve the 


rank of “Honor Roll” in efficiency of operation. A similar bonus 
is paid to chief engineers. 


FLEET CORPORATION SUIT 


President Palmer has announced that United States District 
Judge Neterer at Seattle has rendered a decision sustaining the 
right of the United States to maintain its seven and one-half 
million dollar lawsuit against the Skinner and Eddy Corporation 
to recover overpayments alleged to have been made by the 
Fleet Corporation on war-time shipbuilding contracts. The ship- 
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building contractor had, by a demurrer to the claimant, chal- 
lenged the right of the United States to bring the suit on the 
technical ground that the contracts were not made in the name of 
the government. The demurrer was argued at Seattle last Feb- 
ruary by Special Assistant Attorney-General O. P. M. Brown. The 


merits of the case will probably be tried out before a jury next 
fall. 


CANADIAN OPERATING STATISTICS 


The Trafic World Ottawa Bureau 


The operating statement of Canadian railways for February 
showed considerable improvement as compared with the pre- 
vious year. The operating ratio was reduced by 3.23 points and 
net operating revenues were increased by $861,949. Traffic was 
lighter by 14 per cent, but operating expenses were reduced 
$3,312,325, or 10.7 per cent, maintenance of equipment being 
reduced $1,085,340, or 13.6 per cent, maintenance of way and 
structures by $522,348, and transportation expenses by $1,609,311. 
Freight expenses showed a decrease of $2,059,535, or 8.5 per 
cent, with an average receipt per ton-mile of 1.035 cents, as 
against .975 cent in 1924. The decrease in tonnage was largely 
in grain, which tended to increase the average receipts per ton- 
mile. The passenger revenues fell off $324,772, or 6.6 per cent, 
for a decline in passenger traffic of 8.8 per cent. The average 
number of employes was less by 7,357, and the total payroll was 
reduced $1,571,538. Car loading was lighter by 1.5 tons and 
train loading was lighter by 23 net tons, but heavier by 1.1 cars, 
with the average revenue per train-mile showing an increase of 
13 cents. The average haul for revenue freight was shorter by 
27 miles, being affected also by the smaller grain movement, and 
the average passenger journey showed a decrease of 5.8 miles. 

On the Canadian National Lines, while the 1924 February 
operating results showed a deficit of $768,681, the net operating 
for February this year was $146,380, or a betterment of $915,061, 
and the operating ratio was reduced from 105.22 per cent to 
98.95 per cent. Both freight and passenger revenues showed 
declines, and total revenues were less than last year by $843,441, 
or 5.7 per cent. Substantial cuts were made in maintenance and 
transportation expenses, total expenses being reduced by $1,758,- 
502, or 11.4 per cent. The average number of employes was 
reduced by 4,124, or 4.8 per cent, with a reduction in the payroll 
of $878,561, or 8.6 per cent. The average revenue per freight 
train mile was increased 13 cents, and the operating expenses 
per train-mile (all trains) was reduced 14 cents. Net operating 
revenues of the entire system, including lines in the United 
States, showed an improvement over last year of $798,763, the 
Duluth, Winnipeg and Pacific, and Grand Trunk Western lines 
showing smaller net revenues and the New England lines a 
smaller deficit than last year. 

The Canadian Pacific reduced the operating ratio from 92.70 
per cent for February, 1924, to 90.69 per cent, and increased the 
net operating revenues by $143,565. Freight revenues declined 
$1,004,024, or 10.8 per cent; passenger revenues $172,386, or 8.5 
per cent, and total revenues $1,241,736, or 9.7 per cent, for a 
decrease of 17 per cent in freight traffic and 9.8 per cent in 
passenger traffic. Operating expenses were reduced by $372,661 
for maintenance of way and structures, by $462,397 for mainte- 
nance of equipment, by $615,325 for transportation, and $1,385,- 
302, or 11.6 per cent, in total expenses. The total payroll was 
reduced $595,729, or 8.7 per cent, for a reduction in staff of 
2,658, or 4.9 per cent. The average train loading was lighter 
by 39.5 tons, and the average load per car was smaller by 2.6 
tons. The smaller grain movement was the main factor in this, 


and in the decreased length of haul and higher average receipts 
per ton-mile. 


CANADIAN TRAFFIC REPORT 


COMPARATIVE SUMMARY TOTAL FREIGHT LOADED AND 
RECEIVED FROM CONNECTIONS 


Following is the traffic report of the railways of Canada 
for February, 1925: 











Feb., 1925 Feb., 1924 Jan., 1925 
Provinces Tons Tons Tons 
Prince Edward Island.......... 7,568 5,411 5,490 
I III G96 wereinerndie a ciciesuleie 426,488 295,274 380,285 
DE DPGMRIEE ons ov cc cccccwcws 274,748 318,346 244,646 
Ie te soa tin, ostin naar sown gceeieers 1,209,490 1,268,194 1,076,761 
CE Sa orduae oo genie nee einwslownd 3,705,822 3,847,954 3,599,453 
I i c.g uglier s celeraaugolerote 344,281 339,890 365,812 
NEE, © 656:50c es cccnsowewees 273,682 379,991 299,794 
RE oeateretatatrearicikcavracoereverere oceveverees 579,332 783,620 860,584 
British Columbia ............... 378,397 377,187 390,907 
Tete) for Canada.........6. 7,199,808 7,615,867 7,223,732 
Products 
SMUMEINUIIIND, | 5 oictoc:0:0-0:010 0 <0 svs.0 ens 1,566,194 1,893,554 1,559,415 
MEE Sede csc sc weqiécorss ase o set 245, ,891 276,213 
PE AVE pn iwidede cede vevarreccws 2,296,478 2,306,904 2,525,720 
NN Pe ne eee 1,413,053 1,477,265 1,247,330 
Manufacturers & Miscellaneous. 1,678,455 1,681,253 1,615,054 
GEMMINE? SOCAL wecsescoces 7,199,808 7,615,867 7,223,732 
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a ACKSONVILLE, FLA. Trucking — Distributing 


WIESENFELD WAREHOUSE COMPANY UNION Forwarding 
General merchandise storage and distribution. TRUCKING LARGEST HANDLERS OF 
Prompt and intelligent service. COMPANY CARLOADS IN MICHIGAN 
References: Any jobber, banker or transportation man in the city. 
DEEP WATER AND RAIL CONNECTIONS 524 Eighth SQ. DETROIT 





SOUTH BEND, IND. 


WARNER WAREHOUSE CO. 


AY) 0 well aF: andise Storage and Distribution 
New York Centr al Shrebbeted ‘ree Switching ) Sele) a Orete 
Distribution otiable a oe 


OF nn | OF -NET®) 


10S. STOCKTON TRANSFER CO. 


1020 South Canal St., near Taylor St. 


Teaming of Every Description-—-City Delivery Service 
and Carload Distributors 











Serving New York . 

and Pennsylvania F rom the H ub 

Elmira is the natural distributing center for these two densely 

populated States which have correspondingly great buying- — 

Served by E Erie—Lackawanna—Pennsylvania—Lehigh Valley 
Pool-car distribution, and merchandise for storage. 


A. C. Rice Storage Corp’ n, ELMIRA, N. Y. 


DENVER, COLORADO 


FOR SERVICE — 


THE TOLEDO MERCHANTS 


DELIVERY & STORAGE CO. 
pore wn OHIO 
Newly Cugeieaes, Fireproof, Insurance. General oe es sg Storage. 


Private Track Nickel 1 Plate R.R. Pool Car Distribution 
Write Us Your Requirements. 


FIREPROOF WAREHOUSES ON TRA 
Free Switching to Warehouse. We specialize in the DISTRIBUTION of 
local and pool car shipments. Insurance rate 15c. Negotiable Warehouse 
Receipts Issued. The Weicker Transfer & Storage Company. 











1,500,000 SQUARE FEET 


OF 
Modern Fireproof Warehouse Space in Los Angeles and at the Port 
of Los Angeles 
Free and U. 8S. Customs Bonded Storage 
Insurance Rate 18 Cents 












Southern Steamship Company 


OPERATING FAST FREIGHT SERVICE 









BETWEEN 
Storage — Forwarding — Distribution — Cartage i i d 
te Lt i Tal as Ste Sa Philadelphia, Pa., and Houston, Tex. 
Cetton Pressed to High Density 
We can serve you in some capacity and would suggest that you SAILINGS: 
complete yeur file by requesting the rates for our specialized service, FROM PHILADELPHI A EVERY WEDNESDAY 
Union Terminal Warehouse Corporation FROM HOUSTON......... EVERY TUESDAY 





Shattuck & Nimmo Warehouse Company 
UNION TERMINAL WAREHOUSE COMPANY 
Los Angeles, California 


Low Rates Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
321 Commercial Trust Bldg., PHILADELPHIA, PA. 




















Make this Mammoth Plant 


Your Chicago Warehouse 


Downtown, readily accessible to 
your Chicago trade. Superior 
facilities for prompt out-of-town 
shipments without cartage 


BETTER INVESTIGATE 


S00 TERMINAL WAREHOUSE 


Storage and Distribution of 





For reliable warehousing and distribution 


service in all its branches, write or wire 


WESTERN 


WAREHOUSING COMPANY 

®2, Polk St. Terminal, Pennsylvania R. R. System 
321 West Polk St., CHICAGO 

“At the Edge of the Loop” WILSON V. LITTLE, Supt. 


CHICAGO, ILL. 


Location—Geographically in the 





heart of Chicago. Ground floor 
MERCHANDISE space for lease in large or small 
Without Cartage Charges blocks to desirable tenants. 
Write to Us and Learn About Fire-Proof—40 Car Siding— 
“THE ECONOMICAL WAY” 


Free Switching 
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Commodities 
eat 





Hay and Straw 
CE Mins g's SCC cide wee ee tb visions 
J 4 "| eee 
Other Fruit (fresh) 
Potatoes 


eee eee wee eeee 
eee eee eee ee ee) 


Other Fresh Vegetables 


sete enone 


Other Agricultural Products.... 


gfe Fy A Fe re dies 
Dressed Meats (fresh).......... 
Dressed Meats (cured or salted) 
Other Packing House Products. 
WOU  ssececee 
Eggs 





Base Bullion and Matte........ 
Clay, Gravel, Sand, Stone (crsh.) 
Slate—Dimension or Block Stone 
Crude Petroleum 

aephal tum 


ee 


ee 





Total 


eee ee 


Pulndcck 
Lumber, 
Staves, 


ee ee 


Timber, Box Shooks- 
Heading 


Refined Petroleum and its prods. 
SEN: cGEséiniad wéchus-os:0'ee's «steMbens 
Iron, pig and bloom............. 
Rails and Fastenings............ 
Bar and Sheet Iron—Structural 

Iron and Iron Pipe.......... 
Castings, Pree eter ane wees 
Cement 


Lime and Plaster............... 


eee ees esreeeeee 


Agricultural Implements and 
Vehicles other than Autos. 
Automobiles and Auto Trucks. . 
Household Goods............e00 
I atin ce, Geelo.6-« wining 0-40-40 
Liquor Beverages 
Fertilizers, all 
Paper, a aa 
Wood Pul 


ee ee 


Fish (fresh, frozen, cured, etc.). 
UU! Gl ee aa ee eee 
Canned Goods (all canned Food 

Products other than Meat).. 
Other Manufactures & Miscel.. 
Merchandise 


Sete eee eee eee arenes 


GRAND TOTAL 





Loaded 
at Sta- 
tions in 
Canada 
Tons 
600,156 
5,838 
129,586 


14, 383 


1,231,217 


4,492 


7,392 
4,066 


112,594 


18,227 
671,712 
35,136 
24, =f 
160 
177,857 
7,834 
64,251 


25,885 
1,045,220 


535,236 


399,819 
46,988 


1,313,214 


9,928 
221,192 
184,927 
960,882 


4,663,127 
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RATIOS OF COMMODITY GROUP TOTALS TO TOTAL 


Commodity 
Agricultural 
Animal 
Mine 
Forest 


Total 


eee eee ee ee eeeee 


ee 
Oe ee ee 


ee 


eeeeete 
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REVENUE FREIGHT CARRIED BY CANADIAN RAILWAYS DURING THE MONTH OF FEB., 1925 
AGRICULTURAL PRODUCTS 
Originated 
Received ———Total Freight Originated, Terminated 
from Foreign Cumulative Total Unloaded Deliv- 
Connections Destined to Increase at Sta- erde to 
Canadian Foreign For To ver tions in Foreign 
Points Points Month Date 1924 Canada Connections 
Tons Tons Tons Tons Tons Tons Tons 
6,653 24,988 631,797 1,253,083 — 509,096 493,059 140,933 
14,490 41,469 611,797 124,820 — 45,873 16,453 42,367 
1,800 34,679 166,065 313,357 — 128,480 123,922 42,931 
1,403 4,642 67,770 138,370 19,468 45,705 23,405 
Seas 1,115 17,117 35,074 13,515 9,023 11,358 
tae vedoe 10,905 25,149 9,728 9,145 1,087 
1,307 4,884 16,727 34,758 4,138 5,985 7,613 
2,271 52,209 200,259 400,153 — 112,813 81,748 143,167 
2,742 40,768 132,169 268,671 — 35,178 69,990 62,021 
685 7,485 82,690 162,360 — 62,347 55,218 30,163 
6,147 10,662 17,214 37,246 15,469 4,999 11,795 
1,076 2,332 18,258 43,765 — 13,081 4,413 13,807 
9,542 4,503 15,920 31,655 — 18,261 10,186 4,814 
1,129 10,959 58,425 106,239 35,278 20,329 40,718 
3,012 9,055 21,728 46,562 7,713 5,307 19,884 
11,278 21,692 47,353 104,347 5,731 20,925 27,280 
63,535 271,442 1,566,194 3,125,609 — 822,365 976,405 623,343 
ANIMAL PRODUCTS 
36 325 4,853 10,593 — 2,503 5,211 363 
5 1,977 36,710 92,047 — 13,989 30,832 5,416 
2 2,250 »772 8,459 1,033 1,384 2,482 
a ee 2,898 40,078 91,288 22,429 35,415 3,515 
1,525 38,104 46,890 93,691 — 11,621 6,598 39,274 
4,626 14,184 26,065 53,783 8,501 2,910 24,591 
2,710 23,231 29,686 58,644 — 13,226 3,237 26,152 
21 4,394 4,764 11,855 _ 3,463 213 4,532 
1,231 8,049 9,465 15,973 3,668 1,324 8,041 
840 10,399 15,489 29,797 6,110 1,915 13,077 
679 ,099 949 5,469 — 3,151 746 1,238 
2,481 6,113 15,986 31,509 1,462 6,454 8,824 
1,401 4,454 9,921 18, 733 148 2,759 5,389 
15,557 117,477 245,628 521,841 ~- 4,602 98,998 142,894 
MINE PRODUCTS 
363,979 108,462 490,668 951,646 — 126,009 342,886 116,838 
574,316 23,282 1,269,310 3, 16, 133 207,270 1,123,371 67,201 
cae | |}. | wiwemmced 35,136 1,708 — ,091 22,536 372 
71,136 869 96,052 21 884 64,086 85,010 3,081 
1,416 wana 1,576 a — 1,522 1,328 114 
6,388 1,533 185,778 404,268 55,829 154,261 19,807 
eee 1,967 ,80 18,517 — 842 3,384 6,057 
13,109 22,697 100,057 204,097 545 76,948 27,478 
1,313 11,251 17,494 34,834 a 8,503 7,984 9,850 
SET. ... . ~ iwmteend 31,614 50,904 — 8,397 29,109 27 
577 483 3,808 6,905 1,271 2,976 499 
5,739 7,748 23,034 43,819 5,078 13,584 7,803 
3,432 2,833 32,150 61,117 — 2,695 5,639 21,203 
1,070,133 181,125 2,296,478 4,822,198 180,020 1,869,016 280,330 
FOREST PRODUCTS 
485 8,065 328,764 626,288 —_ 6,416 304,360 40,329 
312 894 12,163 17,494 — 12,418 7,760 1,720 
2,136 1,303 538, 675 993,356 47,507 287,285 278,469 
18,499 59,985 478,303 923,571 26,422 225,026 245,778 
3,944 4,216 55,148 99,674 7,736 50,558 10,394 
25,376 74,463 1,413,053 2,660,383 62,831 874,989 576,690 
MANUFACTURES i MISCELLANEOUS 
35,216 9,0 104,120 208,533 39,730 86,276 12,723 
12,043 28, 89 68,262 117,347 — 22,179 33,424 34,884 
5,913 5,965 28,77 50,786 — 25,869 20,928 6,179 
o- 351 11,431 21,229 — 45,469 2,337 571 
34,379 32,365 97,071 184,971 5,920 58,581 36,302 
,818 19,794 34,386 67,497 — 9,715 14,048 21,127 
61 995 24,592 45,649 a 361 15,178 999 
10,835 2,404 41,201 75,162 1,085 33,693 3,751 
1,132 1,952 22,916 43,672 — 3,749 22,103 2,521 
336 184 3,478 8,808 — 761 4,602 184 
1,923 9,485 20,690 34,287 3,885 5,007 17,353 
7,775 84,647 109,016 192,796 5,924 15,394 98,905 
676 512 »523 ,190 862 3,462 308 
61 3,203 6,488 12,445 1,061 3,257 3,680 
327 695 12,174 24,495 — 3,777 10,861 1,034 
4,109 1,442 26,187 46,550 4,555 13,899 9,400 
2,436 33,988 144,605 288,317 7,952 19,907 129,712 
557 10,682 148,442 286,998 68,196 34,019 116,408 
224 1,281 14,809 27,434 5,748 4,190 6,055 
92 1,592 ,875 2,177 1,597 220 1,739 
1,481 10,554 21,963 46,534 — 1,722 7,151 13,993 
58,881 176,704 456,777 962,912 — 34,704 245,733 238,136 
18,557 71,190 274,674 535,720 52,348 200,363 74,384 

210,038 507,535 1,678,455 3,293,509 50,557 854,633 830,348 

1,384,639 1,152,042 7,199,808 14,423,540 — 533,559 4,674,041 2,453,605 
FREIGHT CARRIED DURING MONTH (Per Cent) 
--Received from Foreign Connections—, 

Total Loaded at —Destined to— ——_t at Delivered to 
Freight Stas. in Canadian Foreign tas. in Foreign 
Carried Canada Points Points Total Canada Connections 

5 17.10 .88 3.77 4.65 13.56 8.66 

41 1.56 .22 1.63 1.85 1.38 1.98 
31.90 14.52 14, 4 2.52 17.38 25.96 3.89 
19.63 18.24 1.04 1.39 12.15 8.01 
23.31 13.34 2. a 7.05 9.97 11.87 11.53 
100.00 64.76 19.23 16.01 35.24 64.92 34.07 


—Decrease. 
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THE DINKLER HOTELS | Qype 
sting. Diner Ke , : BSS §Q55 ~"Hotel 


ii ~©Alexandria 
Los ANGELES 


A First Class Hotel at Moderate Rates 


HE ALEXANDRIA has been 
praised by travelers from all parts 
of the world for the magnificence 
of its appointments, the comfortable and 
thoughtful service afforded guests, and for 


the excellence of its meals. 





Louis J. Dinkler PIEDMONT TUTWILER 
President = 





Rates per Day, single, European Plan 
THE NEW NICOLLET HOTEL 


The Northwest’s finest hotel. 600 Rooms with bath or 


connecting. Every room an outside room. Largest and 
finest ballroom in Northwest. 


120 rooms with running water - $2.50 to $4.00 
220 rooms with bath - - - - 3.50to 5.00 
ee ” weadhtnk .. -- - -400'omD 


Banks, Shops Double, $4.00 up 


Also a number of large and beautiful rooms and suites, 
some in period furnishings with grand piano, fire place 
‘ and bath, $10.00 up. 
Please write 


for Booklet | Large and well equipped sample rooms. 


Every facility for luncheons, banquets and meetings, 
from the small meeting up to 1500 capacity. 


59 Rooms at $2.00 257 Rocms at $3.50 

68 Rooms at $2.50} RATES | 41 Rooms at $4.00 

84 Rooms at $3.00 38 Rooms at $5.00 
Suites and Special Rooms at $6.00 to $9.00 


MAIN DINING ROOM—COFFEE SHOP 
MUSIC and DANCING by the FAMOUS Osborn Orchestra 
3 Blocks from both Depots, Retail Center and Wholesale Center 

Under Management Geo. L. Crocker 


RANCHO GOLF CLUB 
available to all guests. 


Haro.tp E. LatHrop 
Manager 
i7 


Nak = 
Son Ae eS 


x 
re) 





SPOT STOCKS 


in our warehouse 
are ready for immediate delivery and 


HELP MAKE SALES 


in this territory. 
MAY WE SERVE YOU ? 


Metropolitan Warehouse Company 


operated in conjunction with 


CALIFORNIA TRUCK COMPANY 
S —. GE STOCK within, ee paciiery ceived, oven ane P. O. Box 570, Arcade Station 


MERCHANDISE STORAGE AND FORWARDING LOS ANGELES 


SPECIALIZING ON POOL CARS 


ADAMS TRANSFER & STORAGE CO. THE DISTRIBUTING CENTER 


228-36 WEST FOURTH STREET - PACIFIC SOUTHWEST 
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CANADIAN CAR LOADING 


Car loadings for the week ended May 2 aggregated 50,512 
cars, an increase over the previous week of 507 cars. Little 
change was noted in any commodity except “other forest prod- 
ucts,” which increased 812 cars. Compared with the correspond- 
ing week last year, there was a decrease of 4,447 cars including 


grain, 1,762 cars, and coal, 3,139 cars. . 
CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 


EASTERN CANADA 
-—For the ——. Ended—, 





















































May 2 Apr. 25 ay 3 
Commodities 19 1925 1924 
Grain and Grain Products...........e0.0. 2,980 2,288 2,650 
RN cicikdcra boiwabic bid nied donee dence 1,156 1,094 1,033 
 ntlaedi ta cg Se/cclag rude &bevaeee bemeertace 1,268 1,238 r 
DMD ivebascécwetubaderet cies wees vewweture 246 234 263 
a8 Atad sina tucigs-Deiela bdnackaadade 2,609 2,794 2,584 
ie eee eee Pee re 1,782 1,871 1,743 
Oe ee 1,874 1,98 1,728 
Gther Forest Products......ccccscsccccccces 1,021 1,097 
Se lice ahah Ok casa $rhs0 v0 asasecereere cieimeawe 622 648 802 
ee ee Se 12,115 12,303 —, 11,996 
SIRI 5.50 54,0 oan eneonecedineaeeesaait i 464 10,117 
WO CEH EMOGOE 6 65.0 oc cicciccecveeie 35,606 35,011 38,098 
Total Cars Received from Connections 30,283 30,436 29,379 
WESTERN CANADA 
Grain and Grain Products 3,483 5,104 
PE dig heroes cuceeres 1,004 1,160 
. iweb enerenensis Pieces Ti” 669 
I a ee 37 
BN ncicincde coiduicecau ns 1,144 1,320 
tn a icin c Wiens: > sees cc wisn cinsvelakeeis 
UE, WII v6 oo. 0:5 .o:e6 oc osnewosnncs 148 
Other Forest Products............ccceecee 877 1,542 
ree piaieeraecsrartinecras 867 6 
memcmnnes, Te, ©. Bas ciciccccccccdiccecceese 4,069 3,546 
OE wiv ntie do's Sad mnavdebuiaceavawas 2,528 2,695 
Total Cara LOAM. ...6sccccvccccccecce 14,994 16,861 
Total Cars Received from Connections 2,509 2,671 2,533 
TOTAL FOR CANADA 
Grain and Grain Products................ 5,992 5,771 7,764 
ins: 6d Uae aa lnblielgaie.cs'aeenleceseean 2,225 2,098 2,193 
MC REMAG CHEF CCUG OC COR eee ee teeewcweeee 1,965 1,949 5,104 
GEIR ai bi biereieadwrea oeinaswe eeiee-6ines emai 81 271 266 
NN RN dian «6 tio'v nie 0) ba beieieeioeeeenees 3,597 3,938 3,904 
RE eee g 1,997 1,832 
ON eee 2,024 2,128 1,823 
Cemer Porest Products... i occiccciceccocecs 2,786 1,974 2,289 
asia chal een elantalMaialcimardninewseeesincmateeauvais 1,172 1,515 1,440 
BUGVCMMMONDG, Ee, C. Lbs icciccccicciccccseesecies 16,091 16,372 15,542 
EL, encicdcsecdweccnewerete cousins 12,524 11,992 12,812 
DOC) Care TOAGGG 5.0 oc cciccvcvcccccecwes 50,512 50,005 54,959 
Total Cars Received from Connections 32,792 33,107 31,912 
CUMULATIVE TOTALS TO DATE 
Grain and Grain Products..............+. 112,676 137,640 
Ny Ie or. ahaee 00. 5. dl 4-Oe0,0-409 4 0 SS5 Saw eens 40,345 38,944 
ED eb ia h OEE GH0S5 0.46 b Vad cee esbele Ounciveiece 79,105 89,231 
ME Gehiwaddcevecieccecewwes iesiaral eels orate wi aawee 5,425 4,485 
Oh gia: do.u.d. dade. oei t6-kciee we ese wane weelee 55,337 61,784 
I iat cd a'a cigietasasd'd DOW Wika alewrsiere eekewiis 64,008 65,594 
a ee ea veers 37,908 37,815 
CHMOD DOPER PIGGUCts, « o.0ccscccccccscces 55,085 54,192 
i) Swath ut awaits Wes 18d Oo 6 sare. cee ne obs Clodcene 21,164 18,308 
I ke Ore, Bas ois v wise vice scieeweecciee 260,436 240,417 
EE B.S eb eeh e606 4553 40s scccecevo< 187,197 191,491 
ee GW Oe Sh 6 nab co dec kade voce 918,686 939,901 
Total Cars Received from Connections 597,735 618,688 





MOTOR COMPETITION IN CANADA 


The Traffic World Ottawa Bureau 

G. T. Bell, executive assistant to the traffic vice-president, 
Canadian National Railways, estimates that the motor car (pas- 
senger cars and trucks) cost the railways of Canada $24,276,651 
in 1923, and more than that last year, when motor vehicle regis- 
tration rose to 639,114 from 566,486 in 1923. 

The above loss was in passenger traffic only. The Canadian 
National’s share of this loss was $8,081,477. To this must be 
added an estimated loss of $1,747,587 on American mileage, mak- 
ing a total estimated loss of $9,289,064 on the passenger revenues 
of the system. 

Mr. Bell, in his report, also deals with motor truck competi- 
tion in express freight service. There are six companies in Mon- 
treal and seventy-six in Toronto operating motor trucks in gen- 
eral transportation business, for handling freight and express. 
There are fourteen companies operating from three to five trucks 
each out of Hamilton. 

The trucks, owing to lower operating costs, and ability to 
select the cream of the traffic, make rates about 25 to 35 per 
cent lower than railway express rates. Their operating costs 
are mainly in wages and maintenance of equipment, with no ex- 
pense for maintenance of the highways beyond a merely nominal 
tax. It is not practicable to give a definite estimate as to loss 
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generally, but, on the item of milk alone, it is estimated at 125, 
000 a year. Practically all milk traffic formerly handled by pas- 
senger trains up to a distance of thirty miles is now handled by 
motor trucks. 

Mr. Bell reports 214 autobus services in territory competi- 
tive with Canadian National Railways with a daily operated mile- 
age of 385,440. Out of a Canadian National Railway mileage of 
22,348, autobusses serve 3,332 miles or approximately 15 per cent. 

In 1924, 1,524,166 United States motor cars entered Canada, 
and 162,475 Canadian cars entered the United States. It is esti- 
mated that this represents a loss of $2,900,000 to the Canadian 
lines of the Canadian National Railways. In Ontario alone, in 
1923, 9,523 passenger cars are shown as registered by com- 
mercial travelers. These cars are used to cover towns more 
quickly than can be done by passenger train. 

In referring to this subject in Parliament, G. P. Graham, 
Minister of Railways, said: 


Gentlemen have heard a good deal about the difficulties of trans- 
portation companies in all countries in meeting competition brought 
about by automobiles and busses on account of the improvement of 
roads. This may seem small at first blush, but it is a very important 
matter and it has to be dealt with. The question will arise—Should 
the railway companies of Canada forsake some of their steam lines 
and_operate busses on short hauls, or should they replace their steam 
roads on little longer hauls with gasoline or electric cars to take the 
place of the more expensive steam locomotives and regular trains? 
The question is not one of endeavoring to stop the traffic by automo- 
biles or trucks; it is one of reducing the cost of transportation by the 
railway companies by some other process. 


RATES ON CLEANED RICE 


The Traffic World Ottawa Bureau 


The Board of Railway Commissioners for Canada has 
adopted the report of its chief traffic officer and issued it as a 
judgment in the matter of the application of the Mount Royal 
Milling Company, Limited,. Montreal, for an order regarding the 
cleaned rice rates from Montreal. The report of the chief 
traffic officer said the rate from Montreal to Winnipeg should 
not exceed that contemporaneously in effect from Vancouver, 
and that, to points west of Winnipeg, the rates from Montreal 
should not exceed the pereentage of fifth class from Montreal 
equivalent to the ratio of any commodity rate established from 
Montreal to Winnipeg below the fifth class rate. 

The matter originated with an application | by the Mount 
Royal Milling Company in October, 1923, claiming that the 75 
cent a hundred pounds rate from Vancouver eastward created a 
discrimination that should be removed. The railways admitted 
that the rate gave Vancouver millers an advantage in the prairie 
markets, and suggested that the parties should try to reach an 
agreement for readjustment. This failed, and the case was first 
heard at Ottawa in May, 1924. 

Rice is cleaned at only two points in Canada—Vancouver 
and Montreal. The rates from Montreal to the competing terri- 
tory were to Winnipeg, $1.14, Calgary, $2.00, and Vancouver, 
$2.42. The Montreal miller was agreeable to any reasonable 
rate westbound providing the same rate was established east- 
bound. 

The Vancouver millers have contended that it was not Mon- 
treal, but American competition they were afraid of, and the 75 
cent rate was to meet this. The railways admitted that the 75 
cent rate was established in 1922 to enable the Vancouver mills 
to get into the eastern markets in competition with rice from 
the southern states, but that the situation had since changed. 
They proposed increases in the eastward rate ranging from 98 
cents to Calgary to 115% cents east of Toronto. Various western 
points protested, and the board heard arguments thereon last 
autumn. 

The report adopted as the judgment of the board dealt at 
length with the matter of American competition and rates. It 
said the Vancouver millers alleged that the rate from San Fran- 
cisco to New York was 90 cents, and from Portland and Seattle 
to Chicago, 83 cents, but that no evidence was submitted to show 
whether or not these rates were controlled by competitive con- 
ditions. With regard to comparisons between the United States 
and Canadian rates, the board said: “Tolls fixed in the United 
States are not the criteria of reasonable tolls in Canada.” 


CANADIAN RAIL SITUATION 
The Trafic World Ottawa Bureau 


In discussing the railway situation in the House of Com- 
mons the Minister of Railways called attention to the efforts 
made by both the Canadian National and Canadian Pacific Rail- 
ways in the last year to “trim their sails’ to meet depressed 
business conditions by reducing the cost of transportation. 
Taking the Canadian National first, there was a decrease 10 
gross earnings of $17,547,305, including a decrease in freight 
earnings of $14,195,598. The tons of freight carried were 52,- 
498,614, a decrease of 4,747,724; in passenger earnings of $2,051, 
319; and in miscellaneous earnings of $1,352,570. 

To meet this decrease in revenue there were notable de- 
creases in expenditures. Working expenses decreased $14,360,907. 
Maintenance of way and structures decreased $738,479. Main- 
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tenance of equipment decreased $4,203,875, and transportation 
expenses $10,217,416. 

Decreases on the Canadian Pacific were as follows: Gross 
earnings, $13,334,933; working expenses, $13,083,165; freight 
earnings, $10,794,416; tons of freight carried, 2,076,278; passen- 
ger earnings, $245,150; passengers carried, 496,927; miscellaneous 
earnings, $90,607. Decrease in expenses were as follows: Main- 
tenance of way and structures, $3,499,035; maintenance of equip- 
ment, $1,684,079; transportation expenses, $6,418,830. The freight 
earnings per ton-mile, the Canadian National figures for 1924 
were 1.01 cents,-as compared to .99 cent in 1923, and on the 
Canadian Pacific they were .98 cent, as compared with .93 cent. 
Earnings per passenger per mile for the Canadian National were 
2.71 cents in 1924 and the same for 1923. On the Canadian Pa- 
cific they were 2.66 cents in 1924 and 2.63 in 1923. 

In commenting on these figures the Minister of Railways 
pointed out that the figures given for one year could not be 
depended..om ta, provide a yardstick for measuring operation 
or expenditure, even capital expenditure. “Gentlemen will no- 
tice,” he said, “how these two railways reduced expenditure, the 
one in one direction and the other in another. Perhaps next 
year, or the year we are now in, these positions may be exactly 
reversed, and what one would save on equipment the other 
might save on maintenance of way and structures and the posi- 
tions be reversed.” 

Calling attention to the fact that the decrease in expenditure 
by the Canadian National on way and structures was $738,479, as 
compared with a decrease by the Canadian Pacific of $3,499,035, 
he pointed out that, after the publication of the favorable Cana- 
dian National statement last year, it had been claimed by critics 
that the national road was starving its maintenance of way to 
make a favorable showing, while as a matter of fact it has been 
expending an enormous amount for this purpose and must of 
necessity continue to do so. The figures he had quoted, he said, 
showed that the Canadian National last year had only reduced 
its expenditure by $738,479, while the Canadian Pacific, acting 
on just as good a business principle, had reduced its expenditure 
$3,499,035. 

In the case of equipment, the situation was reversed. “To 
show that the management of these railways runs along con- 
current lines,” he said, “the Canadian National reduced its ex- 
penditure for this purpose by $4,203,875, while the Canadian Pa- 
cific made a reduction of $1,684,769. The total decrease in these 
two items being $4,942,354 in the case of the Canadian National, 
$5,184,804 in the case of the Canadian Pacific. The expenditure 
for snow shoveling in some years is very large. Last year this 
decrease in the expenditure on maintenance of way and struc- 
tures was more than accounted for by the amount saved in snow 
shoveling, which was something over one million. 

He gave the following figures, showing how each dollar was 
expended on the Canadian National in 1923 and 1924: 1923, 
maintenance of way and structures, 10 cents; maintenance of 
equipment, 23 cents; traffic, .02 cent; transportation, 52 cents; 
miscellaneous operations, .01 cent; general, .02 cent. In 1924 
the corresponding figures were 20 cents, 22 cents, .03 cent, 50 
cents, .01 cent, and .04 cent. 

The operating ratio on the two roads was as follows: Cana- 
dian Nation, 1923, 91.92 per cent; 1924, 92.68 per cent; Canadian 
Pacific, 1923, 80.86 per cent; 1924, 79.60 per cent. The oper- 
ating ratio on the Canadian Pacific showed a small increase, 
owing to the decrease in traffic, while the overhead had to be 
maintained. There was a small increase this year, owing to 
the large overhead, which could not be reduced. He quoted 
figures showing the operating ratios of the separate entities of 
the Canadian National Railways before they were amalgamated. 
In 1921 they varied from 95.53 per cent for the Grand Trunk 
to 124.21 per cent for the Grand Trunk Pacific. Applying the 
figures to the amalgamated line of the Canadian National Rail- 
ways, he said that, with the exception of this year, from 1920 
on, not only had the operating ratio bettered on the eomponent 
parts of the line that were under the control of the government, 
but the operating ratio of the Canadian National as a whole had 
bettered. 

In presenting the statement of the Canadian National Rail- 
ways to Parliament, he made a separate statement, giving oper- 
ating results on the lines in the United States, including the 
Grand Trunk Lines in New England, the Grand Trunk Western 
Lines and the Duluth, Winnipeg & Pacific Railway. The gross 
operating revenue was, in 1924, $34,363,689, as compared with 
$38,348,280. Gross operating expenses were, 1924, $28,883,527, 
1923, $29,768,179. The net result was, in 1924, $5,480,162, and 
in 1923, $8,580,100. The chief loss of revenue was on the Grand 
Trunk Western Lines, serving the industrial community adja- 
cent to Detroit and Chicago. The Grand Trunk New England 
lines produced an operating deficit in 1924 of $482,575, or about 
$9,000 less than last year. 

The tax accruals, uncollectible revenues and miscellaneous 
operations were, in 1924, $1,538,169, as compared with $1,261,916 
in 1923. The total operating income or deficit, 1924, $3,942,092, 
as compared with $7,318,183 for 1923. The total deficit on United 
States operation was $3,721,258 for 1924, including fixed charges, 
an increase of $1,002,178, made up as follows: Grand Trunk 
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Lines in New England, $1,942,559; Grand Trunk Western Lines, 
$1,721,779, and Duluth, Winnipeg & Pacific Railways, $56,920. 

The Minister of Railways, in comparing railways and rail- 
way service in the United States and Canada, said: 

The United States railways are often compared to ours. I am 
quite prepared to accept the challenge on behalf of the Canadian 
Railways, including the two great systems, and compare the service 
they provide with the service provided by any railway company in 
the United States. It is true that during the war the railway service 
in the United States was confused and the endeavor that was made 
to amalgamate a lot of lines, without any real connecting links, 
under a government head only made confusion worse confounded, 
During the war the Canadian railways gave a service infinitely su- 
perior to the service given by the United States. 

I want to interject another remark here concerning the Canadian 
railways and the American railways. I am not saying that the 
railways across the lines are not well managed, though they are no 
better managed than ours, but they get higher freight rates than 
we do in Canada. And when any person talks of going over to the 
other side of the line to better his condition or of ing attached to 
that country, if he went there the first crack would be about a 30 
per cent addition to his freight rates. So far as transportation is 
concerned, we in Canada are served too well for our population. 

Speaking of National lines in the United States, he said: 

Gentlemen have spoken in this House—and I am not criti¢iz- 
ing them at all—of the expenditure on our United States lines 
and the service given by them, and some of them have asked 
that this service be discontinued. Let me point this out: We 
have several thousand miles of railway in the United States. The 
duty of service to a community through which a railway 
runs rests on the railway, because they usually get some 
compensation for that. A railway company cannot, unless 
there be good reasons, rob any community of a reasonable serv- 
ice, and when gentlemen opposite tell us that we ought to take 
up the rails on certain parts of our United States lines, let me 
point out that these United States lines are under the control of 
the Interstate Commerce Commission and of various laws and 
statutes of the United States, and this Parliament itself would 
not have the power to interfere with a reasonable service on 
those lines, or take up a foot of rail unless the consent of the 
Interstate Commerce Commission was given. In Canada, our 
own commission regulates these matters largely, but in the 
United States the Canadian National lines are subject to the In- 
terstate Commerce Commission, and must be so; it would not be 
right if it were anything else. 

Mr. MacLean (York): “But you could sell them outright.” 

Mr. Graham: “You could sell the stock in them, of course. 
Just to show you how delicate some of these things are: Re- 
cently, in a certain legislature in one of the states, it was 
charged against the Canadian National that it was spending all 
the money in Canada and not spending in the United States the 
money to which the United States was entitled on account of 
the mileage there. Of course, there is not any foundation for 
that statement, but that question was raised and I heard that, 
without any criticism that legislature, in both houses, passed 
an act to take over without the consent of the Canadian Na- 
tional or of the Canadian government a certain mileage of the 
Canadian National Railway, which it is stated that state intends 
to sell to another company. I do not know whether that is so 
or not, but I am citing that as a matter of public record just to 
show the delicate questions that sometimes arise in connection 
with the operation of the Canadian National Lines in the United 
States. I want to add this—that, on the whole, every state in 
the Union, and the federal government of the United States as 
well, has given the Canadian National system fair play, and 


given it just as good an opportunity as if it were one of their 
own lines.” 


BEATTY DISCUSSES PROBLEMS 


The Trafic World Ottawa Burcau 

President Beatty, of the Canadian Pacific Railway, at the 
annual meeting this week, referred to some of the important 
railway issues in Canada. He welcomed the fact that there is 
less apathy toward the railway situation on the part of the gen- 
eral public, and pointed out that the railway burdens now borne 
by the people are due, not to the failure of private management, 
but to overconstruction, whether conceived by governments or 
private management. All such enterprises could not have been 
carried out but for financial support of the government. He 
reiterated his desire that the Canadian Pacific should work in 
harmony with the Canadian National. He assured shareholders 
that they need be under no misapprehension as to adverse or 
unfair action in the working out of railway problems, and said 
no proposals had been made by the company to the government 
nor by the government to the company in the matter, except 
those having to do with the question of reducing economic 
waste through the elimination, as far as possible, of duplicate 
service. 

Referring to the Petersen contract, he said the widespread 
publicity given to the Preston report and to the inaccurate 
statements in it had necessitated the fullest exposition of their 
position and operations by the lines trading to and from Cana- 
dian ports. The publication of the report had placed the com- 
panies on trial in the opinion of the Canadian shipping public, 
and they, in common with other members of the North Atlantic 
Conference, were making the fullest disclosures of traffic con- 
ditions and of the results of the operations of the Canadian 
Pacific steamships. 

He referred at length to the causes that had brought about 
the present railway situation in Canada, saying: 

There has been, in recent months, a marked difference in the 
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attitude of the business communities and the public at large to 
what is known as our railway problem, an attitude quite contrary 
to the disinterested apathy which has heretofore characterized 
that of the Canadian people toward transportation matters, and 
one which is welcomed by all thinking Canadians. 

The successive policies of overconstruction and duplication 
with government assistance, forced the acquisition by the govern- 
ment of practically all lines save those of your company, and the 
resultant burdens are now being heavily felt. It is asserted that 
the present situation is due to the failure in former years of 
private undertakings, the inference being that defects of private 
ownership and administration resulted in the establishment of 
public ownership in respect of these properties. Such statements, 
without an exposition of the sequence of policies, are misleading, 
to a degree. The principal cause of the present unsatisfactory 
conditions was undoubtedly the formation, from time to time, of 
policies of extensive new construction and duplication of then 
existing railway lines, in most, if not all, cases, by the govern- 
ment or with government assistance, and in anticipation of a 
much greater development than the country has enjoyed. It does 
not seem to be material whether the overambitious projects were 
launched by the government of the day or were conceived by 
individuals or companies. In each case the undertakings received 
the financial support of the government and the approval of the 
people, and without such their completion would have been im- 
possible. 

Private administration did not break down, but the under- 
takings were so far in advance of the country’s existing or im- 
mediate future requirements that their failure was almost in- 
evitable. In consequence of the existing conditions, there 
is a general and deep-rooted desire for railway economies, for the 
elimination, where possible, of intensive competition and duplicate 
services, and the utilization where feasible of joint instead of 
separate terminal facilities. 

e have indicated that we would be very glad to join with the 
Canadian National in reducing by common action as much of the 
duplication as public requirements and the interests of the indi- 
vidual companies will permit. It is probably true that the re- 
sults of these policies of restriction in services which, in the first 
instance, will be directed to passenger service, will come at a 
time when the tourist and ordinary summer traffic of both com- 
panies is at its heaviest, and that the convenience of the traveling 
public will demand train service which would not otherwise be 
required. I am entirely in favor of this action, because I think 
it is dictated by ‘common sense, but I would not like to have it 
felt by the public at large that it will constitute an adequate 
solution of Canada’s railway difficulties. 

As to the larger question of the future relations which the 
companies will bear to each other, no comment from me is de- 
sirable save to express the view that, next to the prosperity of 
their own railway, there is nothing that intelligent self-interest 
would lead your directors so much to desire as the prosperity of 
the National Railways and the lessening, and ultimately the en- 
tire elimination, of the burden its operations impose on the Cana- 
dian people. We propose to work in the greatest possible har- 
mony with the National Railways consistent with the interests 
of your property and of its owners, and I would expect that the 
contribution of this company to the country’s development and 
the importance of the services which it has rendered and is ren- 
dering is fully appreciated and recognized by the government of 
Canada. I am convinced that the vast majority of Canadians, 
especially the business interests of the country, do not desire to 
see the company either absorbed or menaced. I do not know 
of any situation which has arisen which should give the share- 
holders of this company any apprehension or grounds for the 
belief that, in working out the railway problems of the country 
in the future, their interests will be adversely or unfairly affected. 


CANADIAN BOARD RULINGS 


The proper L. C. L. rating on an article of aluminumware 
in a package of rolled oats, under the effective tariffs and classi- 
fication, is first class, because, obviously, it is not nested and 
could not be, under the terms as defined in the classification 
rule. The Board of Railway Commissioners so decided in the 
application of Robin Hood Mills, Limited, Moose Jaw, Sask., for 
a ruling as to the proper rating under the reading of tariffs 
and classification as currently in effect on an article of aluminum- 
ware placed as advertising matter in cartons of rolled oats. 

The board has approved Canadian National Railways sup- 
plement to tariff C. R. C. No. E-608, covering joint movements 
with Montreal & Southern Counties Ry. Co. 


PARCEL POST TO CANADA 


Paul Henderson, second assistant Postmaster General, has 
issued the following notice to postmasters: 


This office is in receipt of a number of complaints to the effect that 
parcel-post packages mailed in this service destined for points in 
Canada are being received by border exchange offices without cus- 
toms declarations attached thereto. 

Postmasters will exercise the utmost care when accepting parcels 
addressed for delive in the country mentioned, to see that one 
customs declaration (Form 2966) is attached to each parcel, as indi- 
cated on page 183 of the annual Postal Guide for 1924. 


Postmasters at exchange offices will report to this office any viola- 
tion of this notice. 


SALARIES OF CANADIAN OFFICIALS 


In replying to a question from Sir Henry Drayton, M. P., 
formerly Chief Commissioner of the Board of Railway Commis- 
sioners, as to how many officials of the Canadian National Rail- 
ways received salaries amounting to $15,000 a year or over, 
George P. Graham, Minister of Railways, said there were seven- 


teen last year, their total salaries being $350,083 to date. He 
said: 


This is a peculiar question in that it seeks to have the Canadian 
National Railways give to the public information which no other 
railway company gives. It really is asking the railway owned by 
the government to do something that no other railway company in 
Canada is asked to do, or does, or, possibly, would do. I may say this, 
however. The management of the Canadian National Railways are 
very much averse to giving this information for the reasons I have 
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suggested. I have urged them to give it in this case, particularly as 
it relates only to the higher paid officials and does not include the 
employes in general. With that understanding—that it is not an 
opening of the door to a series of questions that will be handing 
the entire information as to salaries over to the public for use by 
other companies, information which if given would give rise to end- 
less jealousies in the staff—I am prepared to answer the question. 
The answer being confined within the limits I have stated, I do not 
think it will do any appreciable harm. 


RAILWAY MAIL PAY 


The railroads, other than those of New England, have asked 
the Commission to re-examine No. 9200, the railway mail pay 
case, with a view to allowing them fair and reasonable rates for 
the transportation of the mails. The railroads ask for a forth- 
with order requiring the Post Office Department to weigh the 
mails and gather other data to aid the Commission in arriving 
at a conclusion. They contend that the order of December 23, 
1919, establishing present rates, was not adequate when made, 
beinb based on old statistics. 

The New England railroads had already petitioned the Com- 
mission for a re-examination of the facts and circumstances sur- 
rounding the transportation of United States mail on their lines 
and the services performed by them in connection therewith, and 
for an order fixing increased rates of pay that shall be just, rea- 
sonable and adequate, both for the future and for such period as 
the rates may be found to have been unjust, unreasonable and 
inadequate. The applicants allege that the existing rates of pay 
do not yield them fair, reasonable or adequate compensation for 
the service performed. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipménpts of 24 leading fruit and vegetable products totaled 
14,016 cars the week ended May 9 as compared with 13,858 cars 
(revised) the preceding week, according to the weekly statement 
of the Bureau of Agricultural Economics of the Department of 
Agriculture. Most of the gain was in the movement of potatoes, 
cabbage and mixed vegetables. The total movement for the 
corresponding period of last year was 12,593 cars. The total 
movement for the present season to May 9 was 525,641 cars as 
compared with 544,330 cars for the last season. Shipments in 
the week ended May 9 were as follows: Apples, 345 cars; aspar- 
agus, 58 cars; cantaloupes, 14 cars; cauliflower, 46 cars; cabbage, 
988 cars; celery 476 cars; cherries, 35 cars; cucumbers, 323 cars; 
eggplant, 16 cars; grapefruit, 451 cars; lemons, 369 cars; lettuce, 
840 cars; mixed citrus fruits, 79 cars; mixed vegetables, 1,023 
cars; onions, 610 cars; oranges, 1,212 cars; peppers, 96 cars; 
spinach, 109 cars; strawberries, 1,615 cars; string beans, 353 
cars; sweet potatoes, 43 cars; tomatoes, 698 cars; watermelons, 


2 cars; potatoes (1925 crop), 1,591 cars; potatoes (1924 crop), 
2,634 cars. 


FINANCE APPLICATIONS 


The Central of Georgia has applied for authority to issue 
conditionally $3,400,000 of refunding and general mortgage 5% 
per cent bonds to be held in the compariy’s treasury so that they 
will be ready for use on short notice for collateral for any lawful 
purpose and to expedite preparation for lawful sale in the event 
circumstances should make sale desirable or necessary. 





UNCONTESTED FINANCE CASES 


The Florida East Coast has been authorized to issue $15, 
000,000 of first and refunding mortgage 5 per cent bonds and to 
sell them at not less than 91% per cent of face amount and ac- 
crued interest. 

The Commission has authorized the Yazoo & Mississippi 
Valley to issue $3,493,000 of 5 per cent gold improvement bonds 
and to deliver them at par to the Illinois Central in reimburse- 
ment of advances to the applicant. 

The Baltimore & Ohio has been authorized to issue and 
sell $8,145,000 of equipment trust certificates at not less than 
96.68 per cent of par and accrued dividends. 





INTRASTATE RATES ON COAL 

Intrastate rates on coal, within Illinois, as compared with 
interstate rates on that commodity was the subject of further 
hearing in Docket 11703, before Examiner Koebel at Chicago, 
May 9 and 11. 

J. A. Fenelon, for all petitioners involved in the Dempsey 
Fuel Company’s case, which began the earlier proceeding, gave 
a resume of the history of the case and also rate testimony. 
What he said tended to show that there was a period from Jan- 
uary, 1921, to April, 1922, over which the Illinois commission did 
not have jurisdiction in that it had been prevented from making 
os ~ a in the intrastate rates by an injunction obtained by the 
roads. 

R. B. Battey, coal traffic manager for the Burlington, testi- 
fied on behalf of that road, entering rate comparisons and statis- 
tics tending to show the volume of coal movement from points 
outside of the state as well as within and to demonstrate that 
the interstate coal was in competition with that moving intra- 
state. J. T. Averitt, coal traffic agent, the C. M. & St. P., and 
R. B. De Camp, coal traffic manager, Illinois Central, testified a5 
to rates on coal moving to points on their lines, 
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Ship by Water 


‘*DIFFERENTIAL RATES” via 


WILLIAMS LINE 
San Diego, Los Angeles, San Francisco 


Seattle and Tacoma 


FROM 


Philadelphia, New York, 
Baltimore and Norfolk 


SAILINGS EVERY 14 DAYS 
Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailing and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 
“ede cyt Water Streets, New York, Taken Bvt - 7394 
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EASTERN AGENTS 
MUNSON-McCORMICK LINE 
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Sailings every two weeks thereafter. 
DIRECT TO 
LOS ANGELES HARBOR—SAN 
FRANCISCO, OAKLAND, PORTLAND, 
SEATTLE and TACOMA 












Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East and 
British Columbia 


MUNSON STEAMSHIP LINE 
Munson Building, 67 Wall St., New York 
Offices 


Branch | 
Chicago, St. Louis, Pittsburgh, Baltimore, 
Philadelphia, Mobile, New Orleans 


McCORMICK STEAMSHIP CO. 


GENERAL PACIFIC COAST AGENTS 
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New York—Californi 
1 5 da S Fastest Service by Sea 
y Passenger and Freight 

Itinerary: New York — Havana — Panama Canal— 
Balboa —San Diego (Westbound) — Los Angeles — San 
Francisco. 

Through Bills of Lading to or from other Pacific Coast 
ports; also European, West Indian, Canadian, Hawaiian, 
Far Eastern and Australian ports. 

ers’ automobiles accepted uncrated as baggage 


Passeng! - 
at moderate charge. All steamers equipped for refriger- 
ator cargo. 








Proposed Sailing Dates 


Westbound from New York Eastbound from San FranciscoLos Angeles 
S.S. Kroonland, May 21 S.S. Finland, May 23 May 25 
S.S. Mongolia, June 11 S.S. Kroonland, Junel3 June 15 
S.S. Finland, June 25 S.S. Mongolia, July 4 July 6 
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INTERNATIONAL MERCANTILE MARINE COMPANY 





Pier 61 North River, N. Y. C. 1 Broadway, N. Y. C. 
(W. 23rd St.) Tel. Chelsea 6760 Tel. Bowlin; Newey 8300 
Chicago, 327 So. eng Boston, 84 wa ect 





Philadelphia, Bourse B' Baltimore, aaa f Commerce 
Rochester, Ellwenger = Bldg. West Coast Agents, Pacific = Go. 
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DIRECT FREIGHT SERVICE 


Via Panama Canal 
REGULAR SAILINGS 
NEW ORLEANS— MOBILE 
GALVESTON— HOUSTON 


Los Angeles Harbor, ial Francisco, Portland, 
Tacoma, Seattle and other Pacific Coast Ports 
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Through bills of lading from Pacific Coast Ports te M Porte 
Rice, West Indie, Central Amerien, South Americe’ Een” 



































Rates quoted, bookings and other information furnished upon application 
THE STEELE STEAMSHIP LINE, Incorporated 
GENERAL GULF AGENTS 
424 Whitney Central Building, New Orleans, La. 
warning a on SWAYNE & HOYT, Inc. 18 Moore St. 
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NICKEL PLATE MERGER HEARING 


The Traffic World Washington Bureau 


The hearing before the Commission on the Van Sweringen- 
Nickel Plate merger application probably will not be concluded 
until some time in June. Discussion of the question of the 
length of time that would be required to complete the hearing 
arose when W. A. Colston, general counsel and vice-president , 
of the Nickel Plate, offered E. M. Smith, general land and tax 
attorney of the Nickel Plate, as a witness to reply to questions 
raised by Mr. Godfrey, counsel for protesting Nickel Plate stock- 
holders. Mr. Godfrey was not present and Director Mahaffie 
suggested that the submission of Mr. Smith’s testimony be de- 
ferred until counsel was present. It was indicated by counsel 
for the Nickel Plate that Mr. Godfrey had withdrawn from the 
case. The suggestion that Mr. Smith appear as a witness later, 
however, was adopted. 


Commissioner Meyer said he would not be able to be pres- 
ent, except for limited periods, on the first two days of the 
week beginning May 11. It was, therefore, agreed to resume 
the hearing after adjournment at the end of the week of May 
4 on May 13 and to go on with it until the end of that week. 
Commissioner Meyer said he could not be present the week be- 
ginning May 18 and it was agreed there would be no sessions 
that week. It was indicated that the hearing could go on the 
week beginning May 25, but that in the week beginning June 
1, Mr. Anderson, counsel for the C. & O. minority stockholders, 
could not be present. 


Mr. Colston said he was prepared to put a witness on the 
stand May 18, who would answer the questions asked by Com- 
missioner Meyer as to the basis of the ratios for exchange of 
new Nickel Plate stock for stock of the constituent companies 
and other financial details of the plan, but when Commissioner 
Meyer said he could not be present that week, Mr. Colston said 
arrangements as to the time for appearance of that witness 
could be made later. It was understood that one of the Van 
Sweringen brothers probably would take the stand to explain the 
basis for their proposal for unification of the properties. Mr. 
Colston said he thought he could complete the submission of his 
case the latter part of the week ending May 16 with the excep- 
tion of the witness as to the financial details and a final account- 
ing witness. 


John E. Oldham, investment banker of Boston, who has 
made a special study of the subject of railroad consolidation, 
testified in support of the Nickel Plate merger plan, May 8. 
Owing to the fact that counsel for the protesting C. & O., and 
Hocking Valley, stockholders wished time in which to go over 
Mr. Oldham’s testimony before cross-examining him, the hearing 
was adjourned until May 13. 


Mr. Oldham said he had made a study and an analysis of 
the Nickel Plate plan to determine whether the terms of the plan 
were fair as between the several constituent companies and to 
determine whether the plan, as a whole, looked to the creation 
of a railroad system which in compliance with the general intent 
of the transportation act was in the public interest. He said his 
analysis and study indicated that the plan provided with sub- 
stantial fairness for compensation to each company in accordance 
with its contributions, whether those be measured by earnings, 
by property, or by both. He said that while other methods of 
analysis than those employed by him might lead to conclusions 
slightly different in some details, it did not seem probable that 
a careful consideration of the relevant facts would justify a 
conclusion that the plan was otherwise than generally sound 
and essentially fair to the security holders, as a whole, of each 
road involved in it. 

The proposed Nickel Plate system, he continued, would be 
fairly comparable with the New York Central, Pennsylvania and 
Baltimore & Ohio systems, and that the proposed unification 
under the Nickel Plate plan would be the first step toward the 
creation of a consolidated system in accord with the transporta- 
tion act and in the public interest. 


Mr. Oldham said his study was based on the general prin- 
ciple that when two or more railroads were to be unified into 
one system each road was entitled to receive compensation in 
proportion as it contributed to the system. He said that raised 
the question of what each road did actually contribute. First, 
he continued, each road contributed earnings or profits from 
operations, by far the most important single contribution it made. 
He said he therefore first analyzed the earnings statements 
of the roads involved in the plan so as to determine, so far as 
possible, the amount of earnings each might be expected to con- 
tribute to the system. He said he used the figures for 1923, 
slightly modified, as the facts seemed to require. His conclusions 
as to the earnings each would contribute were as follows: 
Chesapeake & Ohio and Hocking Valley, $23,100,080, or 35.7 per 
cent; Erie, $23,073,432, or 37.2 per cent; Nickel Plate, $10,087,565, 
or 15.6 per cent, and Pere Marquette, $7,443,563, or 11.5 per cent. 
He said the percentages showed the percentage the present 
security holders of each company might fairly expect to receive 
of the total earnings of the whole system which were to be dis- 
tributed as interest and dividends. Continuing, he said further 
analysis showed that the several companies would contribute 
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earnings and participate in distribution of earnings in accordance 
with the following percentages: 





(*) (7) 

i iret wa atassin. Hass HUA Wiens Week edad w mrewenent 35.7 35.2 
I aisle davai DACRE Sa SGU oIWieiw < bea ka eg Wa ee weulaamaale 37.2 36.8 
I IN acca o;cio- tei tie-o alee, UacaGere wiarenw bree bearetecalaOOaerewiete’ 15.6 15.9 
ON Ne 65k cine cee ore senwecnseddcsiccscesenecie 11.5 12.1 
UE. © & ciordicareeslnidnw nee neantee mo lek aera cadets 100.0 100.0 


ual <_ cent of earnings contributed. + Per cent of distribution re- 
eived. 

Mr. Oldham said since there was no material difference in 
distribution to be enjoyed, it was clear that, in so far as “we 
are justified in using earnings as a basis for the distribution of 
any case between the percentage of earnings contributed and 
securities, and in so far as we are justified in using the earnings 
of 1923 for this purpose, the conclusion is amply justified that the 
Nickel Plate plan accomplishes to a high degree, fairness as 
between the several companies.’ He said he used the 1923 
figures because 1923 was more nearly normal than any year 
since the end of federal control. He said anyone who should 
contend that relative values should be based on the earnings of 
1924 would be under the necessity of demonstrating beyond a 
reasonable doubt that the conditions then existing could be 
regarded as permanent. At the time the plan was proposed, he 
said, there was nothing in the record of the C. & O. and H. V. to 
indicate that their business was to increase in greater propor: 
tion than the business of the other roads in the group. 

Counsel for the protesting C. & O. stockholders filed a motion 
asking the Commission to require the Van Sweringens and other 
Nickel Plate officials authorized to hold positions with the C. & O. 
and Hocking Valley to show cause why the orders authorizing 
them to hold such positions should not be set aside; that the 
Van Sweringens and the Nickel Plate be required to dispose of 
their holdings in the C. & O. and H. V., and that the application 
of the Nickel Plate be dismissed. The motion was based on 
allegations that fraud entered into the actions of the Van 


Sweringens. Commissioner Meyer said the motion would be 


taken under advisement. 


When the hearing in the Nickel Plate case was resumed 
May 13, W. A. Colston, vice-president and general counsel of the 
Nickel Plate, filed a motion asking that the Commission require 
the committee representing protesting C. & O. stockholders to 
make more definite, and certain, their petition for intervention, 
and the allegations in their motion for dismissal of the Nickel 
Plate application. The motion asked that the interveners be 
required to set forth the names of the 2,500 stockholders they 
said they represented, how they obtained authority to represent 
the stockholders, and whether the committee, having said it 
would serve without compensation, subsequently asked for finan- 
cial contributions and proposed that the stockholders should pay 
not in excess of $1 a share to defray the expenses of the litiga- 
tion involved, with an initial contribution of 25 cents a share. 

Commissioner Meyer said it was his view that the motions 
filed by the interveners and the Nickel Plate, if argued, should 
be argued before the entire Commission. No decision was an- 
nounced as to what procedure would be followed. 

Mr. Anderson, counsel for the C. & O. stockholders, engaged 
7 a _ cross-examination of Mr. Oldham at the hearing 

ay 13. 

Cross-examination of Mr. Oldham by counsel for protesting 
Chesapeake & Ohio and Hocking Valley stockholders proceeded 
at the hearing on May 14. Counsel questioned the witness as 
to how he arrived at his conclusion that the terms and condi- 
tions of the plan were fair as to each of the companies and also 
as to why he had not used 1924 instead of 1923 as the basis for 
his computations. Mr. Oldham said he had not used 1924 be- 
cause he regarded the earnings in that year of the Chesapeake 
& Ohio and Hocking Valley as abnormal and that the results 
of 1923 reflected, in his opinion, a more normal condition for 
all the properties involved than did those of 1924. It had been 
developed that the earnings of the Chesapeake & Ohio and Hock- 
ing Valley showed a substantial increase in 1924 over 1923. 


ACQUISITION OF CONTROL 


The Stewartstown ‘Railroad Company has applied to the 
Commission under paragraph 2 of section 5 of the act, for au- 
thority to acquire control by lease of the New Park & Fawn 
Grove Railroad Company. The line to be acquired extends from 
Stewartstown to Fawn Grove, Pa., a distance of nine miles. 


ORIENT APPLICATION 

The Kansas City, Mexico & Orient Railway Company has 
applied for authority to assume and agree to pay a promissory 
note for $2,500,000 executed December 1, 1921, by William T. 
Kemper, receiver of the Kansas City, Mexico & Orient Railway 
Company, to the United States for a loan. The note, with inter- 
est due, now totals $2,966,583.02. Authority was also requested 
to issue to Clifford Histed the entire capitalization of the new 
Orient company, consisting of 75,000 shares of non-par stock in 
consideration for the property and assets of the old company, 
and a cash payment made by Histed. The application is one of 


a series that have been filed in connection with reorganization 
of the Orient. 


May ] 
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Protect Your Product Against Heat and Cold 
With This Wood That Is 92% Air 


BALSA WOOD 









In the circles above, you see a cross section of against temperature, so here you have the secret 








Ash and Balsa, both magnified. The ash is com- of Balsa Box protection. 

pact, a finely woven mass of wood fibres. The They are literal “vacuum bottles” that protect 

Balsa is composed of tiny cells, like a honey- your perishable or semi-perishable goods against 

comb, and each cell is filled with air. quick temperature changes. That is why losses 
. from damaged goods in transit are now a thing 

Heat or cold can pass through ordinary wood, of the saat to anese of Thslen Benes 

traveling from one fibre to another. But in Balsa P . 

Wood, instead of fibres there are cells full of air. 


Write for prices on Balsa Boxes to fit your own 
Dead air is one of the best known insulations specifications. 


THE FLEISCHMANN TRANSPORTATION COMPANY 
Balsa Box Department 


New York, 699 Washington Street Chicago, 327 South La Salle Street 


Baltimore Boston Buffalo’ Cincinnati Langdon, D. C. Peekskill, N. Y. 





San Francisco Seattle St. Louis 





MEMPHIS, TENNESSEE 


The Most Centrally Located Distributing Center 
in the United States 


~ Home of the Largest Merchandise Warehouses in the South 


THE MEMPHIS TERMINAL CORPORATION 


We Invite Storage of all Kinds of GENERAL MERCHANDISE 
POOL CAR DISTRIBUTION 
Warehouses of concrete construction, automatically sprinkled, lowest insurance 
rates. We operate our own switch engine and connect with all Railroads initial 
to Memphis, Tenn., as well as the Mississippi Warrior Service who switch to 
our Plant without additional switching charges on car load lots. 


Member A.W. A. Address MERCHANDISE DEPT., P. O. Box 1025, Memphis, Tenn. 
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Cc. S. Evenson has been appointed general agent of the Chi- 
cago & North Western at New Orleans. R. H. Miller has baen 
made general agent at Boston. F. P. Eyman, Jr., has been ap- 
pointed general agent at Dallas. J. P. Fox has been made gen- 
eral agent at Buffalo, and J. H. Schultz has been made general 
agent at Atlanta. F. A. Haas has been appointed traveling agent 
at Atlanta. 

Ward Wire has been made traffic manager of the Colorado 
Fuel and Iron Company. 

Peter J. Rose has been made soliciting freight agent of the 
Frisco at Kansas City. He was formerly general agent of the 
Cincinnati, Indianapolis & Western at that point. 

A. A. Halleck has been appointed division freight agent of 
the Chicago, ‘Rock Island & Pacific at Estherville, Ia. 

W. I. Rankin has been made commercial agent of the Pied- 
mont & Northern at Charlotte, N. C. S. C. Burress has been 
appointed commercial agent at Anderson, S. C. 

J. W. Hibarger has been appointed commercial agent of the 
Rock Island Southern at Louisville. 

F. D. Gouldburg has been made general manager of the 
Detroit, Caro & Sandusky at Caro, Mich. The Detroit, Caro & 
Sandusky has taken over all the property of the Detroit, Bay 
City & Western, effective April 27. That portion of the former 
Detroit, Bay City & Western, extending from Caro to Roseburg, 
Mich., is being operated as the Detroit, Caro & Sandusky Rail- 
way. Train service was resumed April 27. 

Orla E. Harrison, attorney in the Sloss-Sheffield and other 
cases before the Commission and the courts, died in Washing- 
ton May 8, after an operation. He took up Commission work 
in the firm of which Wade H, Ellis is the head and of which 
the late W. A. Wimbish was a member, about four years ago. 
Prior to that he was an assistant attorney-general in charge of 
anti-trust litigation in the Taft administration. Before going to 
Washington he was a member of the Ohio Senate and also en- 
gaged in anti-trust litigation under the state laws. He was 
buried at Greenville, O. 

H. H. Raymond, president of the Clyde-Mallory Lines, and 
Ira A. Campbell, counsel for the American Steamship Owners’ 
Association, have been named delegates to represent American 
shipowners at the meeting of the International Chamber of Com- 
merce in Brussels, June 21 to 27. Homer Ferguson, president 
of the Newport News Shipbuilding and Dry Dock Company, will 
go in behalf of the shipbuilders. 


DOINGS OF THE TRAFFIC CLUBS 


The Transportation Club of Louisville will hold its spring 
dinner meeting at the Brown Hotel May 19. Resolutions 
adopted at the Kansas City meeting of the Associated Traffic 
Clubs of America will be acted on at this meeting. Judge R. W. 


Baggott, Dayton, and E. S. Jouett, vice-president, the L. & N., 
will be speakers. 7 











The Traffic Club of St. Louis held its weekly luncheon meet- 


se May 11. The meeting was known as “Endicott-Johnson 
ay.” 





The Transportation Club of St. Paul met at luncheon at the 
St. Paul Hotel May 12. 





The Traffic Club of Memphis held its first annual golf tour- 
nament at Riverside Park May 12. The club held its “Ladies’ 
Day” luncheon May 11. 





The Transportation Club of Flint will hold its first annual 


oe golf party and dinner dance at the Flint Country Club 
ay 27. 





The Toledo Transportation Club held its annual meeting, 
May 6, and elected the following officers: President, J. F. Ryan; 
vice-presidents, G. W. Dennison, H. G. Huhn; secretary, W. J. 
Chisholm, and treasurer, J. E. Rheiner. 





The Knoxville Traffic Club held a banquet at the Whittle 
Springs Hotel May 8. A special musical program was presented, 


and Judge H. H. Tye, of Louisville, spoke on “Sailing on the 
Transport, Transportation.” 





The Pacific Traffic Association met at the Transportation 
Club, Palace Hotel, San Francisco, May 12. 





The Traffic Council of the Rochester (N. Y.) Chamber of 
Commerce met May 5. Moving pictures of camp life in the 
Maine woods were presented by E. C. Otis, division freight agent, 
the Boston & Maine, at Troy, N. Y. Raymond G. Phillips spoke 
on the transportation of fruit and vegetables over land and 
water. He made the statement that the freight charges per car 
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paid on fruit and vegetables averaged higher than on any other 


commodity and that the average haul per car is about 300 miles 
longer. 





The Traffic Club of Erie will hold its annual outing at Con- 
neaut Lake Park, Pa., August 6. 





The Traffic Club of Minneapolis met at luncheon, May 14, at 


the Nicollet Hotel. Ivan Bowen, of the Railroad and Warehouse 
Commission, was the speaker. 





The Traffic Club of Atlanta held its May meeting at the 
Henry Grady Hotel May 11. Reports by the delegates to the 
meeting of the Associated Traffic Clubs were received, and the 
resolutions adopted by the national association at Kansas City 


were unanimously approved. The club will hold its annual 
barbecue May 23. 





The Indianapolis Traffic Club will give a spring dinner-dance 
at the Hoosier Athletic Club May 20. 





The San Antonio Traffic Club held its regular monthly meet- 
ing at the St. Anthony Hotel May 14. 





The Traffic Club of Omaha has been organized after two 
meetings, the last, April 28, when a banquet was given. About 
125 railroad and industrial representatives were present. E. §S. 
Waterbury, general -manager, Armour and Company, South 
Omaha, spoke on “Russia, Its Railroads and Resources.” The 
club elected the following officers: President, J. A. Kuhn, traf- 
fic manager, the Omaha Grain Exchange; vice-presidents, R. R. 
Mitchell, A. F. T. M., the Union Pacific, and A. F. Stryker, Sec. 
T. M., the Omaha Livestock Exchange, and secretary-treasurer, 
M. V. C. McCormack, A. T. M., M. C. Peters Mill Company. 





The Traffic Club of Kansas City will hold a smoker and 
meeting at the City Club May 18. 





The Export Club of Detroit, Inc., was organized May 12. It 
is an organization of about forty export managers and intends 
to hold meetings twice a month, when speakers will be heard 
and round table discussions held. It is the desire of the club to 
have as members representatives of any steamship or railroad 
line, bankers, insurance men, or members of any industrial or 
commercial organization having to do with exports from Detroit. 
The club elected the following officers: President, W. E. Mor- 
rison, Paige Detroit Motor Car Company; vice-presidents, S. 
Fitzpatrick, Federal Motor Truck Company, and Mr. West; 
treasurer, W. E. Vaughan, U. S. Department of Commerce, and 
secretary,.H. H. Tewksbury, U. S. Department of Commerce. 
Members of the board of directors elected are: R. R. Daley, 
Frederick Stearns Company; J. H. Howell, Culvinator Company; 
J. H. Needham, Dodge Brothers; J. H. Reese, Hudson Motor Car 
Company; J. H. Teagan, Hupp Motor Car Company, and H. B. 
Trix, American Injector Company. 





The Columbus (O.) Transportation Club was organized at a 
miseting April 6. It has a charter membership of 100 railroad 
and industrial traffic men, who have organized the club for the 
purpose of establishing a closer relationship between the trans- 
portation and industrial organizations. Officers were elected as 
follows: President, C. O. Ruggles; vice-president, P. C. Hodges; 
secretary, C. H. Brown, and treasurer, J. G. Young. 


WESTERN TRAFFIC CONFERENCE 


The Western Traffic Conference will hold its fourth annual 
convention at the Multinomah Hotel, Portland, Ore., May 19, 
20, and 21. On the evening of May 19, members of the Confer- 
ence will be entertained by the Steamship Operators’ Association 
of Portland, and on the afternoon of May 21, the representatives 
of the Southern Pacific, the Union Pacific, the Northern Pacific 
and Great Northern will be hosts at a luncheon to those mem- 
bers taking the Columbia River Highway Trip and will serve 
them in the park at Booneville, Ore., owned and operated by the 
Union Pacific. Among subjects on the docket for the three-day 
meeting are: store door delivery; the value of the traffic group 
to those it represents; forms for traffic departments; traffic as 


applied to mail order service; foreign freight forwarding, and 
rate adjustments. 


NEW YORK SHIPPERS’ CONFERENCE 


Billings Wilson, traffic manager for the Port Authority of 
New York, explained to members of the Shippers’ Conference of 
Greater New York at its monthly meeting the plans of the Port 
Authority to establish union inland freight stations as part of 
the comprehensive plan for the development of the port. 

Informal discussion followed Mr. Wilson’s address. A null 
ber of questions were put to Mr. Wilson and answered. ; 

It was decided to keep a strict watch on any new legislation 
introduced at Albany amending the laws as affecting motor 
truck freight. T. D. Pratt spoke on the subject. 
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The Cincinnati, Indianapolis and Western Railroad 


With Its Connections—‘*THE SHORT LINE FROM COAST TO COAST’”’ 
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CINCINNATI, 
INDIANAPOLIS AND 
WESTERN RAILROAD 

AND CONNECTIONS 


The Cincinnati, Indianapolis & Western R. R. is the short line on traffic routing through Springfield thus avoiding the larger terminals. 

Through St. Louis, Peoria, Chicago and connections it reaches the Southwest, West and Northwestern territories, and is a natural 
intermediate line on through traffic between the East and West, North and South. 

The thorough co-ordination existing between the traffic and operating departments coupled with motive power of high class and 
condition assures efficient handling of traffic. 

FAST FREIGHT schedules are uniformly maintained between Springfield, Decatur, Tuscola, Hume, Metcalf, West Dana, Hillsdale, 
Brazil, Guion, Roachdale, Indianapolis, Rushville, Connersville, Cottage Grove, Hamilton, Cincinnati, and all points on its line and 
beyond these junctions in Central Freight Association and New York, Boston, Albany, Philadelphia, Syracuse, Baltimore, Rochester, 
Norfolk, Richmond and all Eastern, Southern and Southeastern points. 

Fast Freight Service in connection with all Fast Freight Lines Routes. 


For information as to Rates, Routes, Service, etc., address C. I. & W. R. R. Representatives at any of the following points: 


101 Marietta St., Room 806, Atlanta, Ga. 730 Central Bldg., Los Angeles, Calif. 980 Arcade Bldg., St. Louis, Mo. 
436 Marquette Bldg., Chicago, IIl. 41 Porter Bldg., Memphis, Tenn. 773 Monadnock Bldg., San Francisco, Calif. 
205 Neave Bldg., Cincinnati, Ohio 605 Metropolitan Life Bldg., Minneapolis, Minn. 4448 White Bldg., Seattle, Wash. 
740 Railway Exchange, Kansas City, Mo. 280 Broadway, New York, N. Y. 330 Reisch Bldg., Springfield, Ill. 


620 Park Bldg., Pittsburgh, Pa. 419 Ohio Bldg., Toledo, Ohio 
J. A. SIMMONS, General Traffic Manager, C. I. & W. R. R. Building, Indianapolis, Ind. R. B. Kinkaid, General Freight Agent. 


TWO USEFUL BOOKS 
FREIGHT ROUTING: A comprehensive survey of the problem of 


routing, by J. D. Collier. Twenty-six chapters 
full of practical information. 


DEMURR AGE T ARIFFS : An attempt, by G. Lloyd Wilson, to clarify the 


subject of demurrage and to explain, in non- 
technical language the rules which govern the 
assessment of demurrage in the United States. 





These practical and useful*books, durably bound in boards, 


will be sent to you postpaid, at fifty cents each. Or you 
may have the two for seventy-five cents. 


And don’t forget Professor Huebner’s FUNDAMENTALS OF TRAFFIC, about which 
the traffic manager of the chamber of commerce of a large city wrote us: ‘‘The form in 
which it is gotten up seems to me to far exceed anything along the line that I have 
ever seen.” Three dollars a copy. (20% discount to Traffic World subscribers). 


THE TRAFFIC SERVICE CORPORATION 


Merchandise Department 
418 So. Market St. Chicago, Illinois 
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The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 


Questions of Interest to Traffic Men 











CO-OPERATIVE RATE MAKING 


Editor The Traffic World: 

I have carefully read the article recently published in The 
Traffic World on the co-operative rate making plan of Mr. C. BE. 
Childe, and I think the suggestion excellent. 

I believe co-operation among shippers and between shippers 
and carriers is essential and will produce good results. 

In my experience covering some years I have found that I 
get more satisfactory results by securing (as far as possible) 
the co-operation of the interested lines. 

I have handled quite a number of rate cases in this manner 
and have no reason to complain of results. 

I believe an organization such as suggested by Mr. Childe 
is practicable and would prove beneficial to both shipper and 
carrier. 

Geo. W. Collins, 
General Traffic Manager, Peters Cartridge Company. 

Cincinnati, O., May 11, 1925. 


TRANSPORTATION EDUCATION 
Editor The Traffic World: 


I have been reading with much interest the letters appearing 
in The Traffic World concerning transportation education and 
the industrial traffic manager. 

A similar discussion was had in your paper several years 
ago, at which time I had something to say. My idea has always 
been that fraternizing of traffic men for mutual gain only is 
fitting and proper, but that the time is not ripe for creation of 
an exclusive traffic profession with hope of immediately placing 
it on a parity with either of the three black graces—medicine, 
law, or divinity. These professions are the present result of 
centuries of slow educational growth on the part of those so 
vocationed and on the part of their so-called laymen. 

In the traffic field, your first great problem is so to prepare 
industrial life by education that those in control thereof, or 
engaged therein, may know the difference between a reputed 
traffic expert and an ordinary shipping or billing clerk. When 
this preparation of industrial life begins to show signs of growth, 
then the man educated in railroad operation and traffic, indus- 
trial traffic, and law will come unto his own. Admit I have 
spent twenty years in the operating and traffic departments of 
railroads; taken two correspondence courses in industrial traffic; 
have L. L. B. degrees from two law schools; will try the state bar 
examination next month, and still it will be impossible for me to 
utilize this knowledge, but must needs find solace in general 
practice of the law. 

Portland, Oregon, May 7, 1925. 


Editor The Traffic World: 

I have read with a great deal of interest your editorial on 
teaching transportation, in the April 4 Traffic World. Again you 
have sounded a keynote in transportation, and I think that the 
time has come for those who are interested in transportation 
and traffic management as a profession to respond to this appeal, 
in order to take constructive steps to improve the standards and 
really to “sell” the traffic idea to those who are not convinced of 
the value of the services that can be performed. 

It seems to me that, since 1920, there has been a marked 
change in the status of traffic management in commerce and 
industry, and a definite movement toward the development of a 
profession through this field. Just, as the engineers, the ac- 
countants, the attorneys, and the physicians of the country have 
been able, by united action, to demonstrate the value of their 
services to the public and to raise the standards of the profes- 
sion by organization, so I confidently believe the industrial and 
commercial traffic managers of the United States can serve their 
own best interests, and the best interests of commerce and in- 
dustry, through professional organization and the development 
of professional standards. 

I do not feel that the problem of teaching transportation is 
very much different from the problem of teaching other profes- 
sional studies. A graduate of a transportation course of good 
repute still has difficulty, in some cases, in selling his services 
to the world. So do the graduates of medical, engineering and 
law schools have difficulty in establishing themselves in their 
professions. The world does not guarantee the graduate of a 
technical schcol a living nor does it guarantee anyone else a liv- 
ing, and the man who possesses the ability and the pertinacity 
to make himself a place in the transportation world has diffi- 
culties. They are comparable, however, to the difficulties that 


John A. MacLeod. 





ne 


beset the paths of novices in other professions. It is true that 
most people are convinced of the value of the service of profes. 
sional men, but, at the same time, there are many who do not 
use their services as frequently as they should, and the problem 
resolves itself into the problem that confronts every graduate, 
in seeking his place in the world, and in finding an advantageous 
market for his specialized skill and personal capability. 

This problem has been very close with me for several years 
past, and I should be very glad to lend my aid in any construc. 
tive movement toward the improvement of this newest of the 
professions. 

G. Lloyd Wilson, University of Pennsylvania. 

Philadelphia, Pa., May 7, 1925. 


THE INDUSTRIAL TRAFFIC MANAGER 
Editor The Traffic World: 

Referring to letter from H. E. Jones in the May 2 Traffic 
World: 

The thought that has been in my mind for some time is why 
should not the industrial traffic man’s profession be upheld and 
protected and his prestige maintained by a national association 
similar to those of civil engineers or public accountants? 

If I understand correctly, an engineer or accountant must 
have certain qualifications and pass examination to become a 
member of the national association. Without doubt, these asso- 
ciations are very helpful in various ways to their respective pro- 
fessions, as it appears membership certificates in them are val- 
ued possessions of the holders thereof. 

Every profession has its mediocres but, for its size, I be 
lieve that of industrial traffic has the largest percentage, simply 
because there is no standard to gauge an industrial traffic man 
by. Physicians, lawyers, etc., must study and pass examinations 
before practicing, but not so the traffic man. He can spring up 
over night. 

If I understand Mr. Jones correctly, he contemplates, as the 
initial step, the organization of a committee of industrial traffic 
men and let them work out the further procedure. Why not 
start a national association with a traffic man from each state a 
charter member? After this first step I think the next thing to 
do would be the formulation of by-laws; also decision as to qual- 
ification and examinations for additional members. This could 
be done by all charter members or, perhaps, to better advantage 
by a committee decided on by the charter members. When this 
had been accomplished the association should be in position to 
function and other questions vital to us considered. 

Of course, there will be expense in connection with the 
proper operation of the association and my idea is that each 
charter member should contribute say, $25.00; then let them or 
a committee they appoint fix initiation fees for additnoal mem- 
bers and yearly dues for all members. 

I appreciate the difficulties incident to the inauguration of 
a scheme of this kind. However, the engineers and accountants 
had to start their associations and have, apparently, made 4 
success of them. I feel that Mr. Jones has started our ball roll- 
ing and if we all get behind and push am convinced that, event: 
utally, we can have some kind of an association that will be of 
material benefit to the industrial traffic man, who has really de 
cided to make this line of endeavor his life’s work. 

E. C. Sides, Tri-State Traffic Association. 

Memphis, Tenn., May 13, 1925. 


OHIO LINE AUTHORIZED TO QUIT 


The Commission has authorized the Lorain, Ashland & 
Southern, a 66.5-mile railroad, extending from Lorain, 0O., t0 
Custaloga, O., to abandon its line as to interstate and foreign? 
commerce, thirty days after the issuance of the necessary cél 
tificate. The report of the Commission said the applicant was 
financially unable to meet its current indebtedness, to pay traffic 
balances due other carriers, to meet its operating expenses, t0 
provide for the payment of interest on its bonded indebtedness, 
or to maintain its properties in safe operating condition. It 
said the record did not indicate that any material increase it 
traffic could be reasonably expected for the line in question. 

The road, as now operated, was opened in 1914, but its 
southern end was opened in 1895. The Pennsylvania acquired 
it in June, 1916, by buying its stocks and bonds. The Pennsy!- 
vania sold one-half the securities to the Erie shortly after it 
acquired them. The road, however, has maintained its ow? 
organization and operating force. Protests against its abandol 
ment were made and the Ohio commission held hearings 9° 
both the state and federal applications for abandonment. 


May 
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HERE IS 


Real Traffic Service 


1. A staff of practical and legal traffic experts at 
your call for consultation on any matter that 
may bob up in your office at any time. 





A running report of progress in any matter 
before any government body in which you may 
be interested. This includes formal and informal 
complaints before the Interstate Commerce 
Commission, matters before the Federal Trade 
Commission, bills in Congress and similar 
matters. 





A careful watch kept and a report made on any 
development in any specific rate in which you 


are apprehensive that a change may be 
attempted. 





A place where you may obtain without charge 
single copies of any document issued by any gov- 
ernment department. This includes reports and 
tentative reports of the Interstate Commerce 
Commission and similar documents. 





An office in the city of Washington where you 
will be furnished with facilities for transacting 
your business whenever you happen to be there. 


NO, THIS SERVICE 
IS NOT EXPENSIVE 


As a matter of fact it is 


part of every subscrip- 
tion for the 


RAFFIC WORLD) 


which is, in itself the most com- 
plete and prompt traffic news 
service available. 


























Let us send you a series of sam- 
ples and detailed information. 


The Traffic Service Corporation 
418 So. Market St., Chicago, IIL. 
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Automatic V Expansion 
—as you open the 
drawer, the front tilts 
forward and thefollower 
tilts backward, auto- 
matically. 


C 


WE 


—————— 


You can read _ the 
whole front form of any 
Tariff without removal. 


= 
\ 





Remove only the Tariff 
or Supplement you need 
without distrubing any 
others. 


— 


As you close the drawer 
all tariffs are safely 
compressed. 


Upright and Counter 
High Styles in All-Steel 
or Wood-Steel Con- 
struction; also in Hori- 
zontal Sections in 
Wood-Steel. 


TheOniyFilesthat 


Expand®@mpress 


Au OMAIIC 


Now’ Filing Convenic ce 


can be ha 


or improved 


Wood-S tee \ 


YEAR after year, since 1901, Automatic 
has steadily established itself in modern 
Traffic Offices everywhere. 

Many who wanted Automatic convenience 
and economy, but in All-steel construction, 
will be glad te know that their exact pref- 
erence can now be met. 

And others, who prefer genuine wood, can 
now have it in the recently perfected Auto- 
matic Wood-Steel — the finest of genuine 
cabinet woods with better operating, space 
saving steel interiors. 

Anyone not entirely familiar with the im- 
proved and completed Automatic Line, need 
only ask for our 30 DAY FREE TRIAL, 
to prove at our risk and expense, that— 
Automatic “V” Expansion will save half 
your Tariff Filing time and 20% of your file 
cost and floor space—and Automatic Com- 
pression will better preserve your Tariffs. 
There are other exclusive Automatic advan- 
tages we would like to tell you about. Send 
for No.. 24T (Wood-Steel Files), No. 26T 


(All-Steel Files), No. 25T (Systems), No. 
23T (Desks). 


The Automatic File & Index Co. 
General Offices: E. 10th St., Green Bay, Wis. 


If located in fol- 
lowing cities call: 
Chicago Branch, 

40 S. Wells St. 
New York City, 

11 E. 36th St. 

Los Angeles, 

420 S. Spring. 
San Franctsco, 
601 Mission. 





New Counter Hich 
Automatic Tariff Unt 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any s mple question relating to the law * 
of interstate transportation of freight. A traffic man ot long experience 
and wde knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. 


The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 


or that involves a situation too complex for the kind of investigation 
herein contemplated. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 


% > 


Freight Charges—Liability of Consignor Where Goods Sold 
F. O. B. Point of Origin 


Tennessee.—Question: In June, 1923, we made a shipment 
of a carload of lumber from a point in Tennessee to a point in 
Illinois, on which prices were made to consignee f. o. b. cars 
Memphis, freight allowed to destination. Shipment was made 
on a straight bill of lading and was delivered to consignee within 
ten days. We received final settlement from consignee approxi- 
mately five months after shipment was made, at which time con- 
signee deducted freight charges and our file was closed. 

It seems on arrival at destination the delivering carrier ex- 
tended credit to consignee for freight charges, which they did 
not endeavor to collect for several months after delivery was 
made, and which they then failed to collect for the reason that 
consignee had, in the meantime, gone out of business, and could 
not be located. 

In June, 1924, one year after shipment was made, the de- 
livering carrier presented a bill to us for full amount of freight 
charges, claiming that consignee was insolvent and charges 
could not be collected from him, and that it was, therefore, neces- 
sary to hold us responsible. 

We feel that if a shipment is accepted by a railroad com- 
pany, the consignee becomes liable as a matter of law, for the 
full amount of freight charges, whether they are demanded at 
the time of delivery, or not until later, this being. the rule laid 
down in the well known Fink Case (P. C. C. & St. L. vs. Fink, 250 
U.S. 577). We also feel that the delivering carrier had no right 
to extend a credit for freight charges reaching beyond the forty- 
eight hour limit, and that it was pure negligence on the part of 
the delivering carrier in failing to collect freight charges, in that 
consignee was not insolvent for at least five months after deliv- 
ery was made, and that they should not at this late date call on 
us for the charges. In this respect, however, the delivering car- 
rier cites us to Chicago Junction Railway Company vs. Duluth 
Log Company, 202 N. W. Rep. 24. 


Will you please advise whether you know of any instance 
where a similar case has been passed upon by the Commission 
and if not, give us your opinion in the matter, keeping in mind 


that the terms of sale were F. O. B. cars Memphis, freight to be 
allowed to destination. 


Answer: The consignor, as the party who enters into the 
contract of shipment with the carrier, is primarily liable for the 
freight charges and may be held liable therefor, regardless of the 
liability of the consignee resulting from the latter’s acceptance 
of the goods from the carrier at destination. See the decision 


in L. & N. R. R. Co. vs. Central Iron & Coal Co., 265 U. S. 59, 
in which the court said: 





Ordinarily, the person from whom the goods are received for 
shipment assumes the obligation to pay the freight charges; and 
his obligation is ordinarily a primary one. This is true even 
where the bill of lading contains, as here, a provision imposing 
liability upon the consignee. For the shipper is presumably the 
consignor; the transportation ordered by him is presumably on 
his own behalf; and a promise by him to pay therefor is inferred 
(that is, implied in fact), as a promise to pay for goods is implied, 
when one orders them from a dealer. But this inference may be 
rebutted, as in the case of other contracts. It may be shown, by 
the bill of lading or otherwise, that the shipper of the goods was 
not acting on his own behalf; that this fact was known by the 
carrier; that the parties intended not only that the consignee 
should assume an obligation to pay the freight charges, but that 
the shipper should not assume any liability whatsoever therefor; 
or that he should assume only a secondary liability. In this case, 
the bills of lading acknowledge receipt of the coke from the Cen- 
tral Company. But it did not sign them. Nor was it described 
therein as the consignor. There was no clause by which the ship- 
per agrees expressly either to pay the freight charges or to guar- 
antee their payment. The goods received were not declared to be 
deliverable to the Central Company’s order. On the controry, the 
form of the bills of lading indicated that it was neither the owner 
nor the person on whose behalf the shipment was being made; and 
that Tutwiler & Brooks were either the owners or the persons in 
whose behalf the shipment was being made. On these facts, the 
trial court was justified in finding that the Central Company did 
not assume the primary obligation to pay the freight charges. 


If, as we understand, you were the actual consignor of the 
shipment and were so described in the bill of lading and you did 
not take advantage of the provisions of Section 7 of the bill of 
lading, under which the carrier may be required to look only to 
‘the consignee for its charges, you can be held liable, in our 
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opinion, for the unpaid charges on the shipment in question, not- 
withstanding the fact that the goods are sold f. o. b. point of 
origin, as this fact does not affect the obligation which yoy 
assumed in entering into, on your own behalf, the contract of 
shipment with the carrier. 


Notice of Claim—Waiver of by Carrier 

Minnesota.—Question: Has there been a case decided in 
which the right is given to freight claim agents to reimburse 
shippers on shortage claims which have been entered after the 
expiration of the six months period from date of delivery. 

We have had some short weight claims on cars of grain 
rejected because they were not entered within the prescribed 
3ix month period. We have been advised by a claim bureau that 
if we would turn these papers over to them that they will sue and 
be able to recover. We are sceptical as to whether this can be 
done for no advance notice was given to the carriers that a 
claim would be entered on the movement Of the various cars in 
question. 

Answer: In the Blish case, 241 U. S. 190, it was held that a 
carrier may by contractual provision in its bill of lading require 
reasonable notice of claims, and that a carrier may not waive 
the terms of the contract under which such a notice is required. 

As to the recovery through suit of damages for loss of grain, 
in instances where a claim or notice thereof was not filed within 
the six months period stipulated in the bill of lading, see our 
answer to “New York,” on page 1176 of the May 2, 1925, Traffic 
World, under the caption “Notice of Claim—Necessity for Bilipg 
as to Certain Classes of Clams.” = 

Dafnages—Incidental 

New York.—Question: In June, 1924, car of glass bottles 
shipped from G., Indiana, via Pennsylvania System to P., and 
then switched to our plant on C. tracks via R. & N.S. R. R. 
Contents of car were in a damaged condition. The agent of the 
Pennsylvania System and C. Agent called to inspect car before 
unloading. Pennsylvania Agent advised us to unload and make 
claim for damages. Hight dollars demurrage accumulated on 
C. tracks and C. billed us for this $8 demurrage and we paid 
same to the C. Railroad. This $8 we included in our claim for 
damage to the Pennsylvania System. The Penna. System refused 
to pay the $8 demurrage, “although they have paid labor and 
damage connected with this car,” claiming they have no juris- 
diction over demurrage charges paid to a foreign road. 

We claim that demurrage is part of the damage and the 
Pennsylvania System should pay it, if they delivered the car in 
the same condition as they received it at Indiana there would 
have been no demurrage. 

Answer: In Davis vs. Clement Grain Co., 251 S. W. 545, it 
was held that demurrage charges accruing the time that goods 
damaged in transit and refused by the consignee, were being 
marketed, were recoverable. This decision, the only one we can 
locate which relates to the question, covered by an intrastate 
shipment, however. The court therein, said: 


We are of the opinion that demurrage charges are not special 
damages which require notice to the carrier to fix liability there- 
for. If a recovery of charges wrongfully made and demanded, the 
payment of which is an act precedent to obtaining the release of 
the shipment, and arose after the damage to the shipper’s goods. 
No notice is necessary to inform a carrier that it has wrongfully 
collected demurrage charges against a shipper, said demurrage 
charges being occasioned by the negligence of the carrier. The 
proof in this case shows that the demurrage charges were the 
direct result of the negligence of the appellant, in that he deliv- 
ered the hay in such bad condition that the consignee would not 
accept it upon arrival, necessitating its remaining in the car 
until such time as appellee could assort and market it. The trial 
court found that appellee did assort and handle the hay within a 
reasonable time under the circumstances of the case. We are 
of the opinion that to permit appellant in this case to retain such 
demurrage charges would be authorizing him to take advantage of 


his own negligence, as well as to reimburse himself for his own 
v 


wrong. Ry Co. vs. Gray, 160 S. W. 434; Ry. Co. vs. Kolp., Jr., 88 
S. W. 417. 
Reicing—Cars Placed for Unloading 

Oklahoma.—Question: Car of perishable freight arrived at 
9:10 a. m. in terminal yards with bunkers seven-eights full of 
ice. It is ordered placed and unloading begins at 12:10 p. m. the 
following day. The car is re-iced by the carrier without authority 
from consignee after it has been accepted and partially unloaded, 
and charges for this ice are assessed against consignee. Is the 
consignee not entitled to a refund of the icing charges? 

It is alleged by the carrier that bunkers were less than 
half full and order to ice the car was given; however, there 
was only 2,100 pounds of ice applied. ; 

Answer: Paragraph (D) of rule 200 of Agent Dearborn’ 
Perishable Protective Tariff No. 2, I. C. C. No. 1, provides that 
the stated refrigeration charges shown in the tariff include the 
services of icing and re-icing from point of origin to final des 
tination, except as provided in rules 75, 215 and 225 of the tariff. 

Paragraph (B) of rule 225 reads as follows: (Will not ap 
ply at destinations in Canada). After arrival of car in the tel 
minal train yard serving the destination, and up to the time the 
car is in process of unloading on team tracks or until car has 
been placed on private or assigned siding, carriers will examine 
bunkers or tanks daily and when such cars require additional 
ice during such period they will be re-iced to capacity. How- 
ever, after the unloading on team tracks has been commen¢ 
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Ship Great Northern 


IVE fast dependable freight trains daily supply superior service 
to shippers with freight destined for points in the Northwest. 
Giant freight locomotives, unexcelled roadbed, heavy steel 

rails and new modern freight cars of every description insure the 
safe on-time arrival of your freight. 


At Pacific Northwest Ports convenient connections are made with 
steamship lines to Alaska, Puget Sound Ports, Hawaii, The Orient 
and Australia. 


Through Merchandise Cars 


The Great Northern’s through merchandise cars free you from 
the annoyance and loss of time occasioned by transferring. They 
run through from Chicago, St. Louis, St. Paul, Minneapolis, Min- 
nesota Transfer, Duluth and Superior to all important points in 
the Northwest. The Great Northern Ry. is the route of 


The New Oriental Limited 


The finest train between Chicago, St. Paul, Minneapolis and the 
Pacific Northwest. A De Luxe Train---No Extra Fare. 


Call the Great Northern representative when you want service 
and satisfaction on your next freight shipment to the Northwest. 


G. H. Smitton A. J. Dickinson 
Freight Traffic Manager Passenger Traffic Manager 
St. Paul, Minn. 
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any additional re-icing will be furnished only on written instruc- 
tions from shipper, owner or consignee (see paragraph E). 

It is a question of fact as to whether the carrier was in- 
structed to re-ice the car after the car had been placed for un- 
loading. If not, there appears to be no basis for a charge by 
the carrier for the ice furnished. 

Routing and Misrouting 

Georgia.—Question: An agent of the transportation cém- 
pany in order to assist a grower, wires prospective customer 
that he can furnish watermelons on consignment. Customer 
wires and asks what freight charges will be for the car, in order 
to protect himself against any loss in paying freight on the car 
and to determine whether or not the car will pay the freight 
charges. The agent is requested to ship car on consignment 
basis. On its arrival, railroad company was unable to assess 
charges until car has been practically disposed of on the basis 
of quotation of rate made prior to shipment of car of water- 
melons. 

Rate assessed is considerably in excess of rate quoted. Upon 
investigating, it develops that rate quoted was on intrastate ship- 
ment, whereas the shipment was made interstate. Contention 
is set up that agent, in soliciting business to assist in movement 
and quoting rate, knew that he had quoted the intrastate rate 
and when shipment was made, by his acting both as agent for 
the growers and transportation companies, he should have for- 
warded on intrastate routing. 

Please advise as to your opinion. 

Answer: The misquotation of a rate by a carrier’s agent 
will not support an award of reparation by the Interstate Com- 
merce Commission. “See Obear-Nester Glass Co. vs. Mo. Pac., 
41 I. C. C. 446; Utah Wholesale Grocery Co. vs. N. W. iRy. Co., 
39 I. C. C. 345; Henderson Elevator Case, 226 U. S. 441, and T. 
& O. vs. Mugg, 202 U. S. 242. 

The carrier’s agent in soliciting the consignee of the ship- 
ment in question was acting beyond the scope of his employment 
and holding out by the carrier and therefore his acts in regard 
thereto are not binding upon the carrier. 

However, where both an intrastate and an interstate route 
is available it is the duty of the carrier’s agent, in the event 
that a lower rate is applicable over the intrastate route, to for- 
ward the shipment via the intrastate route (Woodbury Lumber 
Co. vs. D. G., 57 I. C. C. 324), unless the intrastate route is 


neither reasonable nor practicable. McCaull-Dinsmore Co. vs. 
G. N.. Ry. Ca., 47 ft. €. C. SSk. 


RAILWAY CONGRESS DELEGATES 


Delegates of the United States government to the Inter- 
national Railway Congress that will be held at London, June 22, 
have been announced as follows by the Department of State: 

Henry C. Hall, Interstate Commerce Commission; Colonel 
Edward A. Simmons, Railway Age, New York City; David 
Francis Crawford, president of the Locomotive Stoker Company, 
Pittsburgh; A. L. Humphrey president of the Westinghouse Air 
Brake Company, Pittsburgh; Walter F. Schleiter, vice-president 
of Dilworth, Porter and Company, Pittsburgh; Harold A. Smith, 
president of the (Railway Review, Chicago; Frank W. Noxon, sec- 
retary of the Railway Business Association, Philadelphia; 
Charles H. Muchnic, vice-president of the American Locomotive 
Sales Corporation, New York City, and Thomas C. McBride, 
manager, Locomotive Heater Department of the Worthington 
Pump and Machinery Corporation, Philadelphia. 

In a statement the Department said: 


The United States became an adhering member of the Inter- 
national Railway Congress in 1905, after Congress had made an appro- 
priation for the annual quota pursuant to a recommendation made by 
Mr. Hay, Secretary of State. The association periodically calls inter- 
national railroad conferences. The above is a list of the delegates of 
the United States government and does not include the delegates which 
the railways may send to the Congress. 





CONSTRUCTION OF EXTENSION 


The San Antonio & Aransas Pass Railway Company has ap- 
plied to the Commission for authority to construct an extension 
of its line from the present terminus at Falfurrias, Tex., to the 
international boundary line between the United States and Mex- 
ico at a practicable crossing of the Rio Grande, embracing 90 
miles of main track. The extension will be in Brooks and 
Hidalgo counties, Texas. The applicant said the construction 
would provide an outlet for a rich agricultural section on both 
sides of the proposed line and would afford an additional outlet 
for a rich agricultural section on the north side of the Rio Grande 
in Hidalgo county, and a more direct route from that section 
to San Antonio, Tex., and other consuming points in the United 
States, and also afford to applicant the opportunity of a con- 
nection with a line of railroad on the south side of the Rio 


Grande in Mexico and thereby provide an improved route to and 
from points in Mexico. 


WYANDOTTE TERMINAL COMPENSATION 


A board of referees, composed of D. W. Knowlton, George 
M. Curtis and Edward H. DeGroot, has reported, in compensation 
docket No. 122, Wyandotte Terminal Railroad Company vs. The 
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Director-General of Railroads, that that railroad, a termina] 
property near Detroit, is entitled to $12,356.30 as just compensa- 
tion for the government’s use and control of the railroad of the 
company, from January 1 to June 26, 1918. A further finding 
was that in the operation of the railroad in the period it was 
under federal control, there was a net railway operating deficit 
of $16,150.25, all of which was borne by the plaintiff and not 
reimbursed by the respondent. 

The board said that in the event of settlement between the 
parties the deficit should be added to the just compensation, 
the total being $28,506.55. The company claimed compensation 
amounting to $12,254.60 and deficit amounting to $16,150.25, a 
total of $28,404.85, or about $100 less that the board said was 
its due. 

The Director-General admitted the plaintiff was a corpora- 
tion and a steam railroad but denied all allegations as to its 
being a common carrier and entitled to compensation on account 
of a taking of its property, saying that even if its property was 
taken it was relinquished June 26, 1918. 


CHANGES IN DOCKET 


Hearing in No. 16280, Alabama Feed & Grocery Co. et al. 
vs. A. G. S. R. R. et al., and portions of fourth sections appli- 
cations Nos. 1024 et al., filed by A. & W. P. R. R. et al., assigned 
for May 11 at Tuscaloosa, Ala, before Examiner Trezise, was 
canceled. 

Hearing in I. and S. No. 2401, routing lumber from Gulf & 
Ship Island R. R. stations to Cincinnati, O., assigned for May 
12, at Birmingham, Ala., before Examiner Trezise, was canceled. 

Hearing in I. and S. No. 2393, paper articles between Co- 
lumbus, Norfolk and Schuyler, Neb., and St. Louis group points, 


assigned for May 16, at Keokuk, Ia., before Examiner Woodrow, 
was canceled. 


Cc. & O. EXTENSIONS 


The Chesapeake & Ohio has applied to the Commission for 
authority to construct an extension from a point at or near 
Gilbert, W. Va., to a point at or near Mullens, W. Va., a distance 
of about 47 miles, and an extension from a point at or near 
Stone Coal to Mullens, W. Va., a distance of about 8 miles. The 
applicant said public convenience and necessity required con- 
struction of the extensions to enable it to handle adequately 
with economy and dispatch the rapidly increasing westbound 
coal traffic originating in that part of the New River coal district 
on the headwaters of the Guyandot river known as Stone Coal 
branch and Winding Gulf branch, and the rapidly increasing 


eastbound coal traffic originating in the Logan coal district in 
the Guyandot valley. 


RATES ON CEMENT 


Testimony for the carriers was entered at the continued 
hearing of docket 16536, the Lehigh Portland Cement Company 
et al. against the Big Forks & International Great Falls, rates 
on cement from Mason City, Ia., to points in Minnesota and 
North and South Dakota, before Examiner Koebel, at Chicago, 
May 8. 

E. F. Rice, for the Soo Line, P. B. Beidelman, for the Great 
Northern, and W. E. Alair, for the Northern Pacific, testified 
as to the financial condition of the lines they represented, to 
show that the lines were not earning enough to stand for any 
reductions in rates on cement. Mr. Rice said that, taking the 
5% per cent as a standard of what the Soo Line should have 
earned, it had in reality earned, in the years 1921 to 1924, in- 
clusive, $29,000,000 less than that rate of return. Mr. Beidelman 
put in some rate testimony, entering exhibits of rate compari- 
sons and of traffic densities, tending to show the reasonableness 
of the.rate and that the territory involved was of much less 
traffic density than that of the competing territory further south 
in Nebraska and Missouri. 


ERRONEOUS DATE SHOWN 


A typographical error in The Traffic World of May 9, P. 
1195, made it appear that the Commission, in fourth section or- 
der No. 9129, had denied relief from the aggregate of interme 
diates part of the fourth section as of October 21, 1926. The 
denial is as of October 21, 1925. 


ABANDONMENT APPLICATION 


The Superior & Southeastern Railway Company has applied 
to the Commission for authority to abandon that part of its line 
of railroad extending northwest from its junction with the 
northwest terminus of the Edward Hines Hardwood and Hem- 
lock Company in Bayfield and Ashland counties, Wis., a distance 
of approximately 13 miles. The applicant said there had been 
no traffic for the major part of the line since November, 1921. 


PACIFIC CAR DEMURRAGE 
The output of the Pacific Car Demurrage Bureau for March, 
1925, shows 16,908 cars held overtime, or a percentage of 07.47, 
as against 21,106 cars, a percentage of 09.06, for March, 1924. 


Ma} 
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Digest of New Complaints 





No. —_ —_ No. 1. Wilson & Co., Inc., et al., Chicago, Ill., vs. Santa 
e et al. . 
Unreasonable rates on livestock from points in Wisconsin, Min- 

nesota, Iowa, Nebraska, Missouri, Kansas, Texas, Illinois, Ohio, 
Indiana, Michigan, Kentucky, Tennessee, Oklahoma, New York, 
Pennsylvania and Maryland to New York City, Philadelphia and 
Baltimore, in violation of the Hoch-Smith resolution and section 
1 of the act. Asks cease and desist order, just and reasonable rates 
and reparation. 

No. 16940. J. P. Taylor Co., Inc., Richmond, Va. vs. Southern. 
Unreasonable charges on leaf tobacco from South Boston, Va., 

Henderson, N. Car., and Danville, Va., to Richmond, Va., for 
export, and from Richmond to Norfolk for export. Asks reparation. 

No. Fy ty a & Holmes Co., Jacksonville, Fla., vs. Atlantic Coast 
ne et al. 

Charges in violation of the first three sections of the act, as 
well as in violation of Paragraph 3 of Section 16 of the act, on 
shipment of flour from Lawrenceburg, Ind., to Jacksonville, Fla. 
Asks cease and desist order and reparation. 

No. 16942. Lerio Patent Cup Co. et al., Mobile Ala., vs. Alabama, 

Florida & Gulf et al. 

Unreasonable, preferential and prejudicial rates on iron and 
steel turpentine cups from Mobile, Ala., to points in South Car- 
olina, Georgia and Florida. Asks cease and desist order, just 
and reasonable rates and reparation. 

No. 16943. Florence (Ala.) Chamber of Commerce vs. L. & N. 
Rates on canned goede from Columbia, Tenn., to Florence, 

Sheffield ars Tuscumbia, Ala., in violation of the first four sec- 
tions of the act. Asks cease and desist order, reasOnable rates 
and reparation. 

No. ‘yy . Armstrong Cork Co., Pittsburgh, Pa., vs. Pennsylvania 

e 


Discriminatory, prejudicial and preferential rates om lineloum 
and felt felt base floor covering from Lancaster, Pa., and New 
Brunswick, N. J., to Pacific coast terminal points, and to points 
taking Pacific coast terminal rates as maxima. Asks non-dis- 
criminatory rates. 

No. 16945. Board of Railroad Commissioners of the State of North 
Dakota, Bismarck, N. D., vs. Ahnapee & Western et al. 

Unjust, unreasonable and discriminatory class rates (1) be- 
tween all points in North Dakota on one hand, and points in 
Minnesota, particularly St. Paul, Minneapolis and Duluth, on the 
other; (2) between Chicago, Milwaukee, Peoria, St. Louis, Rock 
Island, Burlington, Dubuque, Davenport, Des Moines, Sioux City, 
Omaha, Kansas City, St. Joseph, etc., on one hand, and points 
in North Dakota on the other; and (3) between points in North 
Dakota on one hand and points in Eastern Trunk Line, New 
England and C. F. A. territories on the other. Asks cease and 
desist order, just, reasonable and non-discriminatory class rates. 

No. oo. J, & G. Lippmann, New York City, N. Y., vs. A. C. L. et 
al. 

Alleges misrouting on carload shipment of citrus fruit from 
Winter Haven, Fla., to New York City, N. Y. Asks reparation. 

No. 16947. The American Agricultural Chemical Co., New York City, 
vs. Baltimore & Ohio et al. 

Unjust and unreasonable rates on shipments of cyanamid from 
Niagara Falls, Canada, to Alexandria, Va. Asks reparation. 

No. 16948. The Parkersburg Rig & Reel Co., Parkersburg, W. Va., 
vs. St. L.-S. F. Ry. et al. 

Alleges rate, in violation of section 6 of the Act, on shipment 
of fabricated iron and steel tank material, k. d., from Parkers- 
burg, W. Va., to Tulsa, Okla., reconsigned to Okmulgee, Okla. 
Asks refund. 

No. 16949. J. W. Goldsmith, Jr.-Grant Company et al., Atlanta, Ga., 
vs. Atlanta & West Point et al. 

Alleges violation of sections 1, 3 and 4 of the Act, on rates 
and regulations on automobiles from points of origin in Indiana, 
Michigan and Ohio to Atlanta, Ga. Asks cease and desist order, 
just and reasonable rates, and reparation. 

No. 16950. American Splint Corporation, New York City, vs. Canadian 
Pacific Ry. et al. 

Unlawful rates on carload shipments of logs from Mascouche, 
Quebec, Can., to Aspen (Newark), N. J., in violation of section 
6. Asks cease and desist order, and reparation. 

No. 16951. Mfgrs. Assn. of Chicago Heights on behalf of the Amer- 
aoe SNES Steel Co., Chicago Heights, Ill., vs. Pennsylvania 
et al. 

Unjust and unreasonable rates on molding or foundry flasks, 
carloads, from New Castle, Del., to Chicago Heights, Ill. Asks 
cease and desist order, just and reasonable rates, and reparation. 

No. oe ” G. Peppard Seed Company, Kansas City, Mo., vs. Santa 

e et al. 

Alleges misrouting and unjust, unreasonable and unlawful rates 
and charges on shipment of alfalfa seed from Clayton, New 
Mex., to Kansas City, Mo. Asks cease and desist order, just and 
reasonable rates on field seeds between points involved, and 
reparation. 

No. 16953. Western Paper Makers Chemical Co., Kalamazoo, Mich., 
vs. Gulf & Ship Island R. R. et al. 

Unjust and unreasonable rate on shipment of batting dross 
from Mangrum, Miss., to Pensacola, Fla. Asks cease and desist 
order, and reparation. 

No. 16954. The Sandusky Cement Co., Cleveland, Ohio, vs. 
sylvania R. R. et al. 

Unjust, unreasonable and unlawful charges on shipment of port- 
land cement from York, Pa., to Cape Girardeau, Mo. Asks cease 
and desist order and refund of alleged overcharge. 

No. 16955. Jones & Company, Inc., et al., Norfolk, Va., vs. Atlantic 
Coast Line et al. 

Alleges unjust and unreasonable rates and charges for trans- 
portation (including storage, switching, lighterage and handling) 
of unmanufactured tobacco from points in Alabama, Georgia, 
South Carolina, North Carolina and Virginia to and through Nor- 
folk-Portsmouth, Va., for export, as compared with rates and 
charges on like traffic to and at Newport News, Va. Asks cease 
and desist order, establishment of just, reasonable, non-prejudicial 
and non-preferential through charges, rules and regulations at 
Norfolk-Portsmouth, Va., on traffic involved. 

No. 16956. The Grand Forks Commercial Club, Grand Forks, N. D., 
vs. Great Northern et al. 

Unjust, unreasonable, discriminatory and prejudicial rates on 
fine coal (screenings or slack coal) from Duluth, Minn., Superior 


Penn- 
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and Allouez, Wis., to Grand Forks, N. D. Asks cease and desist 
order, and just and reasonable rates for the future. 

No. 16957. The Procter & Gamble Co., Cincinnati, O., vs. Alabama & 
Vicksburg et al. 

Unjust, unreasonable, unjustly discriminatory rates, which are 
also in violation of the long-and-short-haul part of the fourth sec- 
tion, on rosin from Alabama, Florida, Georgia, Louisiana and Mis- 
sissippi to Ivorydale, Ohio, and Hamilton, Ontario. Asks for just 
and reasonable rates and reparation. 

No. 16958.. Thompson, Weinman & Co., Inc., Cartersville, Ga., vs. New 
York, New Haven & Hartford et al. 

Unjust and unreasonable rates, which are also in violation of 
the fourth section, on three carloads of ground limestone shipped 
from Sparta, Tenn., to Fairfield, Conn. Asks for reparation. 

No. 16959. E. I. du Pont de Nemour & Co., Wilmington, Del., vs. 
Houston & Brazos Valley et al. 

Unjust and unreasonable rates, also in violation of the fourth 
section, on crude sulphur from points in Texas and Louisiana to 
Connable, Ala. Asks for a cease and desist order and reparation. 
16960. The Evansville Packing Co., Evansville, Ind., vs. Chicago 
& Northwestern et al. 

Unjust, unreasonable, unjustly discriminatory and unduly preju- 
dicial rates on fresh meats from Madison, Wis., to Evansville, Ind. 
Asks for just and reasonable rates, and reparation. : 
No. 16961. Gulf Naval Stores Co., Inc., New, Orleans, La., vs. Louis- 

ville & Nashville: 4 

Alleges charges on pine tar from Long Beach, Miss., to New 
Orleans contained overcharges. Asks for reparation. 

No. 16962. Harry D. Levan, trading as Lebanon Fertilizer Works, 
Lebanon, Pa., vs. Pennsylvania et al. : 

Alleges unjust discrimination and undue prejudice against him 
in that fifth class rates were charged on nitrate of soda from 
Baltimore, Philadelphia and New York after January 16, 1923, 
to Lebanon, Pa. Asks just and reasonable rates and reparation. 


No. 


SANTA FE SUBSIDIARY BOND 


The Concho, San Saba & Llano Valley has been authorized 
to issue one registered first mortgage 6 per cent gold bond in 
the denomination of $615,000 for delivery to the Santa Fe for a 
like amount of indebtedness for advances for capital purposes. 
The state of Texas protested, but the Commission followed its 
decision in the case of the North Texas & Santa Fe and ap- 
proved the application. 


DOCKET OF THE COMMISSION 


Note. items In the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


Mey 18—Washington, D. C.—Examiner Boles: 
inance. No. 4 In the matter of the application of the Penn- 
sylvania, Ohio & Detroit R. R. Co. for authority to issue capital 
stock, and of the P. O. & D. R. R. and the Pennsylvania R. R. 
Co., for a certificate of public convenience and necessity author- 
izing the operation of certain lines of railroad. 
May 18—Topeka, Kans.—Examiner Eshelman: 
1. and S. No. 2398—Grain and grain products from Argo and Blue 
Island, Ill., to Eastern and Canadian points via rail and lake. 
May 18—Salt Lake City, Utah—Public Utilities Commission of Utah: 
Finance No. 4599—Application of the National Coal Railway Com- 
pany for a certificate of public convenience and necessity author- 
izing the construction of a railroad in Carbon County, Utah. 


May 18—Boston, Mass.—Interstate Commerce Commission and the De- 
partment of Public Utilities of Massachusetts: 

Finance No. 4353—Application B. & M. R. R. to abandon portions 
of its Lowell & Lawrence and Salem & Lowell branches in Essex 
and Middlesex Counties, Mass. 

Finance No. 4477—Application B. & M. R. R. to abandon its line 
from Wakefield Center to Newburyport, in Essex and Middlesex 
Counties, Mass. 

Finance No. 4590—Application B. & M. R. R. to abandon its South 
Reading branch in Middlesex and Essex Counties, Mass. 

Finance No. 4591—Application B. & M. R. R. to abandon a portion 
of its Lawrence branch between Danvers and North Andover in 
Essex County, Mass. (further hearing). 


May 18—Lexington, Ky.—Examiner Trezise: 
I. and S. No. 2379—Forest products between Kentucky and Tenn- 
essee points. 
oe 18—Argument at Washington, D. C.: 
15734—Detroit Chemical Works vs. Canton R. R. et al. 
Les yee Lumber and Coal Company et al. vs. A. C. & Y. 


Ry. a 
11894—In the matter of rates, fares and charges ———e between 
points in the state of Indiana. (In re Cannelton Sewer Pipe Co.) 
May 19—Chicago, Ill.—Examiner Koebel: 
I. and S. No. 2384—Combination rule and rates on brick and drain 
tile, Iowa to Minnesota and Wisconsin points. 
I. and S. No. 2366—Brick and drain tile, Iowa to Ashland, Wis. 


May 19—Washington, D. C.—Examiner Faris: 

Val. Dkt. No. 399—In re tentative valuation of the property of 

Tionesta Valley Railway Company. (Further hearing.) 
em Teseeentee N. J.—Board of Public Utility Commissioners of New 
ersey: 

Finance No. 4673—In the matter of the joint application of the Cam- 
den & Burlington County Ry. Co. and the Pennsylvania R. R. Co. 
lessee, for authority to abandon the Burlington Branch of the 
Camden & Burlington County Ry. 

May 19—Argument at Washington, D. C.: 

eege— Western Indiana Gravel Company vs. N. Y. C. & St. L. R. RB. 
et al. 

15832—Keokuk Shippers’ Association vs. Santa Fe et al. 

Portions of fourth section app. No. 1766, filed by Agent Emerson, 
In re rates on sugar from New Orleans, La., to Galesburg, Peoria, 
Rockford, Chicago and other points in Illinois, etc. 
15833—Keokuk Shippers’ Association et al. vs. B. & O. R. R. et al. 
aa 19—Washington, D. C.—Examiner Marchand: 
al. Dkt. No. 312—In re tentative valuation of Georgia Railroad. 
May 19—Los 


eles, Cal.—Examiner Harraman: 
14047—Mutual 


reamery Company vs. Amer. Ry. Express Co. et 4l. 


(Further hearing.) 














May 16, 1925 


THE TRAFFIC WORLD 


“OTt10 


1299 





Aine ona Battlefield ‘Line y 


SUMMER IS HERE 
PLAN YOUR VACATION NOW. 


MOUNTAIN »» SEASHORE 


Resorts on the 


& 


Offer All Outdoor Pastimes 


GOLFING :: FISHING :: BATHING :: RIDING 


FOR NEW SUMMER BOOKLET 
Write to any of the undersigned 


JNO. D. POTTS 
Passenger Traffic Manager 
Richmond, Va. 


T. H. GURNEY 
General Passenger Agent 
Richmond, Va. 


0. N. SPAIN 
Eastern Passenger Agent 
Washington, D. C., and 299 
Broadway, New York City 


F. E. LANDMEIER 
Western Passenger Agent 
St. Louis, Mo. 





GEO. COOMBS 
Asst. General Pass. Agent 
Cincinnati, O. 


R. E. PARSONS 
District Passenger Agent 
Louisville, Ky. 





1300 THE TRAFFIC WORLD 


May 20—Argument at Washington, D. C.: 
15515—Moblie Chamber of Commerce and Business League vs. A. 
& V. Ry. et al. 
14429—Continental Oil Company vs. Director General. 
May 20—Chicago, Ill.—Examiner Koebel: 
1. and S. No. anned Goods, Minnesota, Wisconsin, etc. to 
Eastern Seaboard and Canadian points. 

1. and S. No. 2375 (first supplemental order)—Canned goods, Minne- 
sota, Wisconsin. etc., to eastern seaboard and Canadian points: 
‘I. and §S. No. 2375 _——_ supplemental order)—Canned goods, 

Minnesota, Wisconsin, etc., to Eastern seaboard and Canadian 


points. 
16688—Northfield Milk Products Company vs. B. & O. R.R. et al. 
May 21—Jackson, Miss.—Examiner Trezise: 
Finance No. 4775—In the matter of the joint application of the 
Yazoo & Mississippi Valley R. R. Co. and the Illinois Central R. R. 
Co for authority of the Y. & M. V. R. R. Co. to acquire control, 
by lease, of the Alabama & Vicksburg Ry. and the V. S. & P. 
Ry. and for authority of the Illinois Central R. R. to guarantee the 
performance of said leases. 
May 20—Washington, D. C.—Examiner Arthur Van Meter: 
Finance No. 3758—Excess income of the Hannibal Connecting Rail- 
road Company. 
i 21—Washington, D. C.—Examiner Law: 
n 


ance No. 3912—Excess income of the St. Paul Bridge & Term- 
inal Company. 
ee 2i1—Argument at Washnigton, D. C.: 

15671—E. Kaner, doing business as the Wisconsin Iren & Metal 
Company vs. C. St. P. M. & O. Ry. et al. 

16121—J. E. Davis, operating as West End Scrap Iron and Metal 
Company vs. C. St. P. M. & O. Ry. 

May 21—Washington, D. C.—Examiner Gibson: 

Val. Dkt. No. 346—In re tentative valuation of the property of the 
Louisiana & Arkansas Railway Company. 

*‘ Val. Dkt. Na. 425—In re tentative valuation of the property of the 
Cincinnati, Lebanon & Northern Ry. Co. 

'Val. Dkt. No. 429—In re tentative valuation of the property of the 
Manufacturers’ Ry. Co. (Toledo, O.). 

‘Val. Dkt. No. 430—In re tentative valuation of the property of the 
Ohio River & Western Ry. Co. 

Val. Dkt. No. 431—In re tentative valuation of the property of the 
Lorain, Ashland & Southern R. R. Co. 

Val. Dkt. No. 432—In re tentative valuation of the property of the 
Calumet Western Ry. Co. 

' Val. Dkt. No. 433—In re tentative valuation of the property of the 
Waynesburg & Washington R. R. Co. 

' Val. Dkt. No. 434—In re tentative valuation of the property of the 
Akron & Barberton Belt R. R. Co. 

*’ Val. Dkt. No. 435—In re tentative valuation of the property of 
Louisville Bridge & Terminal Ry. Co. 

Val. Dkt. No. 436—Iy re tentative valuation of the property of the 

Wheeling Terminal Ry. Co. 

' Val. Dkt. No. 437—In re tentative valuation of the property of the 
Dayton-Union Railway Company. 

Valuation Docket No. 386—In re tentative valuations of the prop- 
erties of the Pennsylvania Co. et al. 

May 21—Concord, N. H.—Interstate Commerce Commission and the 
Public Service Commission of New Hampshire: 

Finance No. 4475—Application B. & M. R. R. to abandon its North 
Weare and Manchester and Milford branches in Hillsboro and 
Merrimack Counties, N. H. 

Finance No. 4476—Application B. & M. R. R. to abandon operation 
of the New Boston R. R. in Hillsboro County, N. H. 

Finance No. 4549—Application B. & M. R. R. to abandon its 
Bethlehem branch in Grafton County, N. H. 

Finance No. 4550—Application B. & M. R. R. to abandon its Bel- 
mont branch in Belknap County, N. H. 

Finance No. 4551—Application B. & M. R. R. to abandon operation 
of the Petersborough R. R. in Hillsboro County, N. H. 

Finance No. 4558—Application B. & M. R. R. to abandon its Keene 
— in Hillsboro and Cheshire Counties, N. H. (further hear- 
ng). 

Mey 22—Canton, Ohio—Examiner Fuller: 
1 ee ged Union Metal Manufacturing Company vs. A. C. & Y. 
y. et al. 
May 22—Chicago, Ill—Examiner Koebel: 
1. and S. No, 2385—Grain and grain products between C. F. A. 
points, 
Mey 22—Argument at Washisgton, D. C.: 
15696—Clark Brothers Bolt Company vs. N. Y. C. R. R. et al. 
May 23—Argument at Washington, D. C.: 


15676—Washington Publishers’ Association et al. vs. Algoma Cen- 
tral & Hudson Bay Ry. et al. 
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May 25—Phoenix, Ariz.—Examiner Harraman: 

Il. and §. No. 2399—Canned goods from Colorado, New Mexico, 
Texas and Wyoming to Arizona, California, New Mexico, Nevada 
and Utah. 

May 25—Washington, D. C.—Examiner Cassidy: 
16757—The Jessup & Moore Paper Company vs. B. & A. R. R. et al. 
a! 25—Washington, D. C.—Examiner Sweet: 
inance. No. 3719—Excess income of the Elgin, Joliet & Eastern 
Railway Company. 
May 25—Argument at Washington, D. C.: 

18449 Federal Reserve Bank of New York vs. American Ry. Ex- 
press Co. et al. 

15770—Federal Match Corporation vs. Great Northern Ry. et al. 

15970—Detroit & Cleveland Navigation Co. vs. Michigan Centra] 
R. R. Co. et al. 

May 26—Washington, D. C.—Examiner Cassidy: 
16587—Lever Brothers Company vs. D. L. & W. R. R. et al. 
a 26—Washington, D. C.—Examiner Law: 
inance No. 3701—Excess income of the Detroit Terminal Railroad 
Company. 
May 26-27—Argument at Washington, D. C.: 

11756—Bangor & Aroostook R. R. Co. et al. vs. Aberdeen & Rock. 
fish R. R. Co. et al. 

14165—Erie R. R. Co. et al. vs. Boston & Maine R. R. et al. 

May 27.—Washington, D. C.—Examiner Cassidy: 
16042—Sylva Tanning Company vs, Southern Ry. 
May 27—Phoenix, Ariz.—Examiner Harraman: 

i. and S. No. 2400—Hogs from Missouri River points to Cactus and 
Phoenix, Ariz. 

May 27—Washington, D. C.—Examiner Carter: 

1. and S. No. 2386—Increased rates on tobacco stored at Newport 
News or Morrison, Va. 

16955—Jones & Co., Inc. et al. vs. A. C. L. R. R. et al. 

May 28—Argument at Washington, D. C.: 

15701—Minnesota Western R. R. Co. vs. A. T. & S. F. Ry. Co. et al. 

Finance No. 4187—Construction of extension by Chicago Rock 
Island & Pacific Railway. 

Finance No. 4271—Construction of line by Chicago, Rock Island & 
Pacific Railway. 

May 28—Harrisburg, Pa.—Public Service Commission of Pennsylvania: 

* Finance No. 4687—In the matter of the joint application of the 
New York Central R. R. Co., lessee, and the Beech Creek R. R. 
Co., lessor, for a certificate of public convenience and necessity 
authorizing the abandonment of a line of road in Clearfield County, 
Pennsylvania. 

May 29—Washington, D. C.—Examiner Cassidy: 

hag? ar gga Roberson Cotton Company et al. vs. A. C. L. R. 
R. et al. 

Portions of fourth section app. No. 703, filed by A. C, L. R. 
R., In re cotton from points in North Carolina to Danville, Va. 
June 1—Buffalo, N. Y.—Examiner McChord: . 

1. and S. No. 2372—Lumber from Virginia, West Virginia and re- 
lated points to eastern destinations. 

June 1—Portland, Ind.—Examiner Worthington: ‘ 

15293—The Bimel Spoke & Auto Wheel Company vs. L. E. & W. 
R .R. et al. (further hearing). 


June 1—Louisville, Ky.—Examiner Knowlton: 
14684—-Louisville Cooperage Company vs. L. & N. R. R. et al. 
Fourth section app. No. 4219, filed by Mo. Pac. R. R. et al., In 
re rough staves and heading, from Monroe, La., to Louisville, 


y. 
June 1—Zanesville, Ohio—Examiner Ames: 

16776—The American Clay Products Co. vs. P. R. R. et al. 
June 1—Chicago, Ill—Examiner Smith: 

1. and S. No. 2402—Coal, Virginia, West Virginia and eastern 
Kentucky to Western Trunk Line points. 

Fourth Section App. 1952, filed by L. & N. R. R., In re coal from 
points on L. & N. R. R. in eastern Kentucky and Tennessee to 
points in Iowa, Kansas, Missouri and Nebraska. 

Fourth Section Apps. 1747 and 4966, filed by C. & O. Ry., and App. 
1561 filed by N. & W. Ry., In re coal from points on their respec- 
tive lines in Virginia to Upper Mississippi River points, Daven- 
port and Rock Island and south thereof to Hannibal, Mo., and 
= points. (In connection with hearing in L & S. No. 

) 
June 1—Phoenix, Ariz.— Examiner Harraman: r 

' 16412—Rates on powder and high explosives, in carloads, within 
the state of Arizona. 

'14687—Apache Powder Compary vs. Arizona Eastern R. R. et al. 

June 1—Washington, D. C.—Examiner Cassidy: 
* 15610—Farrel Foundry & Machine Company vs. A., B. & A. Ry. et al. 


DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC 
AND COMMERCE EXPERTS AND SPECIALISTS 


AMERICAN FREIGHT BUREAU 


160 Nassau Street New York, N. Y. 
Established 16 Years 


Exhibits and Cemparisens 
Overcharge, Demurr 
Routing and Tracing Lereenl Enemas Giiee 


General Freight Service Association 


Trafic and Transportation Specialists for Shippers 
Laclede Gas Light Bldg., St. Louis, Mo. 


Interstate Commerce cases, Engineering and ae 


Services furnished. Complete traffic departmen’ 
service. Freight and demurrage bills audited. 
Overcharge, Loss and Damage Claims settled. Car 
tracing by experts. Rates and routes furnished. 
Reference: St. Louis National Bank. 


CHARLES E. BELL 
TRAFFIC ANALYST 
TRAFFIC ANALYSES 
RATE SURVEYS 
RATE COMPARISONS 
RAILWAY STATISTICS 
EXHIBITS PREPARED 


630-632 Transportation Bldg., Washington, D. C. 


HAVE YOU A STEAMSGHIP TARIFF? 


We are in position to supply you with Steamer 
tariff naming rates by Water via the Canal from 
Atlantic to the Pacific Coast, also sup- 

lement service in connection with same at a 
ow cost. PRICE; Tariff, per copy $5.00 

Supplement Service, yearly $10.00 


TRAFFIC CORPORATION, Agents 
Room 612 Chamber of Commerce Building 
1151 South Broadway, Les Angeles, California 


BISHOP & BAHLER 


TRAFFIC MANAGERS 


All Traffic and T tion Matters 
Interstate Commerce and Commission Cases 


E, W. HOLLINGSWORTH 
Commerce Attorney 


San Francisco 
127 Montgomery S 


YOUR ANNOUNCEMENT 
in this directory for 52 consecutive 
issues will cost less than first class 
postage to mail a single communi- 
cation to each one of our readers. 


Oakland 
Bank of Italy Bldg. 
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THE TRAFFIC SERVICE CORPORATION 


WASHINGTON CHICAGO 
MILLS BUILDING 418-490 S$. MARKET STREET 
Phone, Main 3848 Telephone, State 8635 
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It is often the case that traffic managers find 
themselves overburdened at certain seasons of 
the year. At such times they require the 
assistance of experts to carry out their plans. 


A common practice on such occasions is to call 
on the resources of TRANS-CONTINENTAL 
FREIGHT—an organization which has trained 
itself to serve on short notice, through 27 years 
of varied shipping experience. 


Frequently the TRANS-CONTINENTAL 
Freight Company can point out new traffic 
economies, in addition to guaranteeing delivery 
of merchandise on schedule, and in perfect 
condition. 


A line to our nearest branch will bring 
full details. 


Trans-Continental Freight Co. 


General Offices: 7 South Dearborn St., Chicago 
Eastern Offices: Woolworth Bldg., New York City 


BRANCH OFFICES 

Cleveland, Ohio 
Cincinnati, Ohie 
Salt Lake City, Utah 


Detroit, Mich. 
Les Angeles, Cal. 
San Francisco, Cal. 


Portland, Ore. Omaha, Neb. 
Seattle, Wash. Kansas City, Mo. 
Denver, Colo. . St. Paul, Minn. 
Boston, Mass. Minneapolis, Minn. 
Philadelphia, Pa. St. Louis, Mo. 

) Buffalo, N. Y. 


Export and Domestic 
Freight Forwarders 


. 
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President and Treas. 


HARRY A GROFF 
Auditor 


W. L. HOLZBAUR 


Consulting Refrigerating 
Engineer 
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NORMAN METZGER 


Executive Offices, Indianapolis, 
240 SOUTH PENNSYLVANIA ST 
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A. B. EFROYMSON 
Vice-Pres. in Charge of Operation 


JOHN S. GANO 


Gen. Supt. Terminal — 
Properties 


F. L. SULLIVAN 


Operating the following Terminals 


THE NINTH STREET TERMINAL WAREHOUSE COMPANY 
THE NORTH PIER TERMINAL COMPANY ° ° 
THE CINCINNATI TERMINAL WAREHOUSE COMPANY 
INDIANA TERMINAL WAREHOUSE COMPANY . . 
INDIANA REFRIGERATING COMPANY . . 
MICHIGAN TERMINAL WAREHOUSE COMPANY 


General Storage 


Cold Storage Distribution 
Associated with Distribution Service, Inc. 


Manager Trafic Department 


Cleveland, Ohio 
Chicago, IIl. 
Cincinnati, Ohio 


Indianapolis, Ind. 
Indianapolis, Ind. 


Detroit, Mich. 


Forwarding 
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‘Your consuming Markets 


WE BRIDGE THE GAP 


R. TRAFFIC MAN, LOOK AT THE MAP. The circled cities 
are strategic traffic pivots, linked by the rails of the Penn- 
sylvania System. 


You will recognize these cities with their dependent territories 
as being logical centers in which to carry spot stocks, to be sent 
there at carload rates and be readily accessible to your local cus- 
tomers when they want your product, or available for prompt less- 
carload reshipment to your clientele in adjacent towns. 


You will save your company Time and Money in thus dis- 
tributing in and through these circled cities. 


In each city is a dependable warehouse facility of the Penn- 
sylvania System, providing a modern storage and distributing 
establishment with up-to-date methods, reasonable non-discrimina- 
tory rates, and unsurpassed service. Negotiable receipts are issued 
and low insurance rates are procurable. 


Carrying stocks in these thoroughly reliable facilities will 
please your trade in the territories served by these circled cities 
and minimize your traffic costs. 


Consign your cars in care of the warehouses listed below and 
enjoy modern storage and distributing service par excellence. 


HARRISBURC 


\ PHILADELPHIA 
| 
\ 


BALTIMORE & 


ANSY YAN /4 
RAILROAD 
SYSTEM 


Duquesne Warehouse Co., Pittsburgh, Pa. Western Warehousing Co., Chicago, Ill. Pennsylvania Terminal Warehouse Co., St. Louis, Mo. 
Keystone Warehouse, Harrisburg, Pa. Fort Erie Warehouse & Docks, Erie, Pa. Pan Handle Storage Warehouse, Cincinnati, O. 
The Terminal Warehouse Co., Baltimore,Md, | Merchants’ Warehouse Co., Philadelphia, Pa. Philadelphia Tidewater Terminal, Philadelphia, Pa. 
Keystone Warehouse Co., Buffalo, N. Y. 
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Enlarge Your Territory 
| By More Efficient Distribution 


—— 










Route Carload Freight Into These States 
for Central Warehouse Distribution 


ELECTRIC RAILWAYS 


Furnish L.C.L. Through Car Service from 
the Large Distributing Points 


EXPEDITE DELIVERY 


By Taking Advantage of This Plan. | Write 


Central Electric Traffic Association 


1. E. EARLYWINE, Chairman INDIANAPOLIS, INDIANA 
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Fortnightly Sailings 








17 Battery Place 





Managing Operators | 
























INTERNATIONAL FREIGHTING CORP. 






PAN AMERICA LINE 


New York to 












COLOMBIAN STEAMSHIP CO., dnc.) 
New York City 


AMERICAN DIXIE LINE|AMERICAN EXPORT LINES 


Managing Operators 


SOUTHERN STATES LINE 


one Orleans toRotterdam, Am: 
ee Orleans to Bremen 


to 


Brazil and River Plate Ports 
Fortnightly Sailings 


MISSISSIPPI SHIPPING CO., (inc.) 
New Orleans, La. 


Managing Operators 






































~=ocRe & McCORMACK CO..,(Inc.) 


Sailings a Month 


io 


Managing Operators 


Houston and Galveston 


‘Uniteds States Government Freight Services 


From Atlantic Coast and Gulf Ports 


New Orleans and oth Philadelphia 
New York to Trinidad ew ee er New York weeny 108 Gulf Ports (except New Orleans) 
: : . ; 
gah Islands (except Mobile) Philadslphia in. ee © 


A Sailing every 12 days 


Baltimore 
Rotterdam 
some Roads to Aniwenn 


2 Sailings a month 
BLACK DIAMOND S. S. CORP. 
67 Exchange Place New York City 
Managing Operators 


AMERICA FRANCE LINE 





A. H. BULL-& COMPANY, (inc.) 


ish. United Ki “ 
New Orleans to Irish, United Kingdom | North Atlantic Ports to allM Mediterran- Coir. to Havre cS oe 
A | every. 20 ad nd and Levent P A Sailing every 20 “re 
weiew or a ae ¥ New York to roe Monthly Sailings 
New Orleans one ro Ports to London A Sailing every 10 days 
Monthi ay et ‘Sailings | Philadelphia = t | Bordeaux | ROOSEVELT STEAMSHIP 
— a Manch A:Sailing Every 20 Days COMPANY, (Inc.) 
A Sailin aa OPOLIT PII 
=e? yom Blas. New aed eieetiein Managing Operators ’ Managing Operators | 
AMERICAN MERCHANT LINES | AMERICAN PALMETTO LINE | AMERICAN PIONEER LINE| AMERICAN PREMIER LINE | 
New York to London South Atlantic Ports to North Atlantic Ports to Gulf and S. Atlantic Ports to 
Weekly saan Londen Liverpool and Manchester and Japan French Mediterranean, 
Baltimore Hull Monthly Sailings ilings West Coast of Italy 
Hampton Roads “ Leith Bremen and Hamburg Philippines 3 & iy Sai East Indies 4 Sailings a Month 
2 Sailings a Month Monthly Sailings Monthly Sailinge Adriatic Greek Levant, 
Philadelphia ndon London, Rotterdam and Gulf Ports to Far East Constantinople, Malta, 
Boston P to Hull Antwerp (China, Japan and Philippines) North Africa, (East of Bizerta) 
2s a pore agg ATLANTIC GULF AND aie a ae 
wings @ South UNITED GULF S. S.CO., (Inc. 
J. H. WINCHESTER & CO.,(Inc.) | THE CAROLINA COMPANY | RENTAL S. S. CO., (Inc.) Aan Fete oe 
17 Battery Place New York City on, 17 Battery Place, New York City New Orleans, | 
Managing Operators Managing Operators Managing Operators Managing Operators 
AMERICAN REPUBLICS LINE AMERICAN SCANTIC LINE AMERICAN AMERICAN | 
New York : 
ade | Northtown | SOUTH AFRICAN LINE | WEST AFRICAN LINE 
Monthly Sailings re New York 
— Brazil and to wow Tom (Gulf via New York as offers) 
Jacksonville to eer Plate Scandinavian and t to | 
Se Se sien Baltic Ports South and East African Ports | Azores, Canary Islands,Madeira | 
ear ong om paver Plate 2 Sailings a Month Monthly Sailings aa | 
Monthly Sailings ne.) 
° way New York City 40 West Street New York City | 40 West Street New Y: City | 
we “ee 7X Wa ew Managing Nesiaeiatea r Managing Operators Managing Operators | 
ATLANTIC GULF-WEST —_—_|MISSISSIPPI VALLEY|MOBILE OCEANIC LINE|ORIOLE LINES) 
AUSTRALIAN LINE MEDITERRANEAN LINE EUROPEAN LINE Mobile, Pensacola, Liverpool. Fortnightly Sailings 
Tampa, Jacksonville, Savannah New Ori Gulfport Fidindcighia, Bosten to Livespest-Bies-§ 
New York to Aust tLasdien. Weliooien Ratuitiny to M Reitpeey, Honetee Ro New York 
and New Zealand Ports Monthly Sailings Liverpool, Manchester, ee meer 
Hom Ports to Havre— Antwerp London, Havre, Antwerp, anes over) 10 Oe. 
Monthly Sailings Portuguese and Spanish Rotte Bean, Delinere ees + Phil. 
Monthly Sailings 2 Sailings a Month 7 — Hamburg, te Glasgow. Fe Sailings 
een Cae Aiicss Ports (Wee ai Baers) | MISSISSIPPI SHIPPING aman Cork: Dabln, Bellst; Lendsaderry | 
AUSTRALASIA S.S. CO. | “A Sailing every 20 days (inc.) WATERMAN S.S. CORP. | stimore AoE a Debtn, | 
8-10 Bridge St., New York City] TAMPA INTEROCEAN S. S. CO. Wiese Gatseen, ie. Mobile, Ala. 
Managing Operators 614 Whitney Cent’ Bldg., New Orl’s, 


TEXAS STAR LINE|UNITED STATES LINES YANKEE LINE| | 


New York to Southampton | Baltimore, Hampton Roads, | 


Hamburg. 2 Saili Month! A Saili 3 Wi 

Rio de JancirojSantos, [aapbue.,, alinge « Mont to indore 3 Weske | Phindelphin, Boston 

Montevideo and bore di Sailings a Month Havre and Antwerp ‘a od | 

Buenos Aires Bremen and R Weekly Sailing s Bremen 
2 Sailings a Month Bremen ; 

Houston to Bremen and ‘ 2 Sailings a Month 

Fortnightly Sailings bu 2 Sailings a Month aie oe — Weekly Sailings 

MUNSON STEAMSHIP LINE LYKES BROS RIPLEY S.S. asd UNITED STATES LINES ROGERS & WEBB | 

67 Wall Street New York Ci 925 Whitney Central Bldg., Houston, Texas 45 Broadway New York City |110 State Street Boston, Mass. jj 

Managing Operators Bote Fe rcalers Managing Operators Managing Operators Managing Operators 


UNITED STATES SHIPPIN G BOARD FLEET CORP. | 


Managing Operators 













AMERICAN DISPATCH LINE | 


East Coast of South America 
A Sailing Every 3 Weeks 
MUNSON STEAMSHIP LINE 
67 Wall Street, New York City 
Managing Operators 


AMERICAN INDIA LINE 








A. H. BULL & COMPANY 








CONSOLIDATED aa eee 


anaging Operator: | 
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Where they reach 


Where to reach them 


Los Angeles! 


AMOUS FOR YEARS as the all- 

year playground of America, Los 
Angeles has at the same time enjoyed a 
phenomenal growth as a manufacturing 
and agricultural center. Its manufac- 
tured products in 1924 were valued at 
$1,200,000,000, and the county’s $82,000,- 
000 of agricultural products for the same 
year represented an increase of 47% com- 
pared with 1921. Estimates made early 
this year give the city a population of 
over a million! 


Postal receipts totalled $7,916,340.71 in 
1924, bank clearings amounted to $7,194,- 
525,378, and 51,134 building permits were 
issued for construction to cost $150,247,- 
621! 


The city and county enjoy a cheap and 
abundant water and power supply, raw 
materials of many kinds, plentiful labor, 
low cost of factory construction, efficient 
railroad service and excellent port facili- 
ties. 


As a tourist center it is unsurpassed in 
variety and luxury of attractions: Moun- 
tain, sea and lake, wonderful motor roads, 
sporty golf courses, splendid country 
clubs, magnificent hotels, gorgeous scenic 
aspects and the delightful climate com- 
bine to make this region ideal for tempo- 
rary sojourn or permanent residence. 


“This is the Riviera; only greater.”— 
Marshal Foch. 


For specific information 


® Address ‘‘General Agent, Southern Pacific Lines’’ @ 


—The Postman Knows Him. 
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